











TRAFFIC WORLD 


“Kids really watch their step in this town 
... they teach em traffic safety in school l’ 


And America’s’ traffic accident rate would nose-dive if grown-ups took half as much care! 


Fo ywrwenys are being killed and 
injured in street and highway 
accidents right now considerably 
faster than our armed forces sus- 
tained casualties in World War II. 

Obviously, the danger in the bat- 
tle zones was incomparably greater 
'—yet it’s easily possible that this 
year may see as high as 180 traffic 
casualties every hour here at home 
against a rate of 32 casualties an 
hour at the fighting fronts! 


A gloomy picture with one bright spot 


There’s one bright spot in this 
otherwise distressing panorama of 
our most motorized nation in the 
world. During a period when fatal 
accidents among persons of all ages 
went up 114 per cent, the rate 
among children from 5 to 14 de- 
creased 9 per cent. 

This record spotlights the value 
of theexcellent safety education pro- 


grams in many of our U.S. schools. 


Why can’t all of us be equally careful? 


To keep the accident rate down, 
there’s much that can be accom- 
plished by more highways that are 
specially engineered for safety. 

More stringent traffic laws, where 
needed, help too—and “community 
pride” campaigns, of course. 

But it’s important to realize that 
most traffic accidents don’t just hap- 
pen—they’re usually caused by 
someone. A motor vehicle driver— 
or a pedestrian—slips up and gets 
careless . . . new casualties go on 
the record beoks! 


Driving is no job to take lightly 
The average motor vehicle driver 
wouldn’t think of trying to pilot an 
airplane without training. Yet 
plenty of people confidently take 
cars and trucks out on the streets 


and highways who might have 
trouble passing a driving compe- 
tency test. 

In fact, the unskilled and irre- 
sponsible driver may well be the 
most serious of all menaces to traffic 
safety. Nationwide action is being 
advocated to make driver licensing 
more thorough and strict. 

As one of the pioneers in build- 
ing and working for increased 
traffic safety, Studebaker is con- 
vinced that the exercise of common- 
sense and self-discipline—by pedes- 
trians as well as motorists—can 
help substantially in reducing the 
toll of highway injuries and deaths. 


STUDEBAKER 


South Bend 27. Indiana, U. S. A. 


BUILDER OF CARS AND TRUCKS 
YOU CAN TRUST 
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I'LL CLOSE THE DEAL, 
GENTLEMEN, IF YOU 
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Copyright, 1946, The Traffic Service Corporation 


The speediest way to get goods from where they 
@ TPRAPPIC WORLD are to where they are needed is to ship by truck 
—Ship by Keeshin. That's the way to beat com- 
petition—that's the way to save time and money. 
Call your local terminal for complete details 
about Keeshin Operation. 
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The South of Today is 
the West of Yesterday 


‘W sounds are coming out of the 
South ... sounds that the Southern 
planters of yesteryear would have 
thought totally foreign to their beloved 
Dixie. The thunder of new plants be- 
ing built, the whirring of giant motors, 
the symphony of factory whistles, and 
the roar of giant freight trains speeding 
North, East and South. 


Yes, manufacturers are coming to 
Virginia. In the Richmond-Washington 
area they find that traditional Southern 
hospitality extends to Industry, too. 


Here you will find all-year mild cli- 


mate which is a valuable asset to pro- 
duction and profit. Here you will find 
an abundance of cheap electricity and 
soft water ... an abundance of happy 
know-how native labor . . . an abund- 
ance of inexpensive land with plenty 


of room for expansion. 


Here you will find fast transporta- 
tion to fertile markets, thanks to our 
great fleet of new locomotives, plus 
substantial additional trackage and 
operating experience, acquired for our 


tremendous war transportation effort. 


We would like to tell you more about 
the top of the South. 


JOHN B, MORDECAI, TRAFFIC MANAGER 
RICHMOND 20. VIRGINIA 
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RICHMOND FREDERICKSBURG 
ANO POTOMAC RAILROAD — 
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“SUPER POWER 


Helps Davidson Maintain 
a 50-Year Reputation 


Gor Dyoenidladblldy 


ae SF Davidson, Vice President, Davidson, 
Transfer & Storage Company, Baltimore, Md. 































A HALF CENTURY AGO, I. W. Davidson started a draying © 
business with a single horse and wagon. Since chat time, the 
Davidson Transfer & Storage Co., through 50 years of continuous 
service has paralleled the remarkable growth of highway trans- 
portation. Many of the original customers are still using che 
Company’s facilities . . . a fitting testimonial of the Davidson 
“reputation for dependability.” 


The Company has been privileged to handle many unusual 
hauls. One of the most outstanding was a “top drawer” secret 
during the war when eight trailer loads of maps for the African 
invasion were transported on short notice from Washington 
to New York with 100% security. On another occasion, the 
Davidson company engineered the moving of a half million 
books from Baltimore’s Enoch Pratt Free Library into temporary 
quarters and then back again. This job was handled so skill- 
fully that no book was out of service longer than eight hours. 


The first White truck was purchased in 1920—now, fifty Whites 
operate in the Davidson fleet. “During the last two years they 
have rolled up over five million miles—dependably and eco- 
nomically,” says Mr. Davidson. “The dependable performance 
and low maintenance costs over high mileages have convinced 
us of the superiority of White Super Power.” 


THE WHITE MOTOR COMPANY -« Cleveland 


B. D. Davidson, 
Vice President 
of the Davidson 
‘Transfer & Stor- 
age Company 
and Regional 
' Vice President 
of the A. T. A. 
Left: A medal- 
lion which the 
Company had 
struck in com- 
memoration of 
its Fiftieth 
Anniversary. 


A White furniture van 
used during the Com- 
Pany’s early days. 





One of the Company’s modern White tractors coupled up 
with a new refrigerator van just put into service. Davidson 
provides complete transportation facilities including: long 
distance contract hauling and common carrier service with 
regular, refrigerator and household units. 


White FOR MORE THAN 45 YEARS THE GREATEST NAME IN TRUCKS ly 





ae 


= 





{PERSONALIZED SERUICE § AUitE 7, 





TRAFFIC WORLD 


RECAPPING that has 
GENERAL TRUCK 
TIRE QUALITY 


KRAFT SYSTEM 


Crckerwced RECAPPING 


Scientific inspection . . . precision instrument quality control of every step in the 
operation . ... is the Kraft System’s way of assuring you uniformly dependable, 
extra-mileage recapping. And, with General Tire materials, this factory-control 
method gives you the same tread quality as the famous General Truck Tires. 
Coast-to-coast . . . the Kraft System is scientifically uniform for your protection! 


THE GENERAL TIRE & RUBBER COMPANY ¢ AKRON, OHIO 


Scientifically detects hidden damage... . selects 


General tread rudbber is the same Top- Quality 
only serviceable carcasses for recapping. 


that has made the General Truck Tire famous. 


Same methods . . . same quality controls .. . 


Balances recaps like new tires ... ends shimmy 
Top -Quality materials . . . coast-to-coast. 


.adds up to 25 per cent longer mileage. 
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Headquarters for 


KRAFT SYSTEM Crshctit tin ae 
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Boston, Mass. ro lg nt Tire Co. Kingsport tay ra Young's Tire Service Salt Lake City Otek, Wheeler Gen. Tire Co. 
Bradford, Pa., Motor Inn Filling Station Klamath Falls 


» Monarch Service Station San Angelo, ag we Red Covington Te Savies 
Bildsencr Com. ., Bridgeport Gen. Tire Co. comet ne eneral Tire Sales Co. San Bernardino Calif., General Tire Serv. 
































































Bronx, N. Y., Bronx General Tire Co., Inc. Lansing, Mich., Roberts | Tire Sales, Inc. San Jose, Calif, Stuart General Tires, Inc. 
Brooklyn, N. Y., Kings County Gen. Tires, Inc. Lawrence. . Schlott senieey Ohio, Brinker's Service 
Brookville, Pa., Auto Service Station Lawrencevill e, %” sedate — Co. ohe Er .. Link Anderson, Inc. 
a. Texas, Bilton oy Store Lebanon, Tenn., McDowell Tire Co Saranac a ey % a tones ang Tire Serv. 
Bryan, Ohio, Mac's Tire Sho Lewiston, Idaho, General Tine & Retreading Co. Seg . beqpecher 
Buffalo, N. ie, Parshall- Dowdall Gen. Tires Lexington, K Lexing a Gen. Tire Co. ‘oe ire Co 
Burlington, N. C., The General Tire Supply ‘Ohio, W.A uile, Work John B. Lewis, 
Butler, Pa., Ray Andre Little Ree * Aa ea aall Tire Co. eores. Wisconsin, Grasse Bros. Oil Co. 
Butte Montana, Knievel Tire Service Lodi, Calif., Holz Tire & Recap Service Sioux City, lowa, O'Keefe General Tire Co. 
Camden, N. se anne Storage + eg Long Beach, Calif., Richerdeon Tire Co. Sonora, Calif., J. S. West & Co. 
Canton, Oh sess General Tire Long Islend 1 City, N. Y., Astoria Tire Co. South Bend, ind., The Singer General Tire Co. 
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Cheyenne SWyo., chet il Corp. Massillon, Ohio, Sampson's General Tire ang Wash... R ger Tire Co. 
Chicago, Illinois, Dunne General Tire Co. McAllen, Texas, oem Tire Sales Co. Tempe, Fie.. Fla., The Pioneer Tire Company, Inc. 
hico, Calif., Jones Auto Service Mckinney, foamy unnell Tire Terre Haute, ind., General Tire Sales & Serv. 
Chillicothe, "Ohio, Art Howson’s beg Service Pa., Warren C. Smith Motors Toledo, Ohio, Richard og yo Tire Co. 
Cincinnati, Ohio, Sonam & Bischoff ovens wee Stee a, General Tire Co. Traverse City, Mich., Doug. Linder Tire Co. 
Cl hell Super Service Miemi, Fie., General Tire Co. of Miami Troy, N. po , Williams Tire & Rubber Co., Inc. 
Clevel “Ohio, — General Tire Co. Middletown Ohio, RuseE Dempster Gen. Tire Sales Tucson General Tire Co. M4 Tucson 
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Flint, iichson ee General Tire Co. reed “Pe, iff 3 Stephens 
Fond du Lac, Wisconsin Hayward Tire Co. Norwich, Conn., A. J. Senft & Son 
Fort Dodge, lowa, Tire Recappers Co. Ocala, Fie., Jack Tucker's Toaten 
Ft. Lauderdale, Fla., Bill Acenbrack Co. Olistome ‘city, Okla., Eckhard Morse General 
vets Wayne, Ind., Sagstetter General Tire Co. Tires, | 
‘exas, General Tire Service an, N. Y, W. L. Sullivan & Co. 
Fremont, Neb., Standard Parts Co. Omeha, Netr., Milier-Knuth Chevrolet Co. 
Fremont Ohie, Hamilton Tire & Battery Oneonta N. ¥., Kniffen Tire Service 
Fresno, Calif., LeMoss-Smith Tire Co. Orange, mq : Lackawanna General Tire Co. 
Gainesville . a Unive Chevrolet Co., Inc. Orlando, Fle., King’ s ory > Tire Service 
Galveston, Texas us Tire Co. penne Ky. Potter heed & yorony 3d Co. 
Gettysburg, P Hae Reel T Tire ‘Co. inesville ; Ohio, Auto Serivice 
Gol Prince Tire Co. Sewn City, Fle. » ech Tire Servce 
— Rapids 4s, Michisen, Bill Elder Paris, IMinois, Paris General Tire Co. 
wv, Wise Green Bay Tire Service ' Parkersburg W. Ve. 7 Mahone Tire Service 
Greensbor N.C, H. Roger Jones, Inc. aterson, N. Bus Brustlin Bros. 
Grocnthene, ~“e A. L. McClintock Pearls otis ti. Godel-Howland 
Greenville, ‘Ss. C., Hunter Service Stetion - Philadel ie, Pa., Carnell & Bradburn 
eee: od, Miss Short Tire & Oil Co. Piqua, lo, McShane Tire Sales 
Conn., The Auto Tire Co., Inc. Pittsburgh, ou Campbell General Tire Co. 
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“ Neca TRUCK TIRE 
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Here is a tanker that is lighter, strong- 
er, and the “easiest pulling” in the in- 
dustry. This means that payloads are 
increased. Vibration is minimized. 
Maintenance is reduced. Hauling is 
faster, easier. And tanker-operation is 
far more profitable. 


We did it by eliminating all the ex- 
cess weight of “outside” supporting- 
structures. And then adding special 
3-way reinforcement to every baffle, 
*head and the end-sheets; in addition 
to special bolstering throughout the in- 
side of the tank. So the tank itself sup- 
ports the load, distributing shocks and 
stresses throughout “every inch” of 
the trailer. Every member, even the 
shell, bears its full share of the load. 


Moreover, this tanker has many oth- 
er advantages. Due to a repositioning 


pinforceme 


of the sumps and to special costlier 
elbows, unloading drainage is faster. 
And overflow drains from the solid 
catwalk down one ladder-upright. 
With oval nose, trim skirting, sloping 
rear, and overall redesign, it’s a beau- 
ty. See it, at your Trailmobile Branch. 


THE TRAILMOBILE COMPANY. 
Cincinnati 9, Ohio 


TRAILMOBILE — 


SPECIAL FEATURES 


Tubular axles (demanded 2 to 1). 


“Horizontal,”’ rubber-bushed 
radius rods. 


Adjustable upper fifth-wheel 
plate. 

‘Fastest’ unloading drainage. 
“Slam latch”’ fill-plug domes. 
Heavy-duty channel bumper. 
Full-length hose-tubes. 

Sturdy reinforced bulkheads. 
Special safety features, includ- 
ing fuse plugs and safety 
valves, throughout. 

Many others! 


ALSO SUPPLIED WITH 
TRAILMOBILE’S SIMPLIFIED 
TANDEM —WITH ONLY 
2 POINTS FOR 
LUBRICATION! 


sae 


— 73 “Homefalks” Service Centers 
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American Airlines Airfreight 


Delivers tore Sales 


.. For THE WALL STREET JOURNAL. 


Wall Street Journals Go Aboard Flagships Every Night at New York 


In the past seven months Journal 
circulation has jumped 34% in 
Chicago and 44% in Detroit largely due 
to the use of American Airlines Airfreight. 
So reports Robert M. Feemster, Journal 
Sales Chief and Executive Committeeman. 
Airfreight permits the Journal to be de- 
livered to its subscribers on the morning 
of publication in both Chicago and Detroit 


instead of a day later—as was the case when 
surface transportation was used. 


Costs are so low under American’s new, 
reduced Airfreight rates, more and more 
shippers are utilizing Airfreight to speed 
the upceurve of their businesses — on all 
commodities, particularly perishables. Call 
your American Airlines Airfreight agent 
for full details. 


AMERICAN A/RL/INES 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 
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“HIGHWAYS” keep pace 
with motor transport progress 


For more than a quarter-century Highway trailer engineers 
have prided themselves on building trailers ‘ahead of the 
times.” They have made it their business to know the changing 
needs of motor transport, and to anticipate new developments 
by pioneering trailer improvements all along the line. 
Today’s new Highway “Clippers” and “Freightmasters” 
are the proudest achievements of the modern Highway fac- 
tories. In easy handling, in operating economy, in ability to 
stand up through extra years of hard service, we believe these 
latest Highways to be the finest trailers ever built. 
Remember that Highway Trailers are manufactured by 
Highway—not merely assembled. Write today for complete 
information on Highway’s many points of superiority and 
learn why it will pay to“let your next trailers be Highways.” 


HIGHWAY TRAILER COMPANY 


General Offices, Edgerton, Wisconsin 
Factories at: Edgerton, Wis., Stoughton, Wis., Farmingdale, L. I., N. Y. 


Commercial Truck Trailers ° Earth Boring Machines 
Winches and other Public Utility Equipment 


by enwe Ey gaa strea 
On Evcey OEY iphwvay wea 
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cylin 
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ee) HIGHWAY Ie 


with dual wheels are engineered ‘ 
AMERICAS QUALITY 
to rigid Highway standards for 


long life in heavy duty service. — TRAILE RS 


. 





If you want to know, ask Texaco 
about DIAMOND T reliability 


HE great Texaco fleet of Diamond T’s has been 

more than twenty years in the building. This 
streamlined Model 702 is representative of the smart, 
modern vehicle of today, but The Texas Company’s 
experience with Diamond T dates back to the four- 
cylinder days of solid tires and two-wheel brakes. 


With many hundreds of Diamond T trucks in service 
and with continuing reorders over more than two 
decades, The Texas Company and its distributors pro- 


lla 


vide convincing and continuing evidence of their 
confidence in “Diamond T reliability.” 

New and improved Diamond T commercial trucks 
are in production now and Diamond T research and 
pioneering continue. Diamond T leadership is equally 
outstanding in models available now and in the de- 
signs for tomorrow. See your Diamond T dealer. 


DIAMOND T MoToR CAR COMPANY, CHICAGO 
Established 1905 


DIAMOND T TRUCKS 





Clean, steel car, 6,000 to 10,000 gallon 


Clean steam coiled car, usually of 8,000 


ALCOHOL CAUSTIC SODA 


specially lined. 


FOR RENT 


TANK CARS 


Tank car transportation of liquids in bulk, 
pioneered by General American has proved 
its versatility, its efficiency, its economy. 

The General American fleet comprises 
more than 37,000 specialized tank cars... 
207 different types of tank cars . . . designed 
for the safe and swift hauling of an almost 
infinite variety of liquids. 


General American’s strategically located 
offices, plants, and repair shops keep these 
tank cars at your service; provide you with 
precisely the type of tank cars you want, 
when you want them, where you want them. 


If your problem is the transportation of 
liquids in bulk, let the nearest General 
American office help you. 


GENERAL AMERICAN TRANSPORTATION 


CORPORATION 
GENERAL OFFICE: 135 South La Salle Street ¢ Chicago, Illinois 


DISTRICT OFFICES: 
New York ¢ St. Louis ¢ Buffalo « Seattle * Los Angeles * Dallas « Houston 
Tulsa ¢ New Orleans « Cleveland « Pittsburgh 
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GENERAL 
AMERICAN 
TRANSPORTATION 


CORPORATION 


curcaco 


LARD WINE 


gallon capacity. terior coated to preserve quality. 


Heavily insulated steel car, with or without heater 
capacity. coil., 8,000 or 10,000 gallon capacity. Usually 


Insulated car with one to six compartments. I:- 


CHLORINE 


Insulated, welded car; built to withstand pressure 
up to 500 pounds; 15 or 30 ton capacity. 


FUEL OIL 


Steel car, steam coiled, 8,000 to 12,500 gallon 
capacity. 


CORN SYRUP UNMIXED 


Clean, steam coiled with heavy truck capacity. 
Usually lined with aluminum paint. 


MURIATIC ACID 


Car lined with pure or synthetic rubber; 8,000 to 
10,000 gallon capacity. 


GASOLINE 


Clean car, 6,000 to 12,500 gallons; single or mul- 
tiple compartment. 


MOLASSES 


Steam coiled car with heavy capacity trucks; 8,000 
gallon capacity. 


COTTONSEED OiL 


Clean, steam coiled car of 8,000 gallon J 


PROPANE 


Heavily constructed car, welded and j 
Built to withstand internal pressures to 30) 
Capacity 10,000 to 11,000 gallons. 


LUBRICATING OIL 


Steel car, with steam coils, single or multiple 
partment; usually 8,000 gallon capacity 


ACETIC ACID 
Aluminum Car, 8,000 or 10,000 gallon « 


ASPHALT OR TAR 


Heavily steam coiled car; with 2 or more inci 
insulation; steam jacketed outlet; 8,000 to 
gallon capacity. 


SULPHURIC ACID 


Heavily constructed steel car with heavy 
capacity. Equipped to unload through dq 
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11,000 gallons, 


0,000 gallon ci 


WHAT EVERY BUSINESSMAN SHOULD KNOW ABOUT HIS PARTNER—THE RAILROADS 


You pon’r sEE the whole iceberg 
when you see only what’s above water. 
A mighty big part of it is hidden below 
the surface... 

...and it’s that way with some trans- 
portation costs. 

It’s impossible, for instance, to tell 
exactly how big real transportation costs 
are by air or water or intercity truck. A 
big part of the cost is hidden below the 
surface. 

These hidden additions to your trans- 


portation bills are paid by you in the in- 
creased taxes made necessary when the 
private business of commercial trans- 
portation uses publicly constructed and 
maintained airways, waterways, and 
highways, without paying adequate 
compensation. 

But there is no such uncertainty about 
final costs of rail transportation. The 
freight bill tells the whole story, for 
railroads pay all their own costs. They 
build and maintain the roadways on 


which they run—and they pay taxes 
which help to support all sorts of pub- 
lic services. 

Hidden-cost transportation takes tax 
money out of the Federal and state 
treasuries and means higher taxes for 
everybody. 

Rail transportation puts tax money 
into local, state and Federal treasuries, 
and means not only lower taxes but also 
the lowest real commercial transporta- 
tion costs in the world. 


ssocunox or AMERICAN RAILROADS oosicron 0... 
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IN PARTNERSHIP WITH ALL AMERICA 
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1 LOAD MORE—from 30% to 200% more goods per freight car. 


2 LOAD, UNLOAD EASIER—cuts loading time, ideal for LCL shipments. 


REDUCE DAMAGE-—locks the load against shifting, eliminating 
damage 98%. 


r | ELIMINATE DUNNAGE-—saves money and reduces car 
“clean-up”, time. 





Write for the 


UTILITY LOADER 
Manual. 


FVANS 


PRODUCTS COMPANY 


DETROIT 27, MICHIGAN 





*T. M. Reg. U. S. Pat. Off. 


*AUTO-LOADER © *UTILITY-LOADER © *AUTO-RAILER © HOME HEATERS © WATER HEATERS ® BUS AND TRUCK HEATERS ® MOLDED PLYWOOD 
SKY PRODUCTS © VENETIAN BLIND SLATS ©® BATTERY SEPARATORS © LOADING PALLETS ® AIRFOIL FANS ® *THERMO-CONTROL FANS 
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Transportation Without O.P. A. 


It appears unlikely that the attempt to resuscitate 
® the late unlamented Office of Price Administration, 
even in a sadly altered form, will be successful. Presi- 
dent Truman, after what he said in vetoing the first 
extension bill, and after his reported remarks to Secre- 
tary of State ‘Byrnes about the present Senate bill, 
could hardly be expected to sign the latter, if and 
when it is passed. 
We do not, therefore, consider it premature to dis- 
cuss the effects of the passing of the O. P. A. and its 
price ‘stabilization powers. on transportation. 


When the O. P: A. went out of existence, federal 
price stabilization died with it. Elsewhere in this issue 
it is pointed out that some confusion existed as to that 
fact. Under the price stabilization law, common car- 
riers were required to file notices with the O. P. A. 
thirty days in advance of proposals for rate increases, 
and the O. P. A. also -had control over the charges of 
contract carriers. The necessity, under law, of: filing 
rate increase proposals by common carriers died when 
the O. P. A. went out of business June 30. 

Among the last acts of its transportation officials 
was a plea to those theretofore subject to O. P. A. 
control not to make drastic changes in their charges, 


because legislation to revive O. P. A.-was under con-.- * 


sideration. Should that body be revived, they pointed 
out, those who had made major changes would be in 
a “difficult situation,” as would the reborn O. P. A. in 
straightening matters out, and the industries affected 
by those changes. 

This death-bed admonition was modest and weak 
compared with the fire and brimstone utterances by 
the then director of the.O. P. A., Leon Henderson, at 
the time the price stabilization amendment was adopted, 
in 1942. Although the law called only for the filings of 
rate increase intentions now abolished, Mr. Henderson 
read into that mild mandate a grant of power over all 
transportation rates to the O. P. A. 

The amendment, he contended, while it didn’t 
order the O. P. A. in so many words to freeze common 
carrier rates, did so “by implication.” The spectre of 
inflation was even then being vigorously invoked. Mr. 
Henderson insisted that freight rates “must be con- 
trolled if inflation is to be controlled.” He took that 
position in some case before the Commission, and said 
publicly and plainly that he resented the granting by 
the Commission of the Ex Parte 142 increases, from 


the proceedings in which he insisted the O.P.A. had 
been “kicked out on its tail.” 


The storm eventually subsided, but not until Mr. 


‘Henderson himself was out of O.P.A. Freight rate 


regulation remained in the capable hands of the Com- 
mission, and our economy did not collapse. Some may 
say that inflation of a sort did come, but no one now 
argues that it came because of the fact that guardian- 
ship of transportation rates was left with the body that 
had proved itself over more than fifty years fully 
equal to the job. 

The function of the O.P.A. eventually settled down 
to one of participation in such cases before the Commis- 
sion in which it saw possible price implications. Some 
felt that it had merely a “nuisance value” there al- 
though it would be difficult to say, at the moment, that 
its work was without some good effect in protecting the 
public ‘interest along the lines of price stabilization. 

From a practical point of view, the chief burden 
the O.P.A. and the price stabilization amendment placed 
on transportation was that resulting from the mandate 
requiring the advance filing of intentions to increase 
rates. That, too, has now gone into the discard. 


HE ABSENCE. of the O.P.A. in rate cases will prob- 

ably be felt'in such proceedings as the Ex Parte 
148-162 hearings which will begin in Chicago on Mon- 
day of next week. Prospects are for long hearings. 
To the extent that the O.P.A. will not be there, they 
will be shortened. 

We think the admonition of the dying O.P.A. ad- 
dressed to transportation agencies not to make drastic 
changes in charges superfluous. Whatever may happen 
to commodity prices under free competition—and from 
early indications it looks as though industry as a whole 
will be wise enough not to cut its own throat through 
indiscriminate increases—users of transportation may 
be confident that there will be no unrestrained rises in 
freight rates. The Commission is still on the job. Its 
basic philosophy about transportation rates was well 
illustrated in its recent order permitting modest emer- 
gency increases. The remote possibility of runaway 
prices may exist elsewhere in industry. There is no 
such possibility in transportation. 

The passing of the O.P.A. also makes obsolete a 
resolution adopted at the special meeting of the Na- 
tional Industrial Traffic League in Chicago in May. In 
that resolution the peculiar position of industries largely. 
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Body and Payload are Sus- 
pended to a Degree Deter- 
mined by their Own Weight. 
They are Gravity Suspended. 
Springs Cannot Bottom! 


Angle-Set Spring 
Mountings Give Trail- 
ers Self-Steering on 
Curves -- Save Tire 
Wear and Fuel. 
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Gives Loads a More Level 
Ride —Hugs the Road on 
Turns. Prevents Load Shift! 


Fruehauf Torsion Bar Springs 
Eliminate Conventional Leaf 
Springs and Hangers. 


Send for the Tandem Booklet, ““A WORK- 
ING MODEL”, description of the principle 


All Braking Forces Are 


Taken by the Brackets-- of this new design! 
thus Eliminating Wheel 
Hop or Brake Chatter. 


Axles ‘'Toe-in” Auto- 
matically On Curves 
Directly In Relation to 
the Radius. 

On Curves of 240 ft. 
Radius or Greater, the 
Normal In-and-Out 
Travel, the Unit Will 
Trail Perfectly. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 
DETROIT 32 


8 Factories — 62 Factory Service Branches 


FRUEHAUF TRAILERS “* 
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dependent on transportation under price regulation was 
stressed. It was pointed out that such industries had 
to operate under double wage increases—those in the 
industry itself and those in transportation—while be- 
ing required to maintain existing price schedules on 
their products. It included a plea to Congress to con- 
sider this disadvantage in whatever price control legis- 
lation it might adopt in view of the impending expira- 
tion of the existing law. There were those at the meet- 
ing who questioned the wisdom of the adoption of such 
a resolution in view of the fact that industry generally 
didn’t want any price regulation legislation whatever. 
They saw a request for particular treatment under 
such legislation as inconsistent with the insistence that 
the O.P.A. and price stabilization should not be con- 
tinued. The resolution was adopted, however. 


Saturday Unloadings 


Under the pressure of war the continuing cam- 

paign for prompt loading and unloading of freight 
cars met with gratifying response. Those on whom the 
burden of work and expense fell, themselves policed 
the practice. Without the strenuous efforts of the vigi- 
lance committees of the various shippers’ regional ad- 
visory boards it is almost certain that there would have 
been a major transportation breakdown at the high 
point of the conflict. 

One can hardly blame shippers for relaxing some- 
what after the major motive disappeared with the de- 
feat of Japan. The wave of labor troubles followed 
promptly and, as it ebbed, industry found itself with 
new contracts that made Saturday and overtime work 
much more burdensome than it had been before. It 
was only natural that the Saturday holiday which be- 
came standard in the plants should also be observed 
on the platforms and at the industry tracks. 


All of this means that industry will have a harder 
and more expensive job than ever to resume its Satur- 
day freight handling, as urged by Director Johnson of 
the Office of Defense Transportation. Nevertheless, 
the job will have to be tackled vigorously. 

Director Johnson has never been one to cry 
“wolf.” The box car situation, as he describes it, is 
critical indeed. It does no good, at this. juncture, to 
hark back to the disinclination of those in power to 
allocate materials for the building of new equipment. 
Continued shortages of these materials, the Director 
Says, is the reason why, at present, not enough cars are 
being built to catch up with the needs. 

It is startling to note that the depleted supply of 
Serviceable box cars, already at a near minimum, has 
been further reduced by more than 30,000 since the end 
of April. The increase in the number of cars awaiting 
repairs is more understandable. After all, many of 
those cars were moving on the tracks even though they 
needed repairs in the months when everything that 
could move had to be loaded. 

The bright spot in the present picture, as compared 
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with that of the war years, is that improvement is def- 
initely on the way. Shortages of materials will be eased 
in the coming months, and new cars will be appearing 
on the rails. What appears to be needed now is one last 
supreme effort to weather the coming months, the 
heaviest traffic months of the year. It will take work 
and cost money. But industry, which played a mag- 
nificent game in the war years, isn’t going to strike out 
in the last inning. 


Rate Increase Hearings 


Four members of the Interstate Commerce Com- | 
mission—Commissioners Aitchison, Mahaffie, Splawn 
and Alldredge—with a staff of six examiners will con- 
duct the hearings in Ex Parte 148-162 in Chicago, be- 
ginning Monday, July 22, and in Ex Parte 163, the ex- 
press rate increase case, beginning a week from that 
day. Requests for time indicate that the Chicago ses- 
sions will continue for several weeks, There will also be 
hearings at Buffalo, Atlanta, Galveston and Salt Lake 
City. 

The Traffic World will cover all of these sessions 
fully. It will have members of its regular reporting 
staff, all men of long experience and experts in their 
field, present at each and will give to its readers as 
complete and full an account as may be possible under 
the circumstances. : 

These reports will be published promptly in the 
Daily Traffic World and later gathered into a full story 
in our weekly issues. Short of attending the sessions 
personally, we believe those interested will be best 
served by reading our publications. 


FREIGHT CAR DELIVERIES DECLINE IN JUNE 


Deliveries of freight cars by car builders suffered a decline 
in June as compared with May, the American Railway Car 
Institute recently reported. The decline suggests the need for 
priority assistance in obtaining vital material to alleviate the 
growing shortage of freight cars, acording to the institute. Only 
2,094 cars were delivered in June, as compared with 2,816 cars 
in May, both totals being far below the capacity of the industry. 
Domestic car orders in June totaled 3,064. The report of the 
institute noted an increase in the orders for passenger cars, 176 
in June over the 39 placed in May. 


O. D. T. Praises Shipper Efforts 
to Promote Freight Car Use 


The Office of Defense Transportation has commended efforts 
of A. H. Schwietert, general chairman, Mid-West Shippers Ad- 
visory Board, and of Albert W. Stebbings, chairman, and L. 
Jerome Wolcott, secretary, of the Elmira (N. Y:) Freight Car 
Efficiency Committee, to obtain more efficient utilization of 
freight cars. 

Referring to a mimeographed letter addressed by Mr. 
Schwietert to his members, Director Johnson said he had treated 
the car shortage “very effectively.” He said he was impressed 
with Mr. Schwietert’s suggestions “to load all cars to capacity, 
hold no cars for prospective loading, consolidate shipments, un- 
load more promptly, make cars available by unloading on Sun- 
days and holidays, and that the routing be analyzed to reduce 
car delay.” 

Homer C. King, deputy O. D. T. director, replied to the 
Elmira traffic men in the absence of Director Johnson, and said 
the O. D. T. appreciated the attention being given the car situ- 
ation. He said the car situation was now ‘more serious than it 
ever was during wartime. He said that without renewed and 
vigorous attention to car handling by car efficiency committees, 
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he was certain that ‘“‘we will have a more serious general car 
shortage than now exists,” but that, with a renewal of effort 
by~the committees, plus an intensive campaign on the part of 
the railroads to improve their efficiency, “the situation is far 
from hopeless.” , 

Copies of the O. D. T. letters were sent to J. J. Pelley, pres- 
ident, Association of American Railroads; J. M. Hood, president, 
American Short Line Railroad Association; C. J. Goodyear, 
president, National Association of Shippers Advisory Boards; 
Edw. F. Lacey, secretary, and Alonzo Bennett, president, Na- 
tional Industrial Traffic League. 


O. D. T. Considering Plans for 
Financing 50,000 New Box Cars 


Director Johnson, of the Office of Defense Transportation, 
said July 16 that several possible methods of financing the con- 
struction of 50,000 new box cars this year were being explored, 
among them the possibility that the Reconstruction Finance 
Corporation might supply the necessary funds in the form of a 
loan. Other methods under discussion, he said, were the issuahce 
of railroad equipment trusts through the bankers, or that the 
government might build the cars and lease them. 

He said the Association of American Railroads was being 
kept advised in order that a practicable method for financing 
and allocating the cars might be worked out before the indi- 
vidual railroads were approached, and that there would be a 
meeting shortly in an attempt to work out the final plan. Under 
a loan from the R. F. C., he gaid, the loan would be to the 
individual railroads. 

The O. D. T. head said that, if the government built the 
cars and leased them to the railroads, the cars would bear the 
names of the roads leasing them and those would have to be 
the next cars those railroads would buy. 

He said the railroads had uncompleted orders for about 
33,000 cars of all types, and added that this was inadequate. 
However, he said, the railroads were hesitant about placing 
further orders in the face of the uncertain rate situation. 

There was, said Director Johnson, an urgent need for addi- 
tional box cars, not only to meet the heavy crop demands and 
the needs of emergency food relief for foreign countries, but 
to take care of merchandise shipments. Less-carload shipments, 
he said, had been growing by leaps and bounds, having reached 
36 per cent of total loadings as long ago as three months. 


Railroads Increase Orders 
for New Cars 


Class I railroads on July 1 had 39,437 new freight cars on 
order, according to the Association of American Railroads. On 
the same date last year, they had 29,402 on order. 

New freight cars on order July 1, this year, included 10,737 
hopper, including 2,827 covered hoppers; 4,687 gondolas; 1,163 
flat; 12,568 plain box, 6,452 automobile; 3,730 refrigerator, and 
100 miscellaneous freight cars. 

They also had 615 locomotives on order on July 1, this year, 
compared ‘with 508 on the same day in 1945. The number on 
order on July 1, 1946, included 86 steam, six electric and 523 
Diesel locomotives compared with 111 steam, two electric and 
395 Diesel one year ago. 

Class I railroads put 18,256 new freight cars in service in 
the first half of 1946 compared with 21,948 in the same period 
last year. Those installed in the first six months this year in- 
cluded 7,539 hopper including 1,659 covered hoppers, 2,779 
gondolas, 197 refrigerator, 55 flat, 1,251 automobile box and 
6,435 plain. box freight cars. 

They also put 180 new locomotives in service in the first 
six months this year, of which 56 were steam, and 124 were 
Diesel. New locomotives installed in the same period last year 
totaled 315 of which 52 were steam, and 263 were Diesel. 


Post Office Solicitor States Rules 
for Shipping Freight Bills 


E. F. Lacey, executive secretary of the National Industrial 
Traffic League, has sent to members a bulletin setting forth a 
ruling by the solicitor for the Post Office Department at Chicago 
with respect to transportation of freight bills to freight audit 
bureaus. The ruling was obtained following action taken by S. F. 
Kirby, chairman of the League’s committee on postal service, to 
clarify the situation involved in transportation of freight bills, 
the solicitor for the Post Office Department at Chicago having 
held that it was a violation of the postal rules and regulations to 
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send freight bills by express “for the sole purpose of having 
them audited or examined to determine whether refunds are 
warranted.” Mr. Kirby asked for a specific ruling whether 
freight bills might be sent outside the mails to commercial audit 
bureaus for further audit without violation of the postal regu- 
lations. The ruling, which follows, was issued to the Chief In- 
spector, Post Office Department: 


Transportation of Freight Bills to Freight Audit Bureaus 
Ruling by Solicitor for the Post Office Department 


Shipments Exceeding Seventy Pounds: (a) Where the shipment 
involved exceeds seventy pounds, the weight limit for first class mail, 
no violation of law would be involved in sending the matter outside 
the mails even if the contents are in the nature of ‘“‘letters.’’ 

Shipments Not Exceeding Seventy Pounds: (b) Shipments to the 
freight audit concern not exceeding seventy pounds are a violation of 
the private express statutes when in addition to the audit or examina- 
tion the freight audit concern takes steps to secure refunds as a part 
of the audit or examination, makes notations or changes on the bills, 
or retains some of the bills. 

(c) If shipments of freight bills not exceeding seventy pounds are 
sent outside the mails solely for the purpose of an audit or examination 
to determine whether there are any overcharges and no instructions 
accompany them at the time for the freight audit concern to take any 
action whatever except to report, separately by mail, the result of the 
auditing, there would be no violation of the private express statutes; 
provided that all the bills, without any notations or changes, are re- 
turned to the original shipper. The return shipment may also be 
outside the mails. The original shippers could then take action in 
accordance with the audit report, sent separately by mail, or, if they 
so desired, return to the freight audit concern by mail such of the bills 
as it is desired that the audit concern take action on. 

(d) As a variation of this and as a convenience to customers, after 
the original audit of the bills the freight audit concern can separate 
from other bills in the original shipment such bills as they believe 
should be given further attention and return them, without any nota- 
tions or changes, by first class mail with a letter or audit report, the 
balance of the bills to be returned outside the mails. It must be re- 
membered that all bills received by the audit concern must be returned 
and none of them can have any notations or changes nor be withheld 
for use or action by the freight audit concern. As stated under (b) 
the original shippers after receiving the bills, may if they so desire, 
return to the freight audit concern by mail such of the bills as it is 
desired that the audit concern take action on. 

(e) As further variation and eonvenience to customers, after the 
original audit of the bills the freight audit concern can withdraw from 
the shipment such bills as they believe should be given further atten- 
tion, without any notations or changes, and return such freight bills 
outside the mails to the original shipper and report separately by first 
class mail the result of the audit; the balance of the bills to be 
destroyed in accordance with the instructions of the original shipper, 
the destruction to be in ljeu of returning the bills to the original 
shipper as contemplated under (c). All bills must be destroyed or 
returned, none being retained for use by the freight audit concern. 

(f) No violation is involved for the freight audit concern to return 
the freight bills to the original shipper for the sole purpose of storage 
or filing, no communication or other message being transmitted with 
the freight bills. Failure to return all of the bills received in the 
original shipment, except those destroyed under (e), will, however, be 
evidence that the original shipment was not solely for the purpose of 
audit and was, therefore, a violation. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Robert Taylor Adams, Reno, Nev.; Eugene F,. Benningan, New York, 
N. Y.; David Worth Clark, Washington, D. C.; Phil Henry Curry, Los 
Angeles, Calif.; Henry Hemill Fowler, Washington, D. C.; Joseph C. 
Gill, Los Angeles, Calif.; Paul Lionel Edward Helliwell, Miami, Fla.; 
Lucien Hilmer, Washington, D. C.; Richard R. Hodge, Tacoma, Wash.; 
Everett Hutchinson, Austin, Tex.; Edgar Morris Hymans, Cincinnati, 0O.; 
Harvey Bradley Jones, Los Angeles, Calif.; Thomas Spratt Kernan, 
Utica, N. Y.; Odell Kominers, Washington, D. C.; H. Bemis Lawrence, 
Louisville, Ky.; Idrienne Esther Levy, Charlotte, N. C.; Harvey Arthur 
Lupton, Winston-Salem, N. C.; Harvey M. Parker, Jamestown, N. Y.; 
Frederick T. Seymour, Greensburg, Pa.; and Charles Farrand Taplin, 
Jr., Cleveland, O. 


BALTIMORE I. C. C. PRACTITIONERS 


A Baltimore chapter of the Association of Interstate Com- 
merce Commission Practitioners was formed at a recent meet- 
ing held in the Association of Commerce Building, Baltimore. 
Arthur M. Bastrass, general freight agent, Maryland Pennsy!- 
vania Railroad Co., was elected chairman for the coming year. 
Other officers elected are: Vice-chairman, William F. King, 
traffic manager, Baltimore Porcelain Steel Co.; secretary- 
treasurer, Levin J. Canter, division traffic manager, Koppers Co., 
Inc., Bartlett Hayward division; executive committee: the above 
officers, and Ollie W. Hubbard, traffic manager, William 
Schluderburg-J. F. Kurdle Co., and Edwin S. Howe, traffic 
representative, Mexican Petroleum Corporation. ; 

Talks were presented by R. Granville Curry, first vice 
president, Association of I. C..C. Practitioners, and Clarence A. 
Miller, vice-president and general counsel, American Short Line 
Railroad Association. 
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— ot Norfolk, the Commission, with three dissents, finds not 
na- 
| @ part unreasonable refusal of railroads to make army an 
1e bills, allowance for wharfage expense incident to shipside 
ie dis delivery at New Orleans on army-operated wharves. 
nination Holds shipside rates do not include proportionate ex- 
i ae pense of maintaining wharf where no provision is 
t of the made for absorption 
itatutes; 
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the bil, | P: Patterson, as the Secretary of War, vs. A. & R. et al., the 
Commission found not shown to have been or to be unreason- 
rs, after § able defendants’ failure to make an allowance for wharfage 
separate § expense incident to shipside delivery and receipt of export, 
believe § import, coastwise, and intercoastal freight at army-operated 
ny nota- § wharves at New Orleans. It said the practice had not re- 
ort, the # suited in rates that were unreasonable or unjustly dis- 
st be re- _s 
returned criminatory. bone ° ° 
withheld The Commission followed its ruling in No. 29117, United 
nder (b) § States of America vs. A. & R. et al., in which it reversed the 
> desire, § findings of division 2 in the prior report and ruled that the 
as it is § army was not entitled to an allowance for wharfage and han- 
dling at Norfolk army base piers (see Traffic World, June 1, 
aon p. 1633). In the instant proceeding, Commissioner Alldredge 
“a atten. | Wrote a brief dissent, in which he was joined by Commissioner 
ght bills | SPlawn, and Commissioner Rogers noted a dissent. 
’ by first The Commission noted that the instant proceeding was 
Is to be § based solely on the railroads’ refusal to provide for an allow- 
ye ance for the use of the wharves of the War Department. Dis- 
royed or § “Ussing the allegations of the complaint, the Commission said: 
neern. , The alleged violation of section 6(7) is based on the contention 
to return § that where rates apply to and from shipside and the tariffs provide 
f storage § that the rates include all expenses necessary to make delivery, and 
ted with # the expense of wharfage is not assumed by defendants, there is a 
d in the departure from the provisions of the tariffs. This does not constitute 
vever, , a violation of section 6. The published rates were collected on all 
urpose 0! § shipments and there was no published charge for wharf tollage with 
a provision for the absorption thereof. The fact that rates are pub- 
lished for application over rails to and from shipside does not auto- 
ad require allowances to be paid for the maintenance of the 
wharves, 
fore the The complaint relates only to traffic transported to and from New 
Orleans at shipside rates and moved over the wharves operated by the 
Jew York, § my. The applicable tariffs define ‘‘shipside’’ as meaning that ‘‘the 
urry, Los § ‘ail line will deliver export freight to ships or vessels only on the 
Joseph C. § ground floor of docks or wharves equipped with or served by imme- 
mi, Fla.; § diately adjacent railroad tracks.’’ Some of the tariffs contain a provision 
a, Wash.; § that the rates named therein will apply to shipside and ‘“‘include all 
nnati, O.; ff expenses necessary to make delivery.’’ At New Orleans, shipside de- 
. Kernan, § livery is understood to mean delivery on a wharf within reach of 
Lawrence, § ship’s tackle or to the point on the wharf where the freight has 
ey Arthur been placed at the direction of the ship’s stevedore after it has been 
n, N. Y.; § unloaded from the car. Such delivery, which is part of defendants’ 
id Taplin, obligation, cannot be made without a wharf. A wharf is an instrumen- 
tality necessary to complete delivery of shipside traffic but it does 
hot follow that rates published for application over rails to and from 
shipside include the proportionate expense of maintaining the wharf 
Where no provision is made for the absorption thereof. 
ate Com- 
nt meet- The Commission observed that the railroads, with some 
altimore. § exceptions, provided in their tariffs to absorb the tollage 
Pennsyl- | charge assessed by the Board of Commissioners of the Port 
ing year. J of New Orleans, a state agency that operated all public 
F. King, f wharves at New Orleans. The army-operated wharves, it 
ecretary- § Said, were used exclusively for the handling of government 
wager traffic and were not available to shippers other than the army. 
~ otam m The report said there was an agreement on the record 
e. traffic hat the tollage charge of the dock board was in nature 
) similar to wharfage charges in effect at other ports, adding 
: .,. | at “it is a charge against cargo for the use of the wharf.” 
irst VIC™ Ef It continued: 
arence A. , 
hort Line The tollage charge is applicable only on cargo moved over public 


Wharves operated by the dock board, including army traffic moved on 
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a straight commercial basis or under an arrangement for preferential 
use. There is no provision for a tollage charge on cargo moved over 
wharves operated by the army, or moved over railroad-owned or 
privately-owned or operated wharves. Prior to the operation by the 
army of the Poland Street, Pauling Street, and Congress Street wharves, 
the dock board assessed and collected tollage against cargo passing 
ove them. 


Later the Commission said: 


The terminal tariffs contain specific provisions (with exceptions 
in the case of specified commodities, kinds of traffic and traffic orig- 
inating or destined to certain points) for the absorption and payment 
by defendants of the wharf tollage charge of the dock board on traffic 
passing over the wharves operated by the board and shipped over 
defendants’ lines. Under the authority of these tariffs, defendants 
assume the expense of tollage of the dock board applied against cargo 
moved over its wharves. As stated, no tollage is applied against cargo 
moved over wharves other than those operated by the dock board, and 
defendants’ tariffs do not provide for the payment to the army or to 
the operator of any private wharf for the use of army wharves or 
other privately-operated wharves. 


The Commission said the absorption of the tollage charge, 
prior to the leasing and acquisition by the army of the 
wharves at New Orleans, placed no duty on the defendants 
to make an allowance to the army after the leasing and 
acquisition of the wharves. There were no circumstances re- 
lating to the traffic of the army to and from New Orleans 
that warranted a conclusion different from that reached in 
respect of the similar traffic at Norfolk, it said. 

Commissioner Alldredge said defendants’ rates applied on 
the great bulk of the traffic to shipside and that the tariffs 
did not restrict delivery to any particular wharf. In order 
to make shipside delivery on the army wharves, he said, it 
was necessary for defendants to use a wharf and the wharf 
was provided by the complainant. He added that “it is diffi- 
cult to conceive of a clearer case for the granting of an 
allowance.” 

‘ 


Switching Charges by St. Johns 
at Jacksonville Determined 


By a report and order in I. and S. No. 5277, Switching at 
Jacksonville, Fla., the Commission, division 3, has found not just 
and reasonable a proposal by St. Johns River Terminal Co. to 
increase from $2.48 and $2.97 connection and interterminal (de- 
livering) switching charges to $7. The suspended schedules were 
ordered canceled by August 15, without prejudice to the filing of 
new schedules in conformity with the findings. 

Observing that St. Johns was the only carrier proposing 
the increase, the division said its proposed charges were too 
high, but that some increase was justified with continuance of 
charges on a uniform basis insofar as each kind of switching per- 
formed by the respondent was concerned. It found the pro- 
posed $7 charge for connection terminal and interterminal 
(delivering) switching unjust and unreasonable, but that the 
evidence supported a conclusion that charges of $4.40 a car for 
connection terminal switching and $5.28 a car for interterminal 
(delivering) switching would be just and reasonable. 

Connection terminal switching was defined as switching 
performed by respondent in originating or delivering line-haul 
freight where the line-haul service was performed by one of 
the protesting carriers, namely, A. C. L., Seaboard, or Florida 
East Coast. Interterminal switching was defined as that per- 
formed by a carrier between its docks (or industries) and its 
interchange with a connecting line, being designated originating 
where it is the originating rail carrier and delivering where it 
is the delivering rail carrier. 

As to the proposed increase in the carrier terminal switch- 
ing charge, that being defined as switching performed for units 
of the Southern system, of which respondent is a subsidiary, the 
division said it was in substance a bookkeeping arrangement 
between respondent and its system carriers and no finding in 
that respect was necessary. 

By schedules filed to become effective January 1, 1944, St. 
Johns proposed to make the aforementioned increase and to 
decrease its carrier terminal switching charge of $7.70, to a uni- 
form figure of $7 a car. On the protest of the A. C. L., Seaboard, 
and Florida East Coast, operation of the schedules was sus- 
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pended until August 1, 1944, and their effective date then vol- 
untarily postponed by respondent until September 1, 1946. The 
report said the Price Administrator also appeared in opposition 
to the proposed increases. 

‘the division said it did not agree with the respondent’s view 
that its connection and carrier terminal switching should both 
be considered as connection terminal switching and a uniform 
charge prescribed, based on average conditions. The division said 
where St. Johns performed such switching for the system lines 
its operations had all the essential characteristics of terminal 
operations by a carrier also performing the line haul. Switching 
operations performed by St. Johns for protestant carriers and 
for the Southern system were essentially different, the division 
said, and should be separately treated to arrive at reasonable 
charges. Protestant carriers should not be required to contri- 
bute to the cost of services not performed for them and fro 
which they received no benefit, it said. 

After discussing a cost study made by respondent, the divi- 
sion referred to corrections as set up in an appendix. It said 
corrected totals by kinds of switching, and the costs a loaded 
car for each kind, were included in tables in the appendix, add- 
ing that “for connection terminal switching, the figure of $4.65 
per car, giving due consideration to the above and other matters 
making for overstatement or understatement thereof, may be 
said to be overstated slightly, but not by more than 5 per cent.” 


SCHNEIDER WATER RIGHTS 

By a report in W-932, Schneider Transportation Co., Com- 
mon Carrier Application, the Commission, division 4, has found 
public convenience and necessity to require operation by ap- 
plicant, of Cleveland O., as a common carrier by self-propelled 
vessels in the transportation of motor vehicles, from Detroit, 
Mich., to Duluth, Minn. It has issued a certificate and order 
for such service, effective September 24, 1946. Applicant also 
sought authority to institute service from Toledo, O., to Duluth, 
but the Commiss‘on denied that part of the application on a 
finding that there was no present or future need for this serv- 
ice. It declared that in the last 10 years no shipments had 
moved direct from Toledo to Duluth by water and the record 
contained no evidence of any shipper request for service from 
that port. 


D. Ss. S. & A. REORGANIZATION 

The Commission, Division 4, by a report and order in 
Finance No. 11484, Duluth, South Shore & Atlantic Railway 
Co. reorganization, has authorized Henry A. Clinkunbroomer, 
Louis Lober and Edward F. Quirke, as a protective committee 
for holders of the debtor’s first mortgage five per cent gold 
bonds, to solicit authorizations to represent the holders of such 
bonds, without deposit, and to act under an approved authoriza- 
tion form. 

The report said the committee was organized by three 
groups, owners of $538,000 of the bonds, and that it expected 
to represent holders of about $1,000,000 of the bonds, of which, 
it said, $3,816,000 were outstanding in the hands of the public. 

It said the new committee was opposed by the so-called 
Hattstaedt committee, similarly authorized to solicit holders 
of the bonds, and representing about $891,000 of the bonds. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Scrap Iron 


No. 29361, Steel Trading Corporation vs. N. Y., N. Y. & H., 
et al. By the Commission, Chairman Barnard. Dismissed. Sixth- 
class rates of $4.60 a net ton charged on shipments of scrap 
iron, in carloads, from New Britain, Bristol, and Forestville, 
Conn., to Philadelphia, Pa., on and after September 13, 1939, 
found not unreasonable. The report said complainant sought 
rates 70 per cent of the iron and steel rates between those points, 
$3.92 a net ton. It said rates from New England as a whole 
averaged somewhat lower than the 70 per cent, adding that if 
shipments from New Haven origins, 615 carloads, made in a 
three-month period in 1939, had been charged at the 70 per 
cent rate, the charges would have been $1,064 more, and would 
have been $1,526 more on 108 carloads from origins on the B. & 
M. in two months of 1939. The chairman said the general scrap 
iron and steel rate adjustment from and to New England had 
prevailed since 1897, and that there had been only one previous 
formal complaint. An informal complaint by the Institute of 
Scrap Iron & Steel, Inc., representing dealers handling about 
95 per cent of all purchased scrap iron and steel, had not been 
pursued when the effect of the establishment of rates 70 per 
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cent of the iron and steel articles rates was shown, he added. 
He said there was no showing that substantial justice required 
disruption of the group adjustment by the maintenance of rates 
based on point-to-point or other distances that might have been 
used in the adjustment of rates on iron and steel articles, add- 
ing that the complainant did not ask that this be required for 
the future. 


Water Closet Seats 


No. 29418, Beneke Corporation vs. Aberdeen & Rockfish 
et al. By the Commission, Chairman Barnard. Dismissed. Sec- 
ond class rating in the Consolidated Freight Classification on 
water closet seats, wooden, with metal attachments, less-car-_ 


loads, from Columbus, Miss., to all points in U. S., found not” 


shown to be unreasonable or unduly prejudicial as alleged. 
Third class rating was sought. 


Brass Ingots 


No. 29231, Oil City Brass Works vs. Alton & Southern et al. 
By the Commission. Dismissed. On reconsideration, finding in 
prior report, 264 I. C. C. 143, that fifth class or column 37.5 
rate of 104 cents a 100 pounds (not including general increase 
of 1942) on shipments of brass ingots, carloads, minimum 
40,000 pounds, made in the period November 27, 1942, to April 
16, 1945, from Chicago Heights, Ill., to Beaumont, Tex., were 
not shown to have been or to be unreasonable or otherwise 
unlawful, as alleged, affirmed. Commissioner Splawn in a dis- 
sent, joined by Commissioners Mahaffie and Alldredge, declared 
that the assailed rate, which yielded revenue of about $936 a 
car and over 90 cents a car mile, based on average loading of 
complainant’s shipments, about 90,000 pounds, was on a level 
more than 100 per cent higher than corresponding rates from 
Chicago to destinations in Trunk Line Territory and much 
higher than the level of rates from the same origin to any 
other destination on which any movement was shown; and that 
such rate was far out of line with the column 20 rate on scrap 
brass from Chicago to Beaumont, Tex., which the report, after 
alluding to “compelling water or truck competition,”’ discounted 
for comparative purposes, as depressed. He said he found no 
facts in the report which substantiated such competition, and 
added that he considered as maximum reasonable a rate of 76 
cents, 27.5 per cent of first class, minimum 60,000 pounds, as 
sought by complainant, which would yield $684 a car and 66 
cents a car mile based on average loading of complainant’s 
shipments. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 42487, Sub. 116, Consolidated Freightways, Inc., Port- 
land, Ore. Application for certificate denied. General commod- 
ities, with exceptions, between Lewiston, Ida., and Missoula, 
Mont., over a specified route. The report pointed out that appli- 
cant proposed to operate over a highway not yet entirely open 
to public travel, declared that it was reasonable to assume that 
no one actually knew just when the highway would be com- 
pleted, and added that in view of the obvious premature filing 
of the application, it should be denied without prejudice. 

MC 57529, Sub. 1, Lawrence H. Perin, Camden, N. Y. On 
reconsideration, findings in prior report, 43 M. C. C. 906, modi- 
fied, and certificate granted as to general commodities, with 
exceptions, between specified points in N. Y., over irregular 
routes. 

*MC 104224, Sub. 6, Arthur Anthony Lopes, Portsmouth, 
R. I. Application for permit denied. Commercial chemical fer- 
tilizers between points and places in Conn., Mass., and R. lI, 
over irregular routes. 


N. J. & N. Y. REORGANIZATION 

The Commission, division 4, by an order in Finance No. 
13490, New Jersey & New York Railroad Co. Reorganization, 
has fixed $6,000 as the maximum compensation a year to be paid 
Peter Duryee as trustee of the debtor, and the same amount a 
year to be paid Walter T. Margetts, Jr., as counsel for the 
trustee, such compensation not to be effective beyond June 30, 
1947, without further order of the Commission. 


MISSOURI PACIFIC REORGANIZATION 
The Commission, division 4, by a report and supplemental 
order in Finance No. 9918, Missouri Pacific Railroad Co. Re- 
organization, and Finance No. 10028, Chicago, Rock Island & 
Pacific Railway Co. Reorganization, has extended the date of 
termination of the protective agreement for holders of first 
mortgage 4 per cent gold bonds of the Little Rock & Hot 
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Springs Western from July 15, 1946, to July 15, 1951, and ap- 
proved solicitation of certificates of deposit and deposits by 
holders of those bonds. 

The action was taken on petition of Roland C. Behrens, 
A. F. Greer, and Carl L. A. Beckers, serving as the protective 
committee. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
nave been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5416, from July 15 until February 15, 1947, 
certain schedules as published in supplement No. 48 to Con- 
solidated Freight Classification No. 16, and Consolidated Freight 
Classification No. 17. The suspended schedules propose to re- 
vise the classification description and ratings on carbon, gum or 
sludge removing compounds, noibn. 


Railroad Abandonments 


0.-W. & N. 


In Finance No. 15389, the Oregon-Washington Railroad & 
Navigation Co. has asked authority to abandon its so-called 
Homestead branch, extending from Blakes Junction to Robinette, 
Ore., 33.09 miles, in Baker county, Ore., and Union Pacific Rail- 
road Co. asks authority to abandon operation of the branch. 
The applicants said the present and anticipated public use of the 
branch indicated that its continued operation was not warranted. 


Hawaii Consolidated 


The Commission, division 4, by a report and certificate in 
Finance No. 15287, Hawaii Consolidated Railway, Ltd. Abandon- 
ment, has permitted abandonment by the railway of its entire 
line of railroad, approximately 81 miles, situated in Hawaii, 
Territory of Hawaii, consisting of the Hamakua and Puna divi- 
sions (see Traffic World, May 11, 1946, p. 1421). 


E. & O. V. 


In Finance No. 15390, the Evansville & Ohio Valley Railway 
Co. asks authority to abandon its total remaining line of rail- 
road, about 13 miles, extending from a connection with the 
Southern in Rockport, to a connection with the Southern be- 
tween the unincorporated towns of Hatfield and Yankeetown, 
Ind., in Spencer and Warrick counties, Ind., and to abandon 
operation. It said operation had been reduced to carload freight 
moving only from four industries on the line on joint through 
rates to points beyond its line, on which it received only a divi- 
sion of the rate. If permitted to do so, the applicant said, it 
would substitute motor transportation of any and all commod- 
ities now being transported by rail. It said it was also filing 
applications with the Commission for authority to extend its 
operation by motor truck to include the transportation of com- 
modities in bulk. 


COMMISSION ORDERS 

MC 54611, Mayflower Terminals, Inc., application for registration 
and MC-C 483; Mayflower Terminals, Inc., motor carrier operations 
within Ohio. .Date on or before which respondent in MC-C 483 shall 
comply with the requirement to cease and desist from performing any 
motor carrier operations, in interstate or foreign commerce, under 
authority of its Ohio certificate, as specified in the order of December 
5, 1946, extended from June 29 to August 1. 

No. 24160, In the matter of Divisions of Joint Interterritorial Rates 
between Official and Southern Territories. Petition of respondents 
for reconsideration or for a further hearing accepted and filed and 
proceeding reopened for further hearing on September 20, 9:30 a. m. 
at Washington, D. C., before Examiner Hosmer with respect to divi- 
Sions of proportional rates on grain and grain products. 

No. 28090, Tex-O-Kan Flour Mills Company et al. vs. Abilene & 

Southern Ry. et al. Defendant’s petition for postponement and further 
hearing dated June 21 and supplemental petition dated July 1 accepted 
and filed and time for filing replies to said petition and supplemental 
petition extended to July 31. 
No. 29056, Amos Thompson Corp. et al. vs. Alabama Great Southern 
et al. Second ordering paragraph in the order of April 19 modified to 
the extent necessary to permit defendants to publish the prescribed 
tates on logs (other than butternut, cedar, cherry, holly and walnut), 
Minimum 60,000 pounds, from known points of origin in Ark., La., 
Okla. and Texas to Louisville, Ky., Evansville, Lawrenceburg, New 
Albany, Jeffersonville and Edinburg, Ind., in lieu of rates from all 
Points in such states. 

|. & S, 5359, Reciprocal Switching at Knoxville. Motion of the 
Southern Ry. to dismiss the complaint in the proceedings overruled. 

1. & S. M-2641, Minimum Rate Restrictions for Two Carriers. Re- 
Spondents under special permission having filed a tariff effective June 
26 cancelling suspended tariff, proceeding discontinued. 
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No 29102, Darling & Co. vs. Ann Arbor et al., and No. 29106, Ken- 
tucky Chemical Industries, Inc., et al vs. Same et al. Order of June 10, 
modified to become effective on or before September 15, on not less 
than 30 days’ notice, instead of August 15. 

No. 29533, Alleghany Corp. vs. Guy Atwood Thompson, Trustee in 
Reorganization of The Missouri Pacific RR Co., and Frank A. Thomp- 
son, Trustee in Reorganization of the St. L.-S. F. Ry. Co. The motion 
that an order be issued requiring complainant, within 20 days after the 
date of such order, to make its complaint more definite and certain, and 
providing that, in the event of complainant’s refusal or failure to 
amend within such time, complaint shall be dismissed overruled. Time 
within which defendants may answer complaint extended for a period 
ending on the 20th day after the date of service of this order. Com- 
plaint is assigned for hearing before Assistant Director Boles of the 
Bureau of Finance at Washington, D. C., at a time to be determined. 

1. & S. 5385, Packing Specifications Carrots from Southwest. Re- 
spondent under special permission having filed tariff effective June 30 
cancelling suspended tariff proceeding discontinued. 

1. & S. M-2659, Class Rates—Tidewater Express Lines. Protest 
against suspended tariffs having been withdrawn, proceeding discon- 
tinued. 

MC 103317, Sub. 2, Swanson Petroleum Co., Inc., Omaha, Neb., Ex- 
tension, Council Bluffs, Iowa. Proceeding reopened at a time and place 
to be fixed. 

MC F-3100, Wm. S. Appleyard—control; Vermont Transit Co., Inc., 
purchase (portion), Boston & Maine Transportation Co. Time within 
which petitions for reconsideration may be filed extended to July 22. 

Finance 15247, West Jersey & Seashore R. R. Co. et al., Construc- 
tion. Time as prescribed in Certificate issued May 6, within which said 
company shall commence and complete the construction of the line of 
railroad therein authorized, extended to July 1, 1947, and December 1, 
1947, respectively. 

MC-F 3171, David H. Ratner et al.—control—Southwest Freight 
Lines, Inc. Applicants’ application under section 5 for dismissal of the 
application granted, and application dismissed. 

No. 13535, Consolidated Southwestern Cases. Order of April 5, 1927, 
as amended, further amended to permit the publication of rates on 
canned goods, carloads, as described in Agent Marsh’s ICC 3559, Tariff 
199-L, from Alto, Tex., the same as are provided in that tariff for 
application from Rusk, Tex., to all destinations named therein in Ark., 
Ill., Ia., Kan., La., Minn., Mo., Neb., N. D., S. D., Tex., Wis., and 
Birmingham Ala., without contemporaneously establishing corresponding 
rates to and from other points as required by Finding 27 of the above 
order; proviced, that such rates from Alto shall be observed as maxima 
at directly intermediate points of origin and destination via routes over 
which the rates from Alto are established. 

MC 4199, Sub. 6, Vincent Goldere’s Sons. Inc., extension—Connecti- 
cut. Proceedings reopened for reconsideration on the present record. 

MC F-2985, John Bridge—Control; Lecrone-Benedict Ways, Inc., pur- 
chase, Dolhun Freight Lines, Inc. Application requesting approval of 
temporary authority by Lecrone-Benedict Ways, Inc., of Detroit, Mich., 
of the motor carrier rights of Dolhun Freight Lines, Inc., of Chicago, 
Tll., denied. 

MC F-2891, David H. Ratner—Control; The Emery Transportation 
Co., purchase, Nowak Trucking Co. Time for filing petitions for recon- 
sideration in this proceeding extended to July 31. 

FF-128, Clipper Carloading Company application. Applicant has 
been granted authority to file amendment to its petition for reconsid- 
eration, on or before July 22 and parties to the proceeding may file . 


replies thereto on or before August 1. ‘o 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15363, Apalachicola Northern eRail- 
road Bonds, granting authority to issue not exceeding $645,000 of first 
mortgage 4 per cent serial bonds, to be sold at 99 per cent of par 
and the proceeds used to repay advances made to the applicant, by the 
St. Joe Paper Co. Approved. ¢ 

Report and order in F. D. No. ,15366, Gulf, Mobile & Ohio Railroad 
Co. Equipment Trust Certificates, granting authority to assume ‘obliga- 
tion and liability, as lessee and guarantor, in respect of not exgeeding 
$2,000,000 of Gulf, Mobile & Ohio Railroad Co. equipment trust certifi- 
cates, series A, to be issued by the Continental Illinois National Bank 
& Trust Co. of Chicago, as trustee, and sold at 100.557 and accrued 
dividends in connection with the procurement of certain equipment. 
Approved, 

Report and order in F. D. No. 15342, Commercial Carriers, Inc. 
Equipment Notes, granting authority to issue at par not exceeding 
$250,000 of equipment notes, the proceeds to be used to pay a portion 
of the purchase price of certain new equipment. Approved. 

Report and order in F..D. No. 15361, Baltimore & Ohio Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability, as guarantor, in respect of not exceeding $4,060,000 of 
Baltimore & Ohio Railroad equipment-trust certificates, series Q, to 
be issued by the New York Trust Co., as trustee, and sold at 99.011 
per cent of par and accrued dividends in connection with the procure- 
ment of certain equipment. Approved. 

Report and order in F. D. No. 15357, Pacific Freight Lines Notes, 
granting authority to issue not exceeding $958,427 principal amount of 
10-year installment promissory notes secured by a deed, or deeds of 
trust, and bearing interest at not exceeding 4 per cent per annum, to 
be sold at par and the proceeds used to retire outstanding indebtedness, 
to finance the purchase and construction of additional terminals and to 
provide additional working capital. Approved. 

Report and order in F. D. No. 14993, Central Railroad Co. of 
Pennsylvania Stock, granting authority to issue not exceeding $2,250,000 
of capital stock, consisting of 22,500 shares of the par value of $100 
each, not exceeding $1,500,000 thereof to be delivered to the trustee 
of the property of the Central Railroad Co. of New Jersey in ex- 
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change for certain personal property described herein, and $750,000 
thereof to be sold at par to the trustee and the proceeds used for 
working capital. Approved. 


MOTOR FINANCE CASES 

MC F-3068, J. E. Moak and Mrs. Leeo Moak—Purchase (Portion)— 
The Greyhound Corporation (Teche Greyhound Lines Division). Pur- 
chase by J. E. Moak and Mrs. Leeo Moak, dba Moak’s Bus Line, of 
McComb, Miss., of certain operating rights of The Greyhound Corpora- 
tion (Teche Greyhound Lines Division), of Chicago, Ill., approved and 
authorized, subject to condition. 

MC F-3139, Donald Anderson—Control; A. & H. Truck Line, Inc.— 
Purchase—Carl L. Garrison and Curtis B. Garrison, Purchase by 
A. & H. Truck Line, Inc., of Tell City, Ind., of operating rights and 
property of Carl L. Garrison and Curtis B. Garrison, dba Garrison 
Truck Line, of Evansville, Ind., and acquisition of control of such 
operating rights and property by Donald Anderson, of Tell City, Ind., 
through such purchase, approved and authorized, subject to condition. 

MC F-3140, Alfred E. Fossmeyer—Purchase (portion)—Hargis Truck 
Line, Inc. Purchase by Alfred E. Fossmeyer, dba Checker Express 
Lines, of Vincennes, Ind., of certain operating rights of Hargis Truck 
Line, Inc., of Tell City, Ind., approved and authorized, subject to 
condition. 

MC F-3172, J. H. Buffaloe and W. D. Buffaloe, dba Buffaloe Broth- 
ers, of Carthage, N. C.—Lease (Portion)—Akers Motor Lines, Inc., of 
Gastonia, N. C. Lease by former of certain operating rights of latter, 
approved and authorized, subject to condition. 

MC F-2683, A. L. Buch, et al.—Purchase—Calvert & Rogers, Inc., 
and C. D. Kahler. Purchase by A. L. Buch, Raymond Buch, and Son- 
dell Coloman, dba The Buch Express, of Harrisburg, Pa., of operating 
rights of Calvert & Rogers, Inc., of Washington, D. C., and certain 
operating rights of C. D. Kahler, dba Speedway Carriers, of Pottsville, 
Pa., approved and authorized, subject to condition. 


FINANCE APPLICATIONS 

Finance No. 15385. Mississippi Valley Barge Line and Higman 
Towing Co. ask authority to accept 804 and 538 shares of stock of Coyle 
Lines, Inc., respectively, in exchange for $341,700 and $228,650 deben- 
tures, respectively, now held by the applicant. The application said 
that issuance of the additional shares of stock would give the two 
applicants 55.638 per cent of the total authorized stock of Coyle. 

MC F-3239, Central Truck Lines, Inc., of Tampa, Fla., asks authority 
to purchase certain operating rights of Paul E. Johnson, trustee in 
bankruptcy of K. & L. Transportation Co., Inc., of Atlanta, Ga., and 
temporarily to operate. 

MC F-3241. Roger A. Etzler and Mildred R. Etzler, dba Roger A. 
Etzler, Frederick, Md., ask authority to acquire control of Maryland 
Transportation Co., Inc., Frederick, Md., through ownership of capital 
stock. 

Finance No. 14978. Supplemental. Pennsylvania Railroad Co. asks 
authority to issue $7,322,000 additional 1% per cent equipment trust 
certificates, series Q, the Commission having previously authorized 
issuance of $10,290,000 of those certificates. The additional funds, 
according to the applicant, will be used. to pay not exceeding 80 per 
cent of the cost of completed units under a program involving loco- 
motives, passenger train equipment, hopper cars, and Diesel switching 
locomotives, estimated to total $22,668,750. The applicant said com- 
petitive bids had been asked on the additional certificates. 

Finance No. 15388. The Greyhound Corporation, of Chicago, Iil., 
asks authority to issue 10,000,000 shares of no par common stock for 
split-up of outstanding common stock, three shares for one. The 
applicant observed that a 1933 reorganization of its financial structure 
made each share of common stock become one-twentieth of a share, 
and that by 1936 the Commission authorized partial restoration by per- 
mitting four shares to be substituted for each share then outstanding. 
It said that, in view of the recent further improvement in its financial 
condition, resulting in a great increase in the market price of its stock, 
it believed a further increase in the number of shares was necessary, 
in order to reduce the market price of the stock and bring about a 
wider distribution of its stock among persons of moderate means. 

Finance No. 15367, supplemental. Chicago, Burlington & Quincy 
files supplemental application to ask authority to issue $2,020,480 of 
promissory notes, in evidence but not in payment of unpaid purchase 
price of 28 diesel-electric switching locomotives under accepted bid of 
Northern Trust Co. for itself and Manufacturers and Traders Trust Co. 
of Buffalo, N. Y., 1.50 per cent interest rate. 

MC F-3243, Carolina Stages, Inc., of Spartanburg, S. C., asks author- 
ity to purchase the operating rights, equipment and property of Hamish 
Turner, dba Carolina Stages, also of Spartanburg. 

MC F-3244, Riverside Warehouses, Inc., of Spokane, Wash., asks 
authority to purchase certain operating rights and equipment of Lomax 
Transportation Co., also of Spokane. 


PETITIONS FOR REHEARING, ETC. 

MC-F 2891, David H. Ratner—control; The Emery Transportation 
Co., purchase, Nowak Trucking Co. Petitioners have asked the Com- 
mission for a reconsideration of the decision of May 26. 

Ex Parte MC 30, Cincinnati, Ohio, Commercial Zone. The Kenton 
County Airport Board of Covington, Ky., has asked the Commission 
to reopen and reconsider of the proceedings for the purpose of extend- 
ing the present boundary lines of the Cincinnati, Ohio, Commercial 
Zone, as described in Ex Parte MC-30, 26 MCC 49 and 41 MCC 227. 

MC-F 2863, Petition of Apex Transportation, Inc., for issuance of 
certificate covering operating rights applied for by Kelly Motor Lines in 
MC 84404, Sub. 13. 

MC-C 545, Foster Freight Lines, Inc., and Holland Motor Express, 
Inc., vs. McClosky & Shaffer, Inc. Respondent has asked the Com- 
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mission to dismiss the complaint for revocation of certificate anq 
permits. 

No, 28731, Coast Transportation Co., Inc. et al. vs. Aberdeen ang 
Rockfish Railroad Co., Inc., et al. Coyle Lines, Inc., has asked the Com. 
mission that it be substituted for DeBardeleben Coal Corp., doing busi- 
ness as Coyle Lines, as party complainant in this proceeding. 

No. 29303, Barnes Sand and Gravel Co. vs. C. & O. et al. Com. 
plainant has asked the Commission for reconsideration and rehearing 
in the proceedings. 

Ex Parte 104, Practices of Carriers affecting operating Revenues or 
Expenses, Part I! Terminal Services Union Tank Car Co. National 
Petroleum Assn., has asked the Commission to reopen the proceedings 
for a reargument. 

MC-F 2463, Commercial Carriers, Inc., lease, Central States Transit 
Lines. Applicant has asked the Commission to dismiss the application, 

MC-F 2787, Allied Van Lines, Inc., acquisition, Evanston Fireproof 
Warehouse et al. Applicants have asked the Commission to modify the 
order of April 26 so as to permit the consummation of the transaction 
on or before January 1, 1947. 

No. 29035, The Beacon Milling Co., Inc., vs. AC&Y et al. Defend. 
ants have asked the Commission to modify its present order, now to 
become effective August 1, so that instead it will become effective 
February 1, 1947. 

No. MC-F 3240, The Canada Coach Lines, Ltd., common carrier 
application. The Canada Coach Lines, Ltd., has asked the Commission 
to authorize the pooling or division of traffic, service and gross or net 
earnings of The Canada Coach Lines, Ltd., and Niagara Scenic Bus 
Lines, Inc. 

No. 29302, Kirk & Blum Manufacturing Co. vs. N. Y. C. et al. 
Defendants have asked the Commission to dismiss this proceeding or 
in the alternative for leave to answer should this request be denied. 

No. 29372, Southern Acid & Sulphur Co., Inc., vs. Alabama Great 
Southern et al. Complaint has asked the Commission for reopening, 
argument and reconsideration upon the record as made of the report 
and order of July 1. 

No. 29067, James V. Forrestal, as Secretary of the Navy vs. Abilene 
& Southern et al., and No. 29116, Henry L. Stimson, as Secretary of 
War vs. Abilene & Southern et al. Rail carriers operating in South- 
western and Western Truck Line territories, defendants, have asked the 
Commission to further modify its order of August 28, 1945, so as to 
permit the publication of rates on Armor Plate or Shap-s, 3 inches or 
more in thickness, on basis of Class 37%, instead of rates made 115 
per cent of Class 32% rates; also rates on the same articles on basis 
of Class 32 instead of rates made 115 per cent of Class 28 rates. 

No. 13535, Consolidated Southwestern Cases. St. L.-S. F., St. L- 
S. F. & T. and L. & A., defendants, have asked the Commission for 
approval under Finding 27 of the decision in this proceeding, 123 
I. C. C. 203,-to permit the establishment of a rate of 24 cents per 10 
pounds on sodium (soda), silicate of, other than dry, in tank cars, 
carloads, minimum subject to Rule 35 of Western Classification from 
Dallas, Tex., to Spring Hill, La., for application via St. L-S. F. Lines, 
Hope, Ark., L. & A. This rate is to be subject to Rule 27 of Tariff 
Circular 20 at intermediate points of origin and destination via the 
route named. 

Finance 11681. New York, Susquehanna and Western reorganiza- 
tion. Henry K. Norton, petitioner, has asked instructions of the Com- 
mission in the premises and an appropriate order which shall either 
authorize an increase in the compensation payable to Ralph E. Lun, 
as counsel for the trustee, by placing a maximum appropriately higher 
than that fixed by the present order of the Commission upon the 
compensation for his services; or authorize employment by the trustee 
of other members of Mr. Lum’s firm at a proper compensation for 
the reasonable value as determined by the trustee of the additional 
services performed (the compensation to be limited by the Commission 
if appropriate), such compensation not to be considered a part of the 
amount being paid to Mr. Lum under the present orders of the Commis- 
sion and court. 

MC F-1904, Werner Transportation Co., for authority to lease part 
of the operating rights of Bernd Trux, Inc., and Keeshin Motor Ex- 
press Co. now in reorganization with Daniel D. Carmell and Wm. 
Drohan acting as trustees. Petitioners have asked for an order that will 
authorize the Werner Transportation Co. to lease operating rights of 
Bernd Trux, Inc., until June 30, 1947, with leave to the trustees to 
cancel on 120 days’ notice. 

MC F-3199, Union Transfer Co., purchase, Ash Truck Lines, Inc., 
Watson Bros. Transportation Co., Inc., Merchants Motor Freight, Red 
Ball Transfer, Darling Transfer Co., and Boyd Truck Lines, Inc., has 
asked the Commission to stay the effective date of its order of June 5, 
to vacate and set aside said order and to reopen the proceedings for 
reconsideration. 

MC C-434, Contract Cartage Co., vs. F. J. Boutell Driveaway Co., 
Inc. Complainant has asked the Commission to dismiss the complaint 
in this proceeding as it is not the intention of the complainant to 
further prosecute this complaint. 

W-5, Igert, Inc., has requested the Commission to amend the 
certificate issued to Igert, Inc., on June 5, to authorize continuation 
of service on the navigable tributaries of the Tennessee, Cumberland, 
Green and Ohio rivers. 


MOTOR TARIFFS STRICKEN FROM I. C. C. FILES 


Inability to locate one motor carrier and the refusal of 
another, to comply with a request to cancel tariffs on file fol- 
lowing revocation of operating certificates, has led the Com- 
mission to issue orders striking tariffs of the two motor lines 
from its files. These were tariff MF-I. C. C. No. 1 of Peters 
Trucking Corporation, and tariff MF-I. C. C. No. 1 of Albert 
E. Behrens, doing business as Behrens Express. 
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Reparation Denial Recommended in 
Liquefied Petroleum Gas Cases 


Three I. C. C. examiners say that no reference was 
made either to liquefied petroleum gas or to weight of 
any commodity at time of one decision depended on 
by complainants; and that decision in case in which 
reduction in estimated weight from 6.6 pounds a gallon 
to 4.7 pounds was not controlling in respect of ship- 
ments to other territories than southern. Lower weight 


to apply in future, with rates on gasoline, kerosene 
and naphtha 


Charges for rail transportation of liquefied petroleum gas 
based on an estimated weight of 6.6 pounds a gallon will be 
found not unreasonable in the past, and reparation denied, and 
for the future charges will be found unreasonable to the extent 
they may exceed charges computed at rates applicable to gaso- 
line, Kerosene and naphtha applied to an estimated weight of 
4.7 pounds a gallon, if the recommended report of three exam- 
iners is accepted by the Commission. 

The report was written in No. 29179, Montana-Dakota Util- 
ities Co. vs. A. T. & S. F., et al., and 23 embraced cases, by 
Examiners Claude A. Rice, Russell M. Brown, and John A. Rus- 
sell. Reparation in excess of one million dollars was asked by 
the complainants. 

The complaints rested on rates prescribed as key point rates 
in No. 28106, Petroleum Rail Shippers’ Assn. vs. Alton & S. R., 
243 I. C. C. 589, and on No. 28663, Green’s Fuel, Inc., vs. At- 
lanta & St. A. B. Ry. Co., 255 I. C. C., in which a reduction in 
estimated weight to 4.7 pounds a gallon was prescribed in lieu 
of the 6.6 pounds theretofore used. 


The recommended findings of the examiners were as 
follows: 


In No. 28106, decided March 11, 1941, no reference was made either 
to liquefied petroleum gas or to the weight of any commodity then 
subject to the prevailing estimated weight of 6.6 pounds. Defendants, 
therefore, were warranted in applying rates, on the level prescribed 
or approved therein, for the future based on a weight of 6.6 pounds 
per gallon. A weight basis exceeding 4.7 pounds was found unreason- 
able for the future in No. 28663, decided May 15, 1943, on shipments 
from the southwest to southern territory. This finding, however, was 
not controlling in respect of shipments to other areas to the extent 
necessary to place defendants herein on notice that their observance 
of an estimated weight of 6.6 pounds was unlawful. Stated otherwise, 
the decision upon which complainants rely has no extra-territorial 
application. We conclude that charges computed at rates no higher 
than those applicable on shipments of gasoline, kerosene, and naphtha, 
applied in connection with an estimated weight of 6.6 pounds, were not 
unreasonable. 

The Commission should find that charges on liquefied petroleum 
gas, in tank-car loads, from origins in the southwest in group 3 to 
points in Kansas, Missouri, Nebraska, Iowa, North Dakota, Minnesota, 
Wisconsin, Illinois, Indiana, and Michigan, from other grouped origins 
in the southwest to destinations in the named states, from points in 
Illinois to Whiting, Ind., and from points in Illinois to points in Wis- 
consin, computed at rates no higher than those applicable to gasoline, 
kerosene, and naphtha, applied in connection with an estimated weight 
of 6.6 pounds per gallon, were not unreasonable; but that, for the future, 
the charges on shipments of that commodity, in tank-car loads, from 
and to points in the aforementioned areas, will be unreasonable to the 
extent they may exceed charges computed at rates applicable to gaso- 
line, kerosene, and naphtha, applied in connection with an estimated 
Weight of 4.7 pounds per gallon, or a substantial equivalent thereof 


in accordance with a tariff rule similar to that now in use and herein- 
before described. 


Transportation Factors 


In a summary of the record, the examiners said it showed 
that liquefied gas weighed less, and was of lower value, than 
gasoline, kerosene, and naphtha; that although there was danger 
of explosion or fire if the gas escaped, compliance with safety 
regulations had made its transportation by rail in cars of ap- 
Proved design less hazardous than the compared products (other 
refined oil products). The examiners said there had been few 
loss or damage claims, although numerous claims had been filed 
M connection with the other products. 

The transportation of liquefied petroleum gas required 
car-mile service than the transportation of the same quan- 


less 





tity of other refined oil products in gallons, they said, and that, 
on the same quantity, in gallons, transported over the same 
routes between common points, the earnings a car-mile and a 
ton-mile on the liquefied gas were greater than on the compared 
products. 

‘“We conclude, therefore, that for the future, charges on the 
liquefied gas should not exceed amounts resulting from present 
rates for gasoline, kerosene, and naphtha applied in connection 
with an estimated weight of 4.7 pounds,” said the examiners. 

The embraced proceedings were: 


No. 29328, Phillips Petroleum Co. vs. A. T. & S. F., et al.; 
No. 29350, Minnesota Mining & Manufacturing Co. vs. Same; No. 29363, 
Bennett Mining Co., et al., vs. Same; No. 29369, Sub. 1, Wahpeton 
Gas Co. vs. Same; No. 29377, Sub. 1, Sinclair Refining Co. vs. Same; 
No. 29412, Phillips Petroleum Co. vs. Same; No. 29404, Continental Steel 
Corporation vs. Same; No. 29407, Northwestern Glaugas Co. vs. Same; 
No. 29416, Western Skelgas Co. vs. Same; No. 29438, Board of:Directors 
for Utilities of the Department of Utilities of the City of Indianapolis, 
Ind., dba Citizens Gas & Coke Utility vs. Same; No. 29489, The Fyrogas 
Co. vs. Same; No. 29479, Kohler Co. vs. Same; No. 29518, Sub. 1, 
Butane Motor Fuel Co. vs. Same; No. 29525, City of Bushnell vs. Same; 
No. 29528, Globe Steel Tubes Co. vs. Same; No. 29369, Detroit Lakes 
Gas Corp. vs. Alton, et al.; No. 29377, Shell Oil Co., Inc., vs. Same; 
No. 29482, Shell Oil Co., Inc., vs. Same; No. 29483, Shell Oil Co., Inc., 
vs. Same; No. 29421, Cities Service Oil Co. vs. Alton & Southern, et al.; 
No. 29397, Skelly Oil Co. vs. Same; No. 29427, Central Wisconsin Gas 
Co., et al. vs. Same; No. 29464, Bemidji Bottlegas Co., et al. vs. Same; 
and No. 29454, Natrogas, Inc., vs. C. St. P. M. & O., et al. 


MOTOR CERTIFICATE REVOCATION 


Examiner L. E. Masoner, in a proposed report in MC C-524, 
L. C. Black & Sons—Revocation of Certificate, has recommended 
that the Commission find respondents, I. C. Black, L. C. Black 
and I. C. Black, Jr., not to be rendering reasonably continuous 
and adequate service under their certificates of public con- 
venience and necessity authorized in MC 65443 and MC 65443, 
Sub. 1 and not to be in compliance with the requirements of 
section 215 of the interstate commerce act and the Commis- 
sion’s rules and regulations thereunder. 

On November 14, 1941, in MC 65443, and on December 16, 
1941, in MC 65443, Sub. 1, the report said, respondents were 
authorized to transport lumber, piling and farm implements, 
over irregular routes, from, to or between designated points in 
Oklahoma, Arkansas, Missouri and Kansas. The Commission’s 
investigation revealed, the report added, that no operations had 
been conducted for at least a year prior to the hearing which 
was held on May 3, 1946, at Oklahoma City, Okla. The ex- 
aminer said the respondents should be ordered to institute 
reasonably continuous and adequate service and to comply with 
the requirements of section 215 of the act, and the Commis- 
sion’s rules and regulations thereunder, failing in which their 
certificates would be revoked. 


ZIGLER WATER APPLICATION 


By a proposed report in W-75, G. B. Zigler Co. contract 
carrier application, embracing W-75, same, exemption applica- 
tion, the Commission’s Bureau of Water Carriers and Freight 
Forwarders has recommended that the Commission find the 
operations of the applicant those of a common carrier. 

It recommended that Zigler be found entitled to continue 
operation by non-self-propelled vessels with the use of separate 
towing vessels in the transportation of general commodities, and 
by towing vessels in the performance of general towage, be- 
tween ports and points in Louisiana and Texas along the Gulf 
intracoastal waterway from Harvey Lock to Freeport, both 
inclusive, and connecting streams and bayous, including the 
Plaquemine-Morgan City section of the waterway. 

The Commission should further find, said the bureau, that 
holding by applicant of a certificate authorizing the aforemen- 
tioned operations, and a permit authorizing the furnishing of 
vessels to persons other than carriers, for use by them in trans- 
portation of their own property, would not be consistent with the 
public interest; and that the “grandfather” application should 
be denied to the extent it sought a permit and to the extent it 
sought to serve as a common carrier ports and points other than 
those aforementioned. 

It also recommended exempting the applicant’s furnishing 
for compensation under charter, lease, or other agreement, 
vessels to persons other than carriers for use by them in marine 
construction. 
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Proposed Reports 


Brick and Tile 


No. 29294, Mason City Brick & Tile Co., et al., vs. C. & 
N. W., et al., embracing No. 29331, Railroad and Warehouse 


Commission of Minnesota vs. C. & N. W., et al. By Examiners 
Paul O. Carter and Andrew C. Wilkins. In No. 29294, recom- 
mended that assailed rates (not made on any definite basis) 
on brick and articles taking the brick rates, and on drain tile 
be found not shown to have been or to be unreasonable, except 
that rates on brick and articles taking same rates that ex- 
ceeded or exceed rates in the 11672 scale, increased 10 per cent, 
and rates on drain tile that exceeded the brick rates in the 
11672 scale, increased 10 per cent, by more than one cent, were 
and are unreasonable to the extent that rates on brick exceeded 
or exceed the brick rates in the 11672 scale, increased 10 per 
cent, and rates on drain tile exceeded or exceed brick rates in 
that scale, increased 10 per cent, plus one cent, which bases the 
Commission should find to have been and to be just and rea- 
sonable. Existing grouping of Fort Dodge, Kalo and Lehigh, 
and of Mason City, Rockford, and Sheffield to be continued. 
Award of reparation recommended. In No. 29331, it was rec- 
ommended that the Commission find the rates assailed not 
shown to have been or to be unjust and unreasonable, and 
should dismiss the complaint. The examiners said in nearly all 
instances the rates assailed were less than those in the 11672 
scale. For distances to and including 500 miles, they said, the 
11672 scale averaged 14 per cent of the Western Trunk-Line 
zone 1 first-class rates, 12.2 per cent of the zone 2 first-class 
rates, and 11.2 per cent of the zone 3 first-class rates. They 
said the adjustment of rates sought would cover an extensive 
area and would have a tendency seriously to disrupt existing 
adjustments not only in the territories under consideration, but 
in adjacent territories, either prescribed by the Commission or 
voluntarily established by the carriers to allow different pro- 
ducing points to compete with one another. 


Grain and Grain Products 


No. 29425, Richards Milling Co., Cortland, O., vs. Erie, et 
al. By Examiner J. Edgar Snider. Recommends finding rates 
on grain and grain products, in carloads, from origins on the 
Big Four to destinations on the Pennsylvania were and will be 
unjust and unreasonable to the extent they exceed joint through 
rates in effect prior to February 24, 1942. The rates assailed 
were combination rates from origins on the Big Four lines of 
the N. Y. C. in Ohio, Indiana, Illinois, and Michigan west of 
Galion, O., via the lines of the Erie and Cortland to all Penn- 
sylvania stations in Pennsylvania, New York, New Jersey, 
Delaware, Virginia, and the District of Columbia, and to its 
stations at Hazelton, Struthers, and Lowellville, O. Effective 
that date, the examiner said, routing on joint through rates 
under open routing was restricted by eliminating the Erie as a 
participating carrier, with the result that only combinations of 
local rates higher than the joint through rates were applicable. 
As an example, he cited the joint through rate, 381 miles, from 
Lewisburg, O., to Ambridge, Pa., was 20 cents, while the com- 
bination rate via Cortland was 28 cents. He said that, while 
the record would not support a positive finding under section 3, 
complainant, by having to pay combination rates, was at a ma- 
terial rate disadvantage with respect to manufacturers of ani- 
mal and poultry food located in the same general territory who 
had the privilege of shipping on joint through rates from 
origins on the Big Four to destinations on the Pennsylvania. 
He said the charging of combination rates from and to the 
points embraced in the complaint effectually dictated the mar- 
kets in which the complainant might do business. 


Iron Valves 


No. 29478, Crane Co. vs. Alton (Henry A. Gardner, trustee) 
et al. By Examiner Walter D. McCloud. Less-carload fourth 
class export rate of 154 cents a 100 pounds charged on iron 
valves, shipped January 6, 1944, from Chicago, Ill., to Laredo, 
Tex., proposed to be found inapplicable. Recommends Com- 
mission find applicable, rate of 50 cents, minimum 60,000 pounds, 
and award reparation of $243.49, with interest. 


Condensed Milk 

No. 29436, Carnation Co. vs. Great Northern et al. By Ex- 
aminer Walter D. McCloud. Proposes Commission find failure 
of defendants to notify complainant of conflicting shipping in- 
structions in bill of lading covering carload shipment of con- 
densed milk, made March 25, 1943, from Nampa, Ida., to Kal- 
ispell, Mont., stopped in transit at Helena, Mont., for partial 
unloading, to have resulted in collection of unreasonable charges. 
Recommends reparation award of $153.31, with interest. 

Airplane Gear Parts 


MC C-503, Bendix Products Division vs. Tucker Freight 
Lines, Inc., et al. By joint board 53. Dismissal proposed. Rates 
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of 1% times first class, less-truckload, and 1% times first class, 
truckload, minimum 10,000 pounds, maintained on airplane gear 
parts from Cedar Rapids, Ia., to South Bend, Ind., applicable 
and not shown to be unreasonable. 


Liquefied Petroleum Gas 


No. 29433, Mobile Traffic Association vs. Georgia & Florida 
(M. V. Griffin and H. W. Purvis, receivers) et al., embracing 
Sub. 1, Fowler Appliance Co. et al. vs. A. G. S. et al., and Sub. 
2, Mobile Traffic Association vs. Central of Georgia (M. P. 
Calloway, trustee) et al. by Examiners M. J. Walsh and Leland 
F. James. Estimated weight of 6.6 pounds a gallon on liquefied 
petroleum gas, in tank cars, and charges resulting from the 
application of such weight, from points in southern Illinois to 
certain destinations in southern territory, proposed to be found 
not unreasonable or otherwise unlawful in the past, except as 
to one shipment on December 16, 1943, from Selmaville to 
Mobile, on which overcharges were collected; but unreasonable 
for the future to the extent the assailed weight of 6.6 pounds 
exceeds 4.7 pounds a gallon, applied to the contents of the car 
shipped or the substantial equivalent thereof computed in ac- 
cordance with a tariff rule similar to that now in use. Award 
of reparation recommended. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
ity following.) 


Wisconsin (Diggings)—-MC 106814, John M. Cherry. Cer- 
tificate proposed. Ore, tailings, mining supplies, sand and gravel, 
between points in Lafayette county, Wis., Grant county, Wis., 
Dubuque county, Ia., and Jo Daviess county, IIl., over irregu- 
lar routes. 

Connecticut (West Haven)—MC 106703, Robert A. Patchell. 
Permit proposed. Boats and boating equipment from West 
Haven to points in that part of the U. S. on and east of the 
Mississippi River, and rejected or damaged shipments on return, 
over irregular routes. 

Pennsylvania (Seven Valleys)—-MC 106540, Sub. 2, John M. 
Rudisill & Sons. Certificate proposed. Eggs, poultry, rabbits, 
and dressed calves, over irregular routes, from Gettysburg, Pa., 
Westminster, Md., Coatesville and Seven Valleys, Pa., and points 
in Pa. and Md., within 20 miles of Seven Valleys, to Newark, 
Paterson, and Irvington, N. J., New York, N. Y., and points in 
the New York commercial zone, and empty egg containers on 
return. Proposed authority subject to condition that applicants 
request revocation of certificate in MC 106540 to extent that 
such certificate authorizes the transportation of the afore- 
mentioned commodities. 


Vermont (Poultney)—MC 106482, Newton D. Williams. 
Denial of application for permit proposed. Castings, rough and 
semi-rough, between Proctor and Poultney, Vt., on the one hand, 
and Springfield and West Springfield, Mass., on the other. 


Colorado (Walden)—MC 106122, Sub. 2, Wm. J. Mosman. 
Certificate proposed. Machinery, equipment, materials and sup- 
plies used in, or in connection with, the discovery, development, 
production, refining, manufacture, processing, storage, trans- 
mission, and distribution of natural gas and petroleum and their 
products and by-products, and machinery, materials, equipment 
and supplies used in, or in connection with the construction, 
operation, repair, servicing, maintenance and dismantling of pipe 
lines, including the stringing and picking up thereof, between 
points in Jackson county, Colo., over irregular routes. 


Pennsylvania (Hanover)—-MC 105708, Sub. 2, Eugene J. 
Breighner. Permit proposed. Ground agricultural limestone, 
over irregular routes, from Thomasville, Pa., to points in Fred- 
erick, Carroll, Baltimore and Harford counties, Md., with no 
transportation for compensation on return. 


Colorado (Denver)—MC 105325, Sub. 1, V. G. Garnett, E. V. 
Garnett, and Holt Chew. Certificate proposed. New automobiles, 
trucks, bodies, cabs and chassis, in initial movements, over 
irregular routes, in truckaway service, from points in Wash- 
tenaw county, Mich., and from Toledo, O., to points in Colo., 
Wyo., N. M., and Utah, traversing Ind., Ill., Mo., Ia., Kan., and 
Neb., for operating convenience only. 


Wyoming (Rawlins)—-MC 104413, Sub. 15, Max Dawson and 
Wesley Corbett. Certificate proposed. Machinery, equipment, 
materials, and supplies, other than petroleum products in bulk, 
used in, or in connection with, the construction, repair, and 
maintenance of such projects as dams, sewers, water works, 
irrigation projects, highways, railroads, mines, and factories 
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petween points in Colo., Mont., and Wyo., traversing Ida. for 
operating convenience only. Duplications eliminated. 

Massachusetts (Brockton)—-MC 104153, Sub. 1, Frank W. 
Huntoon. Certificate proposed. Coal screenings and coke breeze 
from Boston, Mass., and points in Mass., within 45 miles of 
Boston, to Manchester, N. H., over irregular routes. 

South Dakota (Miller)—-MC 100777, Sub. 1, Virgil W. Bid- 
dle. Certificate proposed. Specified commodities, from, to or 
between designated points in S. D., Ia., Minn., and Neb., over 
irregular routes. 

Missouri (Kansas City)—-MC 100518, Sub. 2, R. C. McCarty. 
Permit proposed. Fresh and processed fish and shell fish, from 
Boothbay Harbor, Portland, and Rockland, Me., to Wichita, 
Kan., St. Louis and Kansas City, Mo., and Tulsa and Oklahoma 
City, Okla., over irregular routes through Conn., Del., Ill., Ind., 
Ky., Md., N. J., N. Y., O., Pa., R. L, Va., W. Va., and D. C., 
for operating convenience. 

California (San Francisco)—-MC 89037, Sub. 1, West Coast 
Bus Lines, Ltd. Denial of application for certificate proposed. 
Passengers and their baggage between designated points in Calif. 

Wisconsin (Mineral Point)—-MC 88781, Sub. 1, W. P. Ross 
and Sons. Certificate proposed. Live stock, over irregular routes, 
from Mineral Point and other specified Wisconsin points to 
Dubuque, Ia. Dual operations authorized. 

lowa (Algona)—MC 88585, Sub. 2, Adelbert A. Fisher. Cer- 
tificate proposed. Malt beverages, from Minneapolis and St. 
Paul, Minn., and Omaha, Neb., to Algona, and from Minne- 
apolis and St. Paul to Spencer, Ia.; and malt beverage con- 
tainers on return movements, over irregular routes. 

New York (Penn Yan)—MC 88464, Sub. 36, Pierce Freight 
Lines, Inc. Certificate proposed. Iron and steel castings from 
Grove City, Pa., to Seneca Falls, N. Y., over irregular routes, 
with rejected shipments on return. 

California (Los Angeles)—-MC 71459, Sub. 4, Southern Cali- 
fornia Freight Lines. Certificate proposed. General commodities, 
with exceptions, between Los Angeles and El Centro, Calif., 
over U. S. Highway 99 as an alternate route. 

Nebraska (Omaha)—-MC 70451, Sub. 46, Watson Bros. 
Transportation Co., Inc. Certificate proposed. General com- 
modities, with exceptions, between Kansas City and Cameron, 
Mo., over U. S. Highway 69 as an alternate route. Service over 
route proposed to be restricted to traffic moving between Chi- 
cago, Ill., and Kansas City, Mo. 

Kansas (Wellsville)—-MC 69299, Sub. 1, Artie Chanay. 
Certificate proposed. General commodities, serving North Kan- 
sas City, Mo., as an off-route point for pick up only of traffic 
destined to Wellsville, and intermediate and off-route points 
within 10 miles of Wellsville, except Baldwin, Kan., in connec- 
tion otherwise authorized regular route operations, and from 
Wellsville to Kansas City, Mo., over a specified route serving 
the off-route point of North Kansas City and all intermediate 
and off-route points within 10 miles of Wellsville, except Bald- 
win, 

Georgia (Atlanta)—-MC 65697, Sub. 6, Theatres Service 
Co., Inc. Certificate proposed. Motion and sound films; equip- 
ment and supplies used in the maintenance of theatres; and 
newspapers, books, and periodicals, over a designated regular 
route between Lebanon and Madison, Tenn. 

Kansas (Eureka)—-MC 44678, Sub. 2, Eureka Transfer Co. 
Certificate proposed. Household goods between Eureka and 
points within a radius of 45 miles thereof, on the one hand, and 
points in Ark., Colo., Ill., Ia., Mo., Neb., Okla., and Te., on 
the other, over irregular routes. 


Pennsylvania (Philadelphia)—-MC 35536, Sub. 35, Scott 
Brothers. Certificate proposed. General commodities, with ex- 
ceptions, between Port Washington and Oyster Bay, N. Y., and 
between Hicksville and Port Jefferson, L. I., N. Y., over speci- 
fied regular routes. The proposed authority is subject to con- 
ditions limiting the service to that which is supplemental of 
rail service of the Long Island Railroad; providing that appli- 
cant shall not render service from or to, or interchange traffic 
at, any point other than a station on the lines of the railroad; 
and limiting shipments to those which applicant receives from, 
or delivers to, the railroad under a through bill of lading or 
express receipt covering, in addition to movement by applicant, 
a prior or subsequent movement by rail. 

Kentucky (Madisonville)—-MC 35397, Sub. 5, H. W. Den- 
ton. Permit proposed. Meats, meat products, meat by-products, 
dairy products, and articles distributed by meat packing houses, 
under individual contracts or agreements, from Madisonville, 
Ky., to designated points in Ky., and Tenn., over irregular 
Toutes, and rejected shipments on return. 


tHlinois (Chicago) —-MC 19778, Sub. 13, Chicago, Milwaukee, 
t. Paul and Pacific Railroad Co. Certificate proposed, subject 
to conditions. General commodities, between Channing and 
Sagola, Mich., over Michigan Highway 95. Conditions imposed 
limit service by motor to that which is auxiliary to, or supple- 
mental of, applicant’s rail service. 
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Pennsylvania (Philadelphia)—-MC 18921, Sub. 1, Fred D. 
Hoard. Certificate proposed. Household goods between Phila- 
delphia, on the one hand, and points in Del., Md., Va., and 
D. C., on the other, over irregular routes. 

Oregon (Astoria)—-MC 14583, Sub. 1, Elliott Transfer Co. 
Certificate proposed. Household goods between points in Clat- 
sop county, Ore., on the one hand, and points in Grays Harbor, 
Pacific, and Wahkiakum counties, Wash., on the other, over 
irregular routes. 

Texas (McCamey)—MC 8052, Sub. 3, H. Y. Schrader. Cer- 
tificate proposed. Machinery, equipment and supplies used in, 
or in connection with, the discovery, development, production, 
refining, manufacture, processing, storage, transmission, and 
distribution of natural gas and petroleum and their products 
and by-products, but excluding pipe stringing, or picking up in 
connection with the construction or dismantling of pipe lines, 
between points in N. M., Okla., and Tex., over irregular routes. 

Virginia (Big Stone Gap)—-MC 6328, Sub. 5, Tri-State 
Coach Corporation. Certificate proposed. Passengers and their 
baggage, between Hiltons and Mendota, Va., over-Virginia sec- 
ondary Highway 42. 

New Hampshire (Wilton)—-MC 4939, Sub. 2, Southwestern 
New Hampshire Transportation Co., Inc. Denial of application 
for certificate proposed. Wooden box shooks and wooden boxes, 
from Jaffrey, Peterboro, and Wilton, N. H., to points in Conn., 


’ Mass., and R. I. 


Ohio (Akron)—MC 3379, Sub. 30, John L. Snyder and 
Floyd M. Snyder, dba Snyder Brothers Motor Freight. Cer- 
tificate proposed. General commodities, with exceptions, serving 
Mt. Vernon and Newark, O., as off-route points in connection 
applicant’s otherwise authorized regular route operations. 

Maryland (Preston)—-MC 1824, Sub. 16, Preston Trucking 
Co., Inc. Denial of application for certificate proposed. General 
nos ae with exceptions, from and to points in Md., Va., 
an EC. 

Oklahoma (Tulsa)—MC 43, Sub. 3, S. H. McCright, dba 
American Transfer & Storage Co. Denial of application for 
certificate proposed. Household goods between points in Okla., 
Kan., Mo., Ark., Tex., and Colo., on the one hand, and points 
in Ill., Ind., N. M., Mich., O., Tenn., Ky., La., Neb., and Wis., 
on the other; and explosives between Joplin, Mo., and points 
within 15 miles of Joplin, on the one hand, and points in Ark., 
Okla., Tex., and Kan., on the other, over irregular routes. 

Massachusetts (Methuen)—-MC 106724, Paul Mortineau. 
Certificate proposed. Disabled motor vehicles, between Lawrence, 
Mass., on the one hand, and points in Vt., N. H., and Me., on 
the other, over irregular routes. 

New York (New York)—MC 106720, Daniel Schack. Permit 
proposed. Empty glass bottles, from New York, N. Y., to 
Newark, Passaic, and Irvington, N. J., with no transportation 
for compensation on return. 

Pennsylvania (Upper Darby)—-MC 106652, Nicholas Din- 
ella. Permit proposed. Uncrated furniture, from Philadelphia, 
Pa., to points in N. Y., N. J., Md., Del., and D. C., and rejected 
shipments on return, over irregular routes. 

Ilinois (Chicago)—-MC 106649, Sub. 1, Emil Moessinger. 
Denial of application for permit proposed. New uncrated com- 
mercial refrigerators and commercial refrigerator fixtures and 
parts thereof, from Chicago, Ill., to points in Ala., Ark., Fla., 
Ga., Ill., Ind., Ia., Kan., Ky., La., Md., Mich., Minn., Miss., 
Mo., Neb., N. Y., N. C., N. D., O., Okia:, Pa., S..C., S. D., 
Tenn., Tex., Va., W. Va., and Wis., and rejected shipments on 
return. 

Massachusetts (Lawrence)—-MC 106640, Leonide A. Du- 
breuil. Certificate proposed. Sand, gravel, and coal from Law- 
rence to points in Mass., and N. H., within 10 miles of Law 
rence, over irregular routes. 

Kentucky (Covington)—-MC 106513, Chester F. Eddy. Per- 
mit proposed. Commodities dealt in by chain department stores, 
under individual contracts or agreements, from Covington to 
points in Ind., Ky., and O., within a radius of 25 miles of Coving- 
ton, and rejected shipments of such commodities and empty 
containers on return. 

Pennsylvania (Shinglehouse)—-MC 106590, Sub. 1, John S. 
Pearsall. Certificate proposed. Passengers and their baggage 
between Shinglehouse, Pa., and Olean, N. Y., over a designated 
regular route. 

California (Alhambra)—MC 106423, McClain Truck Co. 
Certificate proposed. Road oils and liquid asphalt, in bulk, in 
insulated tank trucks, with or without spreading facilities at- 
tached, between points in Ventura, Los Angeles, Orange, and 
Riverside counties, Calif., on the one hand, and points in Arizona 
and Clark county, Neb., over irregular routes; and between 
points in the aforementioned, California counties, on the one 
hand, and points on the U. S,-Mexico international boundary, 
on the other, over irregular routes. 

New Mexico (Albuquerque)—-MC 106411, Transport Truck- 
ing Co. Certificate proposed. Automobiles and trucks, in initial 
and secondary movements, between Kansas City, Mo., and 
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points in Kan., and Mo., within a 50-mile radius thereof, on the 
one hand, and points in N. M., on the other, by truckaway opera- 
tion, over irregular routes. 


Utah (Salt Lake City)—-MC 106279, Sub. 1, George A. 
Browning. Certificate proposed. Passengers and their baggage, 
express, and newspapers, in the same vehicle with passengers, 
between Vernal, Utah, and Rangely, Colo., over a designated 
regular route. 


Maryland (Odenton)—-MC 105422, Sub. 1, Jerome Salkin. 
Permit proposed. Plastics saran monofilament, on spools, from 
Odenton, Md., to Chicopee, Ga., and empty spools from Chicopee 
to Odenton, over irregular routes. 


New York (Kingston)—-MC 105032, Sub. 2, Clifford Jack- 
son. Certificate proposed. Cement and lime, in bags, from the 
village of Rosendale, N. Y., and points within 2 miles thereof, 
to points within 150 miles of Rosendale; in Conn., N. J., N. Y 
and Mass., over irregular routes. 


lowa (Cedar Rapids)—-MC 103097, Sub. 5, Bee Line Transit, 
Inc. Certificate proposed. Passengers and their baggage, and 
express, mail and newspapers in the same vehicle with pas- 
—— between specified points in Ia., over designated regu- 
ar routes. 


Ohio (Stone Creek)—-MC 101093, Sub. 1, Harold Baker. 
Permit proposed. Brick, clay tile, clay pipe, and clay building 
materials, from points in Stark and Tuscarawas counties, O., 
to Chicago, Ill., to specified points in Ky., Mich., N. Y., Pa., 
Ind., and W. Va., over irregular routes, with return of rejected 
shipments. 

Colorado (Denver)—MC 89001, Sub. 8, A. W. Kendall. 
Permit proposed. Petroleum products, in bulk, in tank trucks, 
from Evansville, Wyo., to Brush, Colo., and from Glenrock, 
Wyo., to specified points in Colo.; the same commodities, except 
aviation gasoline, from Denver, Colo., to Cheyenne, Rawlins, 
and Rock Springs, Wyo., with no service to any airport. 

Massachusetts (Dracut)—-MC 86077, Sub. 1, Willard J. 
Hibbard. Permit proposed. Limeroll, lime and grit from Adams 
and Westfield, Mass., to points in Conn., Mass., N. H., R. L, 
and N. Y., over irregular routes. 

Pennsylvania (Warren)—MC 74618, Sub. 9, Carl R. Elm- 
quist and Harold M. Hunter. Certificate proposed. New un- 
crated furniture and household goods between all points in 
Warren county, Pa., on the one hand, and all points in Mass., 
and R. I., on the other, over irregular routes through N. Y., 
N. J., and Conn., for operating convenience. 

New York (New York)—MC 66562, Sub. 733, Railway Ex- 
press Agency, Inc. Certificate proposed subject to coincidental 
revocation, at applicant’s request, of certificate issued in MC 
66562, Sub. 74, and condition limiting the service to that auxil- 
iary to or supplemental of railway or air express service. Gen- 
eral commodities, moving in express service, between Cincin- 
nati, O., and Connersville, Ind., over a specified route, and 
return. 

Washington (Seattle)—-MC 21764, Sub. 4, Harmon Leonard. 
Certificate proposed. General commodities, with exceptions, be- 
tween Seattle, Renton, Auburn and Kent, Wash., on the one 
hand, and points in a specified portion of King county, Wash., 
on the other, over irregular routes. 

Ohio (Columbus)—MC 18124, Sub. 5, Aller & Sharp, Inc. 
Permit proposed. Specified commodities from Columbus, O., to 
Chicago, Ill., over a specified regular route, with return of re- 
jected shipments. Duplications eliminated. 


Ohio (Ripley)—MC 7716, Sub. 6, Germann Bros. Motor 
Transportation, Inc. Certificate proposed. General commodities, 
with exceptions, between Parkersburg, W. Va., and Cincinnati, 
O., over U. S. Highway 50, as an alternate route for operating 
convenience only. 


Washington (Mount Vernon)—MC 7228, Sub. 3, Ernest B. 
Olmsted. Denial of application for certificate proposed. Fruit 
and vegetables, fresh, frozen or partially processed; cannery and 
cold storage supplies; fish, meats or dressed poultry, frozen, in 
inner containers, in boxes, in lots of not less than 15,000 pounds, 
between specified points in Wash., on the one hand, and points 
in Wash., Ore., and Calif., on the other, over irregular routes. 

West Virginia (Wheeling)—MC 2793, Sub. 4, O. L. Hadorn. 
Certificate proposed. General commodities, with exceptions, be- 
tween specified points in W. Va., over designated routes. 


California (Los Angeles)—-MC 1849, Sub. 43, Northern 
Transportation Co. Certificate proposed. Explosives, between 
Los Angeles, Calif., and Silverpeak, Nev., over specified route. 

lowa (Dubuque)—MC 701, Sub. 5, John M. Sweeney. Cer- 
tificate proposed. Butter, cheese and empty butter tubs and 
cheese boxes from and to designated points in Wis., Ia., and IIl., 
over irregular routes. 

Nebraska (Fairmont)—-MC 436, Sub. 8, Gordon Nichols. 
Certificate proposed. Petroleum and petroleum products, in 
bulk, in tank trucks, from Council Bluffs, Ia., and points in Ia., 
within 10 miles thereof, to Bruning, Grafton, and McCool Junc- 
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tion, Neb., and rejected shipments on return movement, over 
irregular routes. 

' New Jersey (Camden)—MC 265, Sub. 12, Quaker City Bus 
Co. Certificate proposed. Passengers and their baggage, and 
newspapers, express, and mail, in the same vehicle with pas- 
sengers, in special operations, in round-trip sightseeing or pleas. 
ure tours, beginning and ending at Philadelphia, Pa., or Camden, 
N. J., and extending to Graymoor, at Garrison, N. Y., and the 
U. S. Military Academy, at West Point, N. Y., over irregular 
routes. 

Mississippi (Hattiesburg)—-MC 3009, Sub. 4, M. W. West 
and H. E. West, Certificate proposed. General commodities, with 
exceptions, between designated points in Miss., over specified 
regular routes. 

Alabama (Bessemer)—MC 40382, Sub. 4, F. W. Bruns. Cer- 
tificate proposed, subject to conditions, including the limitation 
of the service to be performed to that which is auxiliary to or 
supplemental of train service of the L. & N., S. A. L., A. GS, 
or the St. L. & S. F. General commodities, between Birming- 
ham, Ala., and Bessemer, Ala., over a specified regular route. 

Pennsylvania (Boyertown)—MC 21866, Sub. 23, West Mo- 
tor Freight. Certificate proposed. Refrigerated display cases, 
electric beer systems, advertising materials, and parts and acces- 
sories of refrigerated display cases and electric beer systems, 
from Wilkes-Barre, Pa., to points in Conn., Del., Md., Mass., 
N. J., N. Y¥., O., R. 1, Va., W. Va., and D. €.; and material used 
in the manufacture of refrigerated display cases and electric 
beer systems and rejected shipments, on return, over irregular 
routes. 


ALLEGHANY COMPLAINT HELD DEFINITE 

The Commission, division 4, has overruled a motion of the 
defendants in No. 29533, Alleghany Corporation vs. Guy Atwood 
Thompson, Trustee in Reorganization of the Missouri Pacific 
Railroad Co., and Frank A. ‘Thompson, Trustee in Reorganiza- 
tion of the St. Louis-San Francisco Railway Co., that Alleghany 
make more definite its complaint that the two brothers had 
effectuated common control of the two railroads in violation of 
section 5 of the interstate commerce act (see Traffic World, 
June 15, p. 1775). 

The division extended the time in which defendants are to 
file their answer to the complaint for 20 days after date of 
service of the order. 


RAIL ACCOUNTING SYSTEM MODIFIED 

The Commission, Division 1, has modified the “uniform 
system of accounts for steam railroads, issue of 1943,” and 
issued an order requiring all carriers by railroad, except in- 
dependently operated electric lines to comply with the system 
as modified, effective September 1. 

All of the modifications cancel accounts set up for water- 
line operations by railroads. It was explained at the Commis- 
sion that those operations had “disappeared,’”’ with the excep- 
tion of car-ferry operations, which it was said, would continue 
to have a place in the system of accounts. 


ADJUSTMENT OF RAW SUGAR IMPORT RATES 

The Commission, division 3, has issued an order authoriz- 
ing parties to Agent Hoke’s tariff I. C. C. No. 739 to adjust 
charges on numerous carload shipments of imported raw sugar, 
moved from southern ports to eastern destinations from March 
25, 1942, to February 28, 1943, to the basis of the rates pub- 
lished in Agent Hoke’s tariff I. C. C. No. 739, subject to a 
minimum weight of 80,000 pounds. 

The order said the applicable import rates in Hoke’s No. 
739 applied from shipside and were subject to a minimum 
weight of marked capacity of the car used and that it was the 
duty of the carriers to load the cars, but that in so loading 
they had failed to load to the market capacity of the cars. 
Then, effective March 1, 1943, in supplement 56 to Hoke’s 
I. C. C. No. 806, the carload minimum weight was reduced to 
80,000 pounds, according to the order, and the railroads, parties 
to the Hoke tariff, had asked authority to adjust the rates. 


NAPA TRANSPORTATION WATER AUTHORITY 


The Commission, division 4, by an order in W-523, Napa 
Transportation Co. Common Carrier Application, has vacated 
the certificate and order issued the applicant March 26, 1942, 
authorizing continuance in the transportation of commodities 
generally between the ports of San Francisco and Oakland, 
Calif., on the one hand, and, on the other, Vallejo, Mare Island, 
Napa, and Russ Island, Calif., and all other points on the Napa 
River and its tributaries below and including Napa. 

The order said the Commission had authorized merger of 
the Napa properties with Kellogg Express & Drayage Co., and 
that that company had informed the Commission it had dis- 
continued the water carrier operations and requested that the 
certificate be cancelled. 


July 20 





No, 2957! 


No. 2957 


No, 2958 


No. 2958 


No, 2958 





ORLD 


t, Over 


ity Bus 
je, and 
th pas- 
> pleas- 
amden, 
ind the 
regular 


'. West 
2s, With 
pecified 


is. Cer- 
nitation 
y to or 
. G. S,, 
irming- 
route, 

est Mo- 
y cases, 
d acces- 
ystems, 
_ Mass., 
ial used 
electric 
‘regular 


TE 


1 of the 
Atwood 

Pacific 
rganiza- 
leghany 
ers had 
ation of 
World, 


S are to 
date of 


‘uniform 
3,” and 
cept in- 
» system 


r water- 
Commis- 
e excep- 
continue 


ES 

authoriz- 
Oo adjust 
Ww sugar, 
n March 
‘tes pub- 
ect to a 


yke’s No. 
ninimum 
was the 
. loading 
the cars. 
> Hoke’s 
duced to 
s, parties 
ates. 


tITY 

23, Napa 
; vacated 
26, 1942, 
amodities 
Oakland, 
re Island, 
the Napa 


nerger of 
Co., and 
had dis- 
that the 





July 20, 1946 












No, 29578, Cudahy Packing Co., Chicago, Ill., vs. A. T. & S. F. et al. 


Rates, live hogs, carloads, from points in Colo., and Neb., to Los 
Angeles and San Diego, Calif., in violation of section 1. Asks cease 
and desist order and reparation. (K. J. Hansen, 221 N. LaSalle St., 
Chicago, Ill.) 

No. 29579, Eagle Cotton Oil Co., Meridian, Miss., vs. G. M. & O. 

Alleges that by application of provisions of revised service order 
263, and amendment 1, thereto, subjected to demurrage charges at 
Meridian, Miss., on three tank cars of nitrogen solution, consigned 
from Belle, W. Va., and Hopewell, Va., to Meridian, totaling $286, 
excluding federal tax, in excess of charges of $58.30 had the service 
order been made inapplicable, in violation of section 1. Asks repara- 
tion. (D. C. Callon, Box 1190, Meridian, Miss.) 

No. 29580, Dorsey Brothers and Dorsey Trailers, Elba, Ala., vs. A. C. L. 
et al. 

Alleges application of 6th class rates, carload shipments of 
automobile parts, made subsequent to June 28, 1944, from Monon- 
gahela, Pa., Chicago, Ill., Cleveland, O., and Holland, Mich., to 
Elba, Ala., in excess of 7th class rates, in violation of sections 1, 2 
and 3. Asks cease and desist order and reparation. G. P. Cochran, 
503 Title Guarantee Bldg., Birmingham, Ala.) 

No. 29581, Continental Oil Co., Ponca City, Okla., vs. A. T. & S. F. et al. 

Rates and charges, based on estimated weight of 6.6 pounds 
a gallon, liquefied petroleum gas, in tank cars, from points in La., 
Okla., and Tex., to refineries at Ponca City, Okla., and Wichita 
Falls, Tex., in violation of section 1 to extent in excess of 
application of estimated weight of 4.7 pounds a gallon. Asks a cease 
and desist order and reparation. (P. H. Kuhns, Continental Oil 
Bldg., Ponca City, Okla.) 

No. 29582, Dubuque Packing Co., Dubuque, Ia., vs. A. & R. et al. 

Alleges rates on fresh meats and packing-house products, in 
straight or mixed carloads, from Dubuque to points in Southern 
Classification Territory, were, are, and for the future will be in 
violation of section 1. Asks cease and desist order and rates. (War- 
ren H. Wagner, 719 Investment Bldg., Washington 5, D. C.) 

MC‘C-548, Chester Lapper, dba West Virginia Motor Express, Park, 
W. Va., vs. Francis W. Saunders, dba Saunders Motor Freight, 
Oakland, Md. . 

Alleges defendant for six months or more has, and is continuing 
to, transport glass and glass products in truckload lots from Clarks- 
burg, W. Va., to Baltimore, Md., and Washington, D. C., without 
authority under his certificate. Asks cease and desist order. (Har- 
old G. Henrly, 514 Transportation Bldg., Washington, D. C.) 


CAR UNLOADING ORDERS 


By service order No. 543, the Commission, division 3, has 
ordered the Santa Fe to unload a car containing sheet alumi- 
num on hand at Wichita, Kan., consigned to Material Distrib- 
utors, Inc., and to inform the director of the Commission’s 
Bureau of Service when, where, and by whom the unloading is 
performed, at which time the order will expire. 


By service order No. 544, the division has ordered the New 
Orleans & Northeastern to unload a car loaded with saw mill 
machinery now on hand at New Orleans, La., for export, con- 
signed to George M. Leininger. The order will expire when 
the carrier informs the Commission’s Bureau of Service when, 
where, and’ by whom the car was unloaded. 


By service order No. 545 the Commission, division 3, has 
ordered the Terminal Railroad Association of St. Louis to un- 
load “forthwith” five cars containing various commodities on 
hand at St. Louis. Mo., consigned to Majestic Manufacturing 
Co. The railroad is to notify the director of the Commission’s 
Bureau of Service when, where, and by whom the unloading 
— performed, at which time the order will expire by its 
erms. 

By service order No. 547 the Commission, division 3, has 
ordered the Missouri Pacific to unload 22 box cars containing 
various articles at St. Louis, Mo., and to report to the director 
of the Commission’s Bureau of Service when, where, and by 
whom the unloading is completed, when the order will expire. 


N. Y. C. CAR UNLOADING ORDER 


The Commission, Division 3, by service order No. 548, dated 
July 16, directed the New York Central Railroad Co. “im- 
mediately” to unload 17 cars of various commodities on hand 
at Utica, N. Y., consignefl to Foster Brothers Manufacturing 
Co., and notify V. C. Clinger, director of the Commission’s 
Bureau of Service, in Washington, on completion of the unload- 
ing. It appeared, said the Commission, that the cars, contain- 
ing wire, waste, pipe, steel, tubing and cotton, had been on 
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hand for an unreasonable length of time and that delay in un- 
loading was impeding use of such cars. 


BOX CAR DEMURRAGE ORDER 


By amendment No. 4 to service order No. 369, effective 
7:00 a. m., July 24, the Commission, division 3, has amended 
the provisions of the original order setting up penalty demur- 
rage charges on closed box cars, whether or not included in an 
average agreement, when held for loading or unloading, so 
that the charges will apply on such cars held also for “orders, 
bill of lading, payment of freight charges, reconsignment, diver- 
sion, reshipment, inspection, forwarding directions.” 

The original order, issued in November, 1945, as amended, 
would have expired September 15. The latest amendment car- 
iw -- expiration date (see Traffic World, Nov. 17, 1945, p. 


REROUTING OF MISSISSIPPI CENTRAL TRAFFIC 


Railroads connecting with the Mississippi Central on freight 
traffic routed over that road, have been ordered by the Com- 
mission, division 3, in Service order No. 546, Rerouting of Traf- 
fic—Strike on the Miss. Cent. R. R., to forward such traffic via 
routes most. available to expedite its movement and prevent 
congestion. The order said the railroad could not transport 
traffic offered it because of a strike of certain employes. 

The order was made effective from July 12 to July 31, and 
directs carriers to reroute the traffic without regard to routing 
of shippers or delivering railroads, or ownership of cars. Billing 
covering such cars are to carry reference to the order as author- 
ity for rerouting. 

The order carried the usual provisions for suspending car 
service practices in conflict with its terms, and for the applica- 
tion and division of rates. 


Oo. D. T. GREAT LAKES TOWING OPERATION 


The Office of Defense Transportation has announced ter- 
mination of its operating agreement with the Great Lakes 
Towing Co., of Cleveland, O., effective 12:01 a.m., July 19. On 
and after that date, the O. D. T. will operate the company’s 
transportation system on behalf of the government, according 
to the announcement, which continued: 

The O. D._T. assumed possession and control of the towing com- 
pany’s property on November 29, 1945, under an executive order of the 
President following a labor dispute between the company and the 


Tug Firemen, Linemen, Oilers and Watchmen’s Protective Association, 
i a Pe ae 


At that time, the O. D. T. entered into an agreement whereby the 
towing company operated and managed the transportation system and 


assumed full financial responsibility under O. D. T. Federal Manager 
Laurence C. Turner. 


Today’s (July 11) action was taken as a result of an order of the 
National Wage Stabilization Board issued on May 29, 1946, calling for 
increases in wages of $1.53 a day and arbitration of the dispute which . 
led to O. D. T. seizure of the property. 

Mr. Turner will continue as federal manager and will be assisted 
by H. R. Osmond as general attorney and Joseph L. White as federal 
auditor. ‘ 


Oo. P. A. RATE CONTROL ENDED 


Announcement that, with the expiration of the O. P. A. act 
June 30 the requirement that common carriers file with O. P. A. 
30-day notices of intention to file rate increases was no longer 
effective (see Traffic World, July 6, p. 23) was based on the 
fact, it was explained in answer to inquiries, that both the price 
control and the stabilization acts expired June 30. The require- 
ment that common carriers give the notice of proposed rate in- 
creases was contained in the stabilization act and, under that 
act, the O. P. A. was directed to receive the notices. 

The act that President Truman vetoed and the veto of which 
was sustained by the House provided for extension of the 
stabilization act as well as the price control act. 

Confusion as to the situation with respect to the require- 
ment for giving notice as to rate increases, it was said, arose 
from the fact that some believed that the stabilization act was 
still in effect. Some carriers were advised, however, it was 
understood, to continue to file notices of proposed increases with 
the O. P. A., pending final determination of whether the O. P. A. 
and stabilization acts were to be revived in some form. This 
advice was given on the theory that the carriers had the machin- 
ery to carry on as they had with respect to the notices and that 
it would be easier to continue sending the notices than to cease 
doing so and later have to begin over again if the price control 
and stabilization acts were revived. 





MISSISSIPPI VALLEY BARGE-CAMPBELL MERGER 


Improved operation of the properties of Mississippi Valley 
Barge Line and Campbell Transportation Co. under a leasing 
arrangement approved by the Commission in 1944 is cited in an 
application in Finance No. 15391 of those two companies for 
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authority to merge the properties into one corporation—Missis- 
sippi Valley Barge Line Co.—for ownership, management and 
operation, and for transfer of the certificate now held by Camp- 
bell to Mississippi. 

The application said Campbell was under control of Valley 
by reason of the purchase of the capital stock of the former 
approved in Campbell Transportation Control, 250 I. C. C. 9. 


It said the merged properties would operate on the Ohio 
River between Pittsburgh and Cairo, about 1,000 miles; on the 
Mississippi River between St. Louis and New Orleans, about 
1,181 miles; also on the Monongahela River between Fairmont, 
W. Va., and Pittsburgh, on the Allegheny River between 
Kittanning, Pa., and Pittsburgh; and on the Kanawha River 
between Charleston, W. Va., and Point Pleasant, W. Va. 


Pacific Inland Bureau Protests 
Traffic Interchange Recommendation 


The Pacific Inland Tariff Bureau, Inc., has filed excep- 
tions to the proposed report of Examiner Beverley S. Simms 
in MC C-510, Interchange of Traffic Within Terminal Areas. 
The examiner had recommended finding that the motor com- 
mon carrier whose only service under joint rates under inves- 
tigation by the Commission (in I. and S. M-2609, Interchange 
of Traffic at Point of Origin, coupled with MC C-510 in the 
examiner’s report) was performed within terminal areas was 
not properly party to the joint rates (see Traffic World, June 
1, p. 1639). 

The bureau said the examiner’s conclusion appeared to 
be based entirely on the Commission’s decision in Palisano 
Common Carrier Application, 30 M. C. C. 591. 

“In that decision it is true that the Commission found 
that the services being performed by the carrier were exempt 
and construed the word ‘for’ in section 202 (c) (2) to mean 
that the services were performed for the connecting carrier 
who _ the line-haul carrier,” said the bureau, and con- 
tinued: 


In our brief we argued, and repeat, that the arrangements here 
under investigation are that a shipper calls a carrier for a pick-up, that 
carrier makes the pick-up, transports the shipment to its terminal with 
the exception of transporting same to final destination, and then, and 
only then, does it become known that there is no available equipment 
for transporting the shipment on that day and a competing carrier is 
then called to perform the transportation. 

Under the facts stated and found by the examiner, how can it 
then be said that the pick-up was made for the account of the line-haul 
carrier who had no knowledge whatsoever of any shipment to be made 
until the pick-up carrier so advised it? 

We believe the examiner has overlooked the following findings of 
the Commission in Palisano Common Carrier Application, supra: 

“Essentially the situation in every case is that the line-haul carrier, 
having the right to perform this local service, elects rather to have 
another carrier to do it for him.”’ 

The situation in the Palisano case would appear to be that which 
exists in practically all instances where local cartage companies contract 
with over-the-road carriers to do their picking up and delivering, in 
which cases the shipper intends that’ the line-haul carrier perform 
that service. 


In the instant case, it said, so far as the shipper was 
concerned, the pick-up carrier would in most instances be the 
line-haul carrier, although he was charged with the knowledge 
of the tariff provision that provided for an interchange be- 
tween the pick-up carrier and a given line-haul carrier at 
point of origin. 

Furthermore, it said, there was no provision in part II 
of the interstate commerce act that gave a shipper the right 
to route his shipment, as provided in connection with rail 
shipments. It continued: 


Webster’s New International Dictionary defines the word ‘‘for,’’ 
among other definitions, as ‘‘indieating that in place of which, instead 
of which, or representing which, anything is, acts, or serves’’ which 
we believe substantiates our contention that the line-haul service in 
the instant case is performed for the account of the pick-up carrier 
and not the reverse as the examiner finds based on the Palisano decision. 


The situation here was directly the reverse of situations 
found to exist in the Palisano case, said the bureau, and, 
therefore, that case was not controlling. 


Pick-up carriers might, without breaching their contracts 
with the shippers, turn over to other carriers for line-haul 
movement shipments they themselves had undertaken to carry 
from origin in an initial line-haul movement, contended the 
bureau, adding that each of the carriers involved was one 
holding a certificate from the Commission to operate between 
Portland, Ore., and Seattle, Wash., and were in no sense 
exempt carriers as were strictly local cartage carriers per- 
forming no service except within terminal areas. It continued: 


TRAFFIC WORLD 


By reason of being certified carriers they have the right under 
section 216(c), part II of the act to establish reasonable through routes 
and joint rates and this we believe they have done by the publication of 
joint routings with interchange points at either origin or destination 
in the same manner as they may elect to establish interchange points 
somewhere along the route of travel. 

Since, therefore, as previously stated, a shipper does not have the 
right under part II of the act to route the shipments, thereby forcing 
the carriers to observe that routing, we contend that there can be 
no breach of the bill of lading contract by the pick-up carrier. when 
it elects to forward the shipment over a route over which the lowest rate 
is applicable. 














The bureau asked the Commission to find that the serv. 
ices under investigation were not exempt under section 202 
(c) (2), that there was no breach of contract on the part of 
the pick-up carrier, and that the carriers be permitted to 
continue operations under joint routings in the tariff in the 
future “as they have for at least ten years in the past.” 









Compromise Possible on W. S. A. 
Citrus Rate Proposal 


Hearing on W. S. A. petition that fourth-section relief 
on citrus from Florida be vacated or modified and rail 
rates raised, adjourned to give parties opportunity to 
discuss compromise. Stipulations to be filed if agree- 
ment reached. Otherwise, briefs to be filed by Sep- 
tember 1 























Hearing on the fourth day in Fourth Section Application 
No. 17041, Citrus Fruits to Albany, Rensselaer, and Troy, N. Y.,, 
and embraced fourth-section cases, in which the War Shipping 
Administration asked the Commission either to vacate the 
orders in their entirety or prescribe higher rail rates on citrus 
fruit from Florida, was adjourned to give the parties time to 
attempt a compomise. 


The hearing was before Commissioner Mahaffie and Ex- 
aminer Mohundro, and dealt with the fourth-section relief 
granted the railroads to enable them to meet water competi- 
tion before water rates came under Commission jurisdiction, 
as part of the general attack of the W. S. A. on all water- 
competitive rail rates (see Traffic World, July 13). 


The possibility of a compromise proposal rests on the abil- 
ity of the parties to agree on the level of the truck rates to 
Florida ports, those rates being unpublished, as a factor in the 
water rates, so that the railroads may have more accurate in- 
formation about the water rates they must meet. 


The parties are to file stipulations with the Commission by 
June 19. If they are unable to agree, briefs will be submitted 
by September 1. 


It was shown that truck costs had increased from 57 to 
70 per cent since suspension of the water carrier services be- 
cause of the war, and it was said that preliminary discussions 
had revolved around the possibility of increasing the truck rate 
factor 50 to 75 per cent. 


Before the possibility of the compromise was _ broached, 
D. W. Barton, of the Bull Steamship Co., while saying it was 
impossible at the moment, because of uncertainty of some of 
the increased costs to be met by the water lines, to estimate 
with accuracy what increased rates might be needed, said he 
was convinced the increase could not be less than 30 per cent. 

James B. Sweeney, vice-president, Merchants & Miners 
Transportation Co. He said that, effective April 6, 1940, M. & M. 
was granted a 5-cent differential under the all-rail rate at 
Baltimore, and said the company would be satisfied if the dif- 
ferential was extended to Philadelphia. 

E. K. Laux, traffic manager of the Port of New York 
Authority, testified in support of the W. S. A. petition. He said 
coastwise shipping companies had not shown “any anxiety” to 
begin operations since the war and that present costs offered 
them no encouragement for potential earnings that would en- 
able them to break even. He said the Authority had been 
informed that “the vast majority of freight rates of these lines, 
upon which they. depend for earnings, cannot be raised because 
the traffic normally moved under such rates is competitive to 
the railroad and the latter fix the ceiling rates over which the 
water carriers could not go with their rates. Until the rates 
of the all-rail carriers on this competitive traffic are raised suf- 
ficiently the water carriers have no hope of commencing service 
without suffering heavy losses.” 


Mr. Laux referred to heavy expenditures by the water 
lines in New York for services and repairs, and said that, in 
1939, the 4,000,000 or more tons of coastwise cargo provided 
revenue to truckmen, lightermen, longshoremen, and pier labor 
in New York amounting to about $20,000,000. 
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Ex Parte 148-162 Hearing 


The Secretary of Agriculture has filed a petition with the 
Commission asking that a hearing be held in Washington, D. C., 
in Ex Parte 148-162, following the completion of the now sched- 
uled hearings in that proceeding. 

In asking for a hearing in Washington, the Secretary of 
Agriculture said it was intended to introduce witnesses, includ- 
ing himself and other officials of the department, whose pres- 
ence in Washington was of utmost importance ‘and concerning 
whom the necessity of appearing at Chicago or elsewhere would 
be an official inconvenience.” 

He said the actual harvest of many of crops on which 
reports would be made to the Commission, in connection with 
prospective traffic volume, would be accomplished on or before 
September 1. The department, therefore, would be in a much 
better position to give the Commission actual harvest data, he 
said, rather than “the crop estimates, which have been scouted 
by the rail carriers.” It would also be possible to forecast with 
more accuracy the plans of the department for the 1947 crop 
year, he said. 

Because of the uncertain position of the Office of Price 
Administration, the secretary said if that agency could not 
appear in the hearings now assigned, its plans calling for heavy 
testimony at the Chicago hearing, the Department of Agricul- 
ture intended to present “certain evidence pertinent to our 
interest in the proceedings which, under our cooperative ar- 
rangement, would have been offered by the O. P. A.” He said 
this evidence was so detailed it was doubtful that it could or 
would otherwise be offered by other public or private. agencies. 

He added that a number of national farm groups and other 
organizations whose convenience would best be met at Wash- 
ington hearing had asked the department to file the petition. 

He said the department had received informal information 
that the rail carriers would seek a rebuttal hearing in Washing- 
ton and that, if they did, and it was granted, “a decision to 
which we would not object,’”’ such a hearing could be assigned, 
if the railroads desired, to follow at a reasonable interval the 
presentation of the government’s case. 

The secretary said the Commission should regard the peti- 
tion as a reasonable one because of the manner in which the 
department had cooperated to effect speedy decisions heretofore 
in these proceedings. It was not his intention, he said, to delay 
the decision ‘‘in the premises.” 


Subpoenas Duces Tecum Denied 


The Commission, division 2, by an order in Ex Parte 148— 
162, has denied a petition filed by iron ore mining companies in 
the Lake Superior region for subpoenas duces tecum to be 
served on the C. & N. W., the Milwaukee, the Northern Pacific, 
and the Soo Line, for the production of records of operations 
of the branch lines of those railroads in the Lake Superior 
region. 

The mining companies said the records of those branches 
would show that the iron traffic was and would continue to be 
profitable (see Traffic World, July 13, p. 101). 


General and Interterritorial Testimony 


Questions raised by the state commissions of Tennessee and 
Idaho as to whether or not general and interterritorial testi- 
mony must be presented at the Chicago hearing the week of 
July 22, brought replies from the Commission that it would 
prefer to have all such testimony put in at Chicago rather than 
at other hearings. However, the Idaho commission was told 
that, if it would be more convenient, it might offer such testi- 
mony at the Salt Lake City hearing. 


In serving notice of the hearings at Buffalo, Atlanta, Gal- 

veston, and Salt Lake City, the Commission made it known that 
it expected testimony of a general nature and testimony relat- 
ing to interterritorial rate questions would be presented at the 
Chicago hearing (see Traffic World, July 6, p. 27). 
_ Replying to Leon Jourolmon, Jr., of the Railroad and Pub- 
lic Utilities Commission of the State of Tennessee, who said 
the Southern Traffic League and a number of southern freight 
bureaus would ask to introduce general testimony and inter- 
territorial testimony at the Atlanta hearing, Secretary Bartel, 
of the Commission, reiterated the Commission’s desire to have 
such testimony offered as far as possible at Chicago “where all 
Interests presumably will be represented,” and added: 

“You as a cooperating commissioner can appreciate the 
desirability of having such testimony taken at a central hearing 
Where representatives of the territories involved can meet.” 

_ The Idaho commission objected to traveling 1,500 miles to 
lcago and expressed a preference for presenting interterri- 
torial matter at the Salt Lake hearing. 
_ Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, referring to the 
Tequests of the two state bodies, said he appreciated the Com- 
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mission’s reasons for wanting such testimony put in at Chicago, 
but said state commissions and others planning to present testi- 
mony at the regional hearings were finding it difficult to divide 
their testimony “in the manner desired by the Commission.” 


Southern Traffic League Wants Postponement 


The Southern Traffic League has asked the Commission to 
permit no additional general increase in Ex Parte 162; to post- 
pone all assigned hearings; to require the carriers to furnish 
monthly reports on the revenue effect of the increases of July 
1, 1946, and on traffic handled since May 1. In the event there 
is no general postponement of hearings, the league asked that 
the Atlanta hearing, set for August 8, be postponed for at least 
30 days. It also asked that the scope of the hearing at Atlanta 
embrace interterritorial rates from and to Southern Territory. 

The league said the time was too short for it to prepare 
data on interterritorial rates for the Chicago hearing or the 
Atlanta hearing. 

Among other things, the league expressed the opinion that 
rail traffic volume in the last half of the year would exceed 
that in the first half. This, it said, was due to strikes in the 
first half, and to the uncertainty of price control. While con- 
tinuation of the Office;of Price Administration was under con- 
trol, it said, “the producers of agricultural products, livestock, 
raw materials, and manufactured goods withheld their sales 
and shipments from the market in order to benefit from the 
termination of the Office of Price Administration.” In the 
opinion of its members, it said, the debate in Congress had 
seriously curtailed the volume of rail traffic. 

The league said it had a “very important interest” in the 
class rates resulting from the interim order in No. 28300, Class 
Rate Investigation, 1939, now under suspension pending appeal 
to the Supreme Court of the United States. It said it was an 
active litigant in that proceeding and supported the Commis- 
sion’s order and general findings. Members were anxious to 
present their evidence with respect to interterritorial rates, 
particularly the class rates, and also their commodity rates, the 
league said. It also said more time should be allowed to pre- 
pare evidence with respect to changes in rates on numerous 
and varied commodities. 


Rails Oppose: Southern League 


The railroads, replying to the petition of the Southern Traf- 
fic League for postponement of the hearings in Ex Parte 162, 
said it was without merit and should be denied. Time was of 
the essence, they said, “since if the railroads are entitled to the 
increases sought by them herein every day’s delay in disposing 
of their application means an unrecoverable loss to them of 
several million dollars.” 

Under the circumstances, they added, any avoidable delay 
in hearing and determining the issues would be inexcusable. 
The league had offered no valid reason for delay, they con- 
tinued, as its allegations with respect to inadequacy of time to 
prepare for the hearings referred only to the time since June 
20, the date of the Commission’s report on preliminary hearing. 
They observed that the petition of the railroads outlining the 
proposed increases had been filed more than two months before 
that so that the league had only itself to blame if it waited 
until after June 20 to begin preparation in opposition to the 
carriers’ proposals. 


Coal Bureaus Ask Denial 


The Midwest Coal Traffic Bureau; the Wisconsin Coal 
Bureau, Inc., and Maher Coal Bureau; and The Lynchburg 
(Va.) Traffic. Bureau, have asked the Commission to deny the 
petition of the railroads in Ex Parte 162 for increased emer- 
gency rates on bituminous and anthracite coal, lignite and 
coke. The railroads asked increases of 15 cents a net ton or 
17 cents a gross ton, after the Commission granted them tem- 
porary increases of 6 cents a net ton or 7 cents a gross ton 
when rates were $1.00 a ton or less, and 8 cents a net ton or 
9 cents a gross ton when rates were higher than $1.00 a ton 
(see Traffic World, July 13, p. 97). 


Texas Intrastate Rates 


Railroads operating in Texas, and the New Orleans Traffic 
and Transportation Bureau have asked the Commission to re- 
instate its order of December 18, 1942, in No. 28846, Increase 
in Texas Rates, Fares and Charges. This case involved Texas 
intrastate fares and rates and the order mentioned authorized 
the carriers to increase intrastate fares and freight rates and 
charges by amounts corresponding to the increases in interstate 
charges in Ex Parte 148. The order in No. 28846 was, with the 
order in Ex Parte 148, suspended from time to time after May 
15, 1943, the latest suspension being to a date six months after 
the termination of World War II. The carriers asked that they 
now be authorized to apply the increases granted in Ex Parte 
148—162 to present Texas intrastate freight rates and charges, 
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and that the first-class passenger fare increases authorized in 
1942 be continued without change. 

The New Orleans Bureau asked reinstatement of the order 
in No. 28846 on the ground that the recent decision in Ex Parte 
148—162 had restored the discrimination in Texas against In- 
terstate Traffic about which it had originally complained. 


State Commission Action on 
Ex Parte 148 Increases 


The Maryland commission authorized the application in- 
trastate of the Ex Parte 148-162 increases as authorized inter- 
state by the Commission, according to advices received by 
Frederick G. Hamley, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners. The North Da- 
kota commission hearing on the intrastate increases, scheduled 
for July 24 was postponed until further order of the Commis- 
sion due to conflict of the date with the I. C. C. hearing at 
Chicago July 22 in Ex Parte 148-162. 


No Extra Five Per Cent in Illinois 


The Illinois Commerce Commission, July 17, handed down 
an order granting increases intrastate paralleling those made 
effective interstate July 1 for national application, but denying 
the added 5 per cent made applicable interstate in Official 
territory. It gave no reason for not allowing the latter. 

It also denied any increase in minimum charges where 
pick-up and delivery were involved, and excepted from the in- 
crease on coal, movements from the Illinois mines to East St. 
Louis. As to the latter, it said the increase should be limited 
by the application of the rates from the Belleville group as 
a maximum to rates from other Illinois mines. 


The increased Illinois intrastate rates, the commission said, 
may be put in effect July 21, on one day’s notice, but they 
must be dated to expire in six months. 


Mr. Hamley reported that further advices received by him 
showed that the Iowa commission had authorized the Ex Parte 
148-162 increases for intrastate application; that the Washing- 
ton (state) Department of Transportation had authorized re- 
instatement of the original 6 and 3 per cent increases but had 
not granted the request for an additional increase on coal, 
lignite and coke and an increase in rates on pickup and delivery 
service, saying it would consider these matters on a separate 
application if filed: that the Kentucky commission had author- 
ized increase paralleling those of Ex Parte 148-162 except that 
the additional 5 per cent in Official Territory was denied, and 
that the New York commission had suspended tariffs that would 
make a 5 per cent increase in intrastate freight rates cor- 
responding to the interstate additional increase authorized by 
the Commission. 


Commissioners from Seven States to Meet 


Members of state railroad commissions of seven states 
will meet July 22, at the Morrison Hotel, in Chicago, to discuss 
the position their states should take in regard to the Ex Parte 14€ 
rate increase reinstatement. The states to be represented will 
be Arkansas, Kansas, Nebraska, North Dakota, Oklahoma, 
South Dakota, and Texas. The discussion will center on the 
effect the increases will have on widening the alleged discrimi- 
nation in freight rates against southern states. The meeting 
was arranged by J. C. Murray, of Little Rock, Ark. 


Kentucky Intrastate Rates Boosted 


General increases of 6 and 3 per cent on Kentucky intra- 
State traffic, similar to the increases authorized by the Commis- 
sion in its recent decision, have been granted by the Railroad 
Commission of Kentucky in its decision, July 10, in docket 
Nos. 653 and 639. The additional 5 per cent increase within 
Official Classification Territory was refused by the Kentucky 
commission because “it has not been shown to be just and 
reasonable for application on Kentucky intrastate traffic.” 

An analysis of the Commission’s decision discloses that the 
5 per cent increase was allowed “solely because of the greater 
need of increased revenues by the Official Territory carriers, 
other than the so-called Pocahontas Lines (Chesapeake & Ohio, 
Norfolk & Western and Virginian),” said the Kentucky com- 
mission, adding: 

It so happens, however, that none of the Official Territory carriers 
. . . has any intrastate line haul operations in Kentucky and few, 
if any, intrastate terminal operations within the state. Instead of 
working to the advantage of these carriers, the additional 5 per cent 
increase, if granted, would be a windfall to the C. & O., and to a much 
lesser extent, the N. & W., both of which are less in need of additional 
revenues than the southern and western carriers. . . . Of even greater 


moment, however, are the many rate disparities and discriminations 
which would follow from our granting this increase to the Official 
Territory carriers and withholding it from the other Kentucky carriers 
such as the L. & N., Southern and I. C., for whom such increases are 
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not sought in the present proceedings, except to the extent that they 
participate in the traffic between certain Ohio River crossings. 


The 6 and 3 per cent increases granted “shall be published 
effective on or after July 12, on one day’s notice,” the Ken- 
tucky commission ruled. 


Short Lines File “Substitute” 
Complaint in Per Diem Case 


The American Short Line Railroad Association has sent to 
the Commission, for filing, a substitute for the complaint sent 
by it to the Commission on behalf of its members on March 
26, in Alabama, Tennessee & Northern Railroad Co. et al. vs, 
Aberdeen & Rockfish Railroad Co. et al., attacking as unjust 
and unreasonable the per diem rate of $1.15 per car per day 
and claiming reparation in the sum of 20 cents per car per day 
from February 1, 1945. The association said the complaint now 
substituted for the one filed March 26 was intended to meet 
the Commission’s views that both complainants and defendants 
should be specifically named. 

“The complainants are those members who have specifically 
authorized the filing of the complaint,” it said. “The defendants 
are subscribers to the car service and per diem agreement.” 





Coal Rates, Indiana to Beloit 
Protested by Fairbanks Morse 


Fairbanks Morse & Co. has asked the Commission to sus- 
pend rates published in accordance with its decision in I. and §S. 
No. 5139, Coal to Beloit, Wis., and Northern Illinois, in which, 
the protestant said, the Commission ordered rates from mines 
on the Milwaukee in the Brazil, Ind., group to Beloit increased 
from $2.10 to $2.22.a ton, with a similar increase from the Lin- 
ton and Princeton, Ind., groups, without ordering a correspond- 
ing increase in the rates from the mines in the Springfield, Ill, 
group to Beloit (see Traffic World, July 21, 1945, p. 151). 

In so doing, said Fairbanks Morse, the Commission had 
disrupted the existing differential or rate relationship of many 
years standing between the Brazil mines served by the Mil- 
waukee and the mines in the Springfield group to Beloit, as 
well as the relationship between Brazil, on the one hand, and 
other mining groups in Illinois and western Kentucky, on the 
other. 

There was no reason, it said, from a transportation stand- 
point, or otherwise, why “the rates from mines in the Brazil, 
Ind., group served by the Milwaukee Railroad to Beloit for a 
distance of 255.2 miles over its single line of railroad, and for 
an average group distance from all mines in the Brazil group 
to Beloit of 269 miles should be $2.22 per ton, whereas rates 
from mines in the Springfield, Ill., group to Beloit for an aver- 
age group distance of 276 miles should be $2.10 per ton, or 
twelve cents per ton lower.” 

It said the Springfield and Brazil group rates should be on 
the same level because the relationship of rates between those 
groups determined the relationship between Indiana, on the 
one hand, and Illinois and western Kentucky groups, on the 
other. 


ALTON REORGANIZATION 


Secretary Bartel, of the Commission, has sent to the parties 
to Finance No. 14030, Alton Railroad Co. Reorganization, copies 
of ballot forms and other submission material for use by the 
holders of certain securities on July 25, to vote on the plan of 
reorganization. 

The secretary said the release was solely for service on 
parties to the proceedings for their information. Copies of the 
plan and other requisite material would be mailed to the cred- 
itors and stockholders entitled to vote on or about July 25, he 
said. 

The draft of the Commission’s order, and a notice of sub- 
mission of plan of reorganization, attached to the secretary's 
message, show that the plan is to be submitted to four classes 
of security holders, and that ballots must be filed in duplicate 
with the Commission on or before September 3. 


N. & W. EMPLOYES’ SAFETY CONTEST 


The Norfolk & Western Railway, which has won national 
honors during several years for its low accident rate among 
employes, has announced a system-wide employes’ safety con- 
test designed to keep the rate of accidents at the lowest possible 
level. At the end of the year, a certificate of merit will be 
awarded to the division, terminal, shop or other competing de- 
partment in each of seven groups which make the best safety 
record. Certificates of achievement will be awarded those units 
making perfect records. 
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Rail Testimony Continues in 
Georgia Rate Case at N. Y. 


Southern, Seaboard and G. M. & O. officials say rail- 
roads have aided in the development of the resources 
of the South and that rate structure under rate com- 
mittee procedure has been instrumental in bringing 
many industries to that region. Pennsylvania vice- 
president says inter-related rate structure and com- 
plexity of routings make rate committee procedure a 
necessity 


For more than five hours, July 11, E. R. Oliver, Washington, 
D. C., vice-president, Southern Railway System, a defense 
witness in Georgia’s freight rate suit against southern and 
eastern railroads, was under cross-examination by Claude Shaw, 
Georgia assistant attorney general, which at times became so 
confusing that Mr. Shaw repeatedly was forced to reframe his 
questions. 

The Georgia lawyer, at the hearing before Special Master 
Lloyd K. Garrison in New York, sought again and again to draw 
from the witness an admission that an unseen force controlled 
the rates established by the southern carriers. Mr. Shaw during 
his examination delved into rates on numerous commodities, 
including wood, paper, chemicals, textiles and gasoline. Mr. 
Oliver repeatedly asserted that in the establishment of joint 
rates it was necessary for the originating carrier to obtain the 
concurrence of the other carriers involved in the proposed rate 
before the rate could be published. 


Much of the day was spent in wrangling over the admissi- 
bility of certain letters which Mr. Shaw read into the record 
during the cross-examination and repetition of questions each 
seeking to elicit an answer favorable to Georgia’s charges of 
coercion and conspiracy. 


Seaboard Official Testifies 


R. T. Etheridge, Norfolk, Va., freight traffic manager for 
the Seaboard Air Line Railway, testifying July 12, said that 
he finds it “impossible to devise, or indeed to imagine, an ade- 
quate substitute for the existing conference method of railroad 
rate-making.” 

Asserting that consultation between and among railroads 
is necessary in determining rates, particularly joint rates, Mr. 
Etheridge said that if this procedure were prohibited, he, as a 
traffic official of the Seaboard Air Line Railway, “would not 
be able to arrive at rates with any degree of exactness which 
would meet all the necessary requirements and conform to 
proper standards,” adding: 


I would not be able'to ascertain what effect such rates as I might 
propose would have on other shippers, receivers or localities, and it is 
my opinion that the ultimate result would be that all rates would have 
to be fixed by orders of the Commission. Stated simply, it would mean 
chaos in rate-making, -badly delay needed adjustments, and react gen- 
erally to the detriment of the shipping public as well as the carriers, 
with no benefit to anyone. 

On the other hand, the existing procedure under the so-called con- 
ference method facilities and expedites the handling of rate proposals 
and the subsequent publication of the rates contemplated thereby, at 
the same time providing a means for proper safeguards against vio- 
lations of the interstate commerce act. This is particularly true of 
joint rates which move the vast majority of the traffic, as consultation 
is a prerequisite to any such publication. 


“Rate Bureaus Not Coercive” 


_ Mr. Etheridge declared that rate bureaus are ‘cooperative 
In every sense of the word, and are not coercive.” In all the 
bureaus, he said, “the right of independent action on the part 
of any railroad is scrupulously preserved.” As evidence of this, 
he called attention to the fact that 19,309 independent notices 
were filed by carriers in Southern Territory from 1933 to 1944, 
ad we and of this number, the Seaboard Air Line Railway 
e ‘ 

No retaliatory measures of any sort have been attempted 
by other railroads or associations when a railroad takes inde- 
pendent action in regard to rates, the witness testified. More- 
over, he continued, there has not been any instance in which 
the Seaboard Air Line Railway has been coerced by either the 
Association of American Railroads or the eastern railroads in 
respect to the publication of proposed rate adjustments. 


Located 181 Industries in State 


Like other railroads serving the south, the Seaboard has 
done much to promote industrial and agricultural activities in 
the six southern states it serves, Mr. Etheridge said, and from 
January 1, 1935, to June 12, 1946, located 1,277 industries of 
various kinds, 181 of which are in the State of Georgia, on its 
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lines. Many of these industries, he added, are very important, | 
carrying large payrolls and producing tonnage in substantial 
volume. ; 
The witness asserted that he knew of no instance where a 
proposed industry failed to carry out its plans for a location 
on the line of the Seaboard because of the rate adjustment. On 
the other hand, he expressed the opinion that “many new indus- 
tries have located on the Seaboard Air Line Railway and on 
other railroads in the south primarily because of a more favor- | 
able rate adjustment than in some other territory, plus such 
additional advantages as availability of source of raw materials. 
“It is a fact which can be demonstrated, if necessary, that 
rates on raw materials such as logs, pulpwood, scrap iron and ; 
lime are on a lower level between points in Southern Territory |; 
than between points within the east,” he said. 
In an effort to develop ways and means of obtaining addi- | 
tional traffic at rates which are deemed to be compensatory, } 
Mr. Etheridge testified, the railroads are constantly studying | 
their rate structure. 
“To attract freight,” he explained, “they must establish | 
freight rates which will cause traffic to move freely, at the 
same time yielding some margin of profit over the cost of per- 
forming the service. The railroads are public servants, but 
unless they can operate profitably, they cannot faithfully and | 
efficiently discharge their public obligation.” 


Charges That State Misleads 


During his testimony, Mr. Etheridge declared that the 
State of Georgia has, in several instances, made “erroneous 
and misleading” statements in its trial brief. The witness dis- 
cussed some of these instances at length and quoted from the 
trial brief as follows: 


Apart from substitute and feeder service, not covered by the reso- 
lution, and apart from the truck-rail rates established by the Texas- 
Pacific Railroad in territory outside the scope of the resolution, the | 
defendants, down to the present time, have consistently pursued a gen- | 
eral policy of refraining from establishing joint truck-rail rates. 


“Exhibits submitted by the State of Georgia,’ Mr. Eth- 
eridge testified, “involve the matter of joint rates between 
points on the Cheraw and Pageland Transportation Co. on the 
one hand and the railroads in Official and Southern Territory 
on the other. The Chesterfield and Lancaster Railroad, operat- 
ing as a common carrier by rail between Cheraw, S. C., and 
Pageland, S. C., discontinued operating on March 20, 1941. The | 
C. and P. Transportation Co. obtained the necessary authority 
from the Interstate Commerce Commission to serve, by the use 
of motor trucks, the territory through which the former Ches- 
terfield and Lancaster operated. Southern lines recommended 
the establishment of joint rates in connection with this truck 
line. Since there were involved both intra-territorial and inter- 
territorial rates, Chairman Joseph Kerr of the Southern Freight 
Association forwarded the approved recommendation to the 
chairmen of .other territories. Concurrence of Western Trunk 
Lines was received, but the railroads in Official Territory first 
expressed non-concurrence, through their several associations, 
with the result that joint truck-rail rates between points within 
Southern Territory only were published with the beginning of 
operation of the C. and P. Transportation Co. on May 18, 1942. 
Upon reconsideration the carriers in Official Territory extended 
their concurrence and rates became effective in the several 
interterritorial tariffs on different dates beginning with April 5, 
1943. 


Thus it will be seen that the plaintiff has not fully informed the 
court regarding the establishment of joint truck-rail rates in conneéc- 
tion with the C. and P. Transportation Co., or, for that matter, other 
certificated truck lines similarly located and in operation. 


The witness then proceeded to tell of other similar in- 
stances where joint truck-rail rates were established by the 
Seaboard in connection with truck lines. 


Franklin Testifies 


The eastern railroads opened their defense of the freight 
rate suit brought by the state of Georgia against 20 eastern 
and southern carriers with Walter S. Franklin, Philadelphia, 
vice-president, Traffic, Pennsylvania Railroad, testifying before 
U. S. Supreme Court Special Master Lloyd K. Garrison at 
New York July 16. 

Shortly before Mr. Franklin took the witness stand, the 
southern carriers concluded their defense, presenting as their 
last witness Karl G. Gottschaldt, Mobile, Ala., traffic manager 
of the Gulf, Mobile and Ohio Railroad. 


When the eastern carriers have completed their defense, 
the Association of American Railroads will present a number of 
witnesses who will outline the position of the association. 
It has not been named as a defendant in the suit, these will 
appear for the purpose of clarifying the record as to certain 







































































































164 





allegations respecting the association that have been placed 
in the record. 


Mr. Franklin testified that, if the railroads in the public 
interest were to live up to the obligations imposed on them 
by the interstate commerce act, it was absolutely necessary, 
when rate changes were considered, for a railroad to learn in 
advance the attitude and views of shippers and other rail- 
roads, and that the only means of gaining that information was 
by conferring with shippers and other railroads. 


The witness observed that, in addition to their legal respon- 
sibilities when instituting rate changes, the railroads must also 
seek to avoid a vast mass of controversial litigation that would 
certainly delay and might destroy the usefulness of any pro- 
posed rate change. He added that the only means by. which 
these two obligations could be met was by the conference method 
of rate making attacked in the suit, saying: 


It is important to understand that every proposed rate change 
involves potential litigation before the Interstate Commerce Commission, 
because of the numerous requirements of the law of the Commission 
to which rates must conform. The act to regulate commerce does not 
merely impose the requirement that rates shall not exceed a reasonable 
maximum, but imposes other requirements as to the relationship 
between rates, such as that they must not discriminate between persons 
or places and regions, or between connecting railroads. 

There is always fear on the part of someone that a proposed rate 
will disturb one or another of these relationships and, under the law, 
shippers, communities and other carriers have a right to insist that 
they shall not be prejudiced by*a change in the relationship. If the 
relationships are disturbed, there is at once a case before the Com- 
mission. It would be possible to let all of these cases go to litigation 
before the Commission, but the result would be an enormous delay and 
expense. and would practically break down the regulatory activities 
of the Commission through imposing too great a burden on that body. 

Accordingly, before the change in rates is decided upon, it seems 
reasonable and necessary to see whether these possible conflicts can 
be ironed out in advance without having a case before the Commission. 
This is an important reason for conferring, not merely with other 
railroads, but with shippers and communities which might have grounds 
for bringing a proceeding before the Commission unless their points of 
view were recognized by proper consideration in advance. 


Complexity of Rate Structure 


Mr. Franklin illustrated the complexity of the freight rate 
structure by pointing out that there are more than 24,000 dif- 
ferent routes available for the movement of traffic between 
Atlanta and Buffalo, participated in by 47 railroads and seven 
steamship lines. The Pennsylvania railroads alone participate 
in 3,577 routes, he said, adding: 


As will be obvious, the existence of all these routes gives the 
shipper a wide choice, and the end result is intense competition among 
the railroads, each striving to obtain the traffic over the route that 
produces the highest earnings to it. Inasmuch as the Commission 
gives the shipper the right to route traffic, it is apparent that shippers 
have considerable advantage in their bargaining with railroads. For 
this reason, shippers ar2 interested in and insist that all available 
routes be kept open and on an equality. 


Mr. Franklin testified that, because of such complexities 
of routes between different points throughout the country, 
freight rates were completely interdependent, so that a change 
in one rate means giving consideration to many others. The 
conference method, he said, was the only means of doing so 
efficiently, adding: 


The rate bureaus provide machinery that serves other purposes 
within the sphere of railroad cooperation which has been recognized 
as lawful by the Commission. This involves, among other things, the 
protection of the railroads’ revenues. I do say, however, at this point, 
that the most usual and primary purpose of the rate conferences and 
bureaus is to enable all the railroads, communities, shippers and other 
interested parties, who would be affected by a rate change, to con- 
sider its various bearings in advance before letting the rate be pub- 
lished and then having to carry their troubles to the Commission. No 
one is more interested in having this machinery than the shippers 
and communities who desire to protect their rights under the interstate 
commerce act and prevent rate changes that they believe would be 
prejudicial to them. For over fifty years railroad traffic officers and 
the shippers have become accustomed to the committee method of 
procedure. The best possible proof that such procedure has been satis- 
factory to the shipping public is the record that, in spite of the great 
publicity which has been given to the hearings that have been held 
before both the House and Senate committees over a period of years 
in connection with a bill to place the regulation of the traffic asso- 
ciations and committees under the Interstate Commerce Commission, 
no shipper appeared in opposition to the present bureau procedure 
followed by the railroads. 


I cannot attempt to describe the disturbance and confusion which, 
from my experience, I know would result if these traffic committees 
and conferences could not carry out the important duties which they 
now perform. The present method of committee procedure gives to 
the public and the users of the railroads a full knowledge in advance 
of what adjustments are to be considered and thereby keeps those 
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interested informed, so that they may register their views in advance 
of action by any carrier. 


Routes Discussed 


In discussing the various routes between Atlanta and Buf- 
falo, Mr. Franklin testified that no single carrier served both 
cities directly. ‘Some railroads,” he said, “participating in 
joint rates, such as the Reading and D. T. and I., reach neither 
Buffalo nor Atlanta, not any of the gateways. Some reach one 
of these cities but none of the gateways, for example, the 
D. L. and W., G. T. and L. V. Some reach the gateways but 
neither of the cities, for example, W. Md., C. and O., N. and W. 
and C. and E. I. Some carriers reaching either of the cities 
directly also act as intermediate or bridge lines, for example, 
B. and O. and Pennsylvania.” He gave examples: 


As illustrative of the latter situation, the Pennsylvania in con- 
junction with the Southern Railway forms a joint route via Cincinnati 
and other gateways, but the Pennsylvania also acts as an intermediate 
link between the Southern, on the one hand, and the D. L. and W., L. 
V., Erie nor N. K. P., on the other. The same situation would obtain 
with respect to all major trunk lines. 

Under section 4 of the interstate commerce act, a rate to an inter- 
mediate point may not exceed the rate to a more distant point unless 
specific authority for relief is obtained from the Commission. Unless 
such authority was obtained between Atlanta and Buffalo, the number 
of routes would be restricted considerably. Following the decision of 
the Commission in the Southern Class Rate Case, relief from Section 4 
of the act was sought and obtained. Under such authority it is per- 
missible to handle traffic through West Point, Ga., and Montgomery, 
Ala., even though the rates from Buffalo to such points are higher 
than to Atlanta. 

If, for example, the D. L. and W. suggested a change in the iron 
and steel rate from Buffalo to Atlanta, it must necessarily consult 
with its connections, not only in Official Territory, because it 
does not reach any of the gateways, but also one or more 
of the Southern lines. Assuming that it approached the Penn- 
sylvania, then the Pennsylvania would have to consider the effect of 
such change on its own shippers, not only in Buffalo, but at other iron 
and steel points served by it. But the Pennsylvania could not stop 
there. To comply with conditions imposed under Section 3 of the act, 
it would have to decide whether such rate as the D. L. and W. might 
suggest should also be established via the numerous routes that the 
Pennsylvania participates in between Buffalo and Atlanta. These other 
roads in turn would have to approach the matter in the same manner 
as the Pennsylvania. 

It should be made clear that the D. L. and W. has the same obliga- 
tion with respect to Section 3 of the act, and when it approaches the 
Pennsylvania it would also undoubtedly approach the other carriers 
with which it joins in through rates. In such a situation the bridge or 
intermediate lines, such as the Reading and D. T. and I., lines that 
neither reach Buffalo, Atlanta nor any of the gateways, must look 
to one or more of their connections for information as to changes in 
contemplation or the reasons therefor. They must also determine the 
possible effect on their local points. 

So it follows if the ordinary standards are to be observed that 
all lines participating in joint rates must necessarily confer either in 
groups or collectively before a change in a rate can be progressed. 
Convenience and expedition to the carriers and shippers has long since 
proven that this can cnly be done by committee procedure where all 
shippers appear on an equal footing and all interested carriers have 
their say. 


Mr. Franklin testified that it was the usual practice of the 
Commission after laying down rules and principles, to call on 
carriers to work out the details by conference and consultation. 

“Order of the Commission,” he said, “are usually general 
in character, and the Commission calls on the carriers collec- 
tively to carry them out. The order very frequently lays down 
a broad pattern of rate relationships and a new rate may not 
be in accord with that pattern unless many other rates are 
changed, and the various carriers participating in those other 
rates may not wish to make a change and certainly have a 
right to be consulted.” 


Revenue Considerations 


The witness said that the railroads, in considering proposed 
rate changes, must take revenue considerations into account, 
both when they are attempting to work out rate relationships 
at the instance of the Commission and also when considering 
proposed changes from the standpoint of conformity to the 
existing rate pattern on this point, he said: 


They do not regard themselves as acting improperly if they give 
effect to revenue as one of the considerations to be taken into account 
in determining whether a proposed rate change should be made. 
Here again they are only observing the provisions of the act and 
repeated admonitions on the Interstate Commerce Commission. The act 
expressly provides that rates shall be fixed with a view to providing 
the carriers with adequate revenue. 


In dealing with these revenue considerations, it is simply impos- 
sible, in view of the inter-relationship between railroad rates, for any 
particular railroad to look at its own situation entirely independently. 
The rate charged by one railroad between two points may necessarily 
fix the rates over a joint route between the same points in which that 
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railroad participates with another carrier.‘ The other carrier may not 
be in position to stand an undue depression in the joint rate. If it 
resists, it is not merely within its rights, but is conforming to an 
admonition laid down by the Commission as recently as February 6, 
1945, in the Automobile Rate Case, reported in 259 I. C. C. 475 at 
555-556. 

Perhaps the best way of illustrating the manner in which the 
revenue needs of one carrier necessarily affect and influence the rates 
of another is in connection with the so-called general rate increase cases, 
like the one now pending before the Commission on behalf of all 
Class 1 railroads of the United States and which resulted in a pre- 
liminary rate increase. Here is a situation where, because of greatly 
increased operating costs on all the railroads, a rate increase is re- 
quired to maintain their solvency. However, it is undoubtedly true 
that some railroads are always in better financial condition than others 
and that a different rate of increase would be sufficient to satisfy the 
needs of some railroads from the rate of increase which would be 
necessary to meet the needs of others. However, it is clear that it 
would be entirely impractical and impossible for each railroad to go 
before the Commission with a request for a different rate of increase. 

Suppose the Pennsylvania, for example, went to the Commission 
with a request to increase its rates by 10 per cent, while the New York 
Central, which serves substantially the same territory, asked only for 
an increase of 5 per cent. The practical absurdity of such a course of 
procedure would be obvious. If both requests were granted, there 
would result a higher level of rates between the same points on one 
railroad than the rates prevailing on a competing railroad. All that 
this would mean would be that the traffic would move over to the rail- 
road which asked the smallest rate of increase, and thus the revenue 
needs of the other railroad would be impossible of fulfillment. How- 
ever, the unfairness to the shippers must also be considered. There are 
many shippers, who would be located only on the line of the Penn- 
sylvania, and if the Pennsylvania were permitted to increase its rates 
by 10 per cent, while the New York Central obtained an increase of 


only 5 per cent, all the shippers located on the Pennsylvania would 
correspondingly suffer. 


Mr. Franklin said that the principal cause for railroads 
seeking increased revenue in recent years has been the granting 
of increased wages to employes under the authority and in 
accordance with the requirements of the railway labor act, 
either by collective bargaining or in conformity with decisions 
mote by a fact-finding board, or by the President of the United 

tates. 
Railroads Have Helped the South 


Mr. Gottschaldt, in his testimony, said that the develop- 
ment of the natural resources of the South has been striking in 
recent years and that the railroads had aided greatly in this 
work. He cited the forests in the territory served by the Gulf, 
Mobile and Ohio Railroad, as a good example of what the rail- 
roads have done to encourage the proper exploitation of the 
natural resources in this section of the country. 

“During the last 12 years,” he said, “there has been a very 
decided advance in the development of forest resources in 
Southern territory. This is evident in the better care taken of 
forest lands, the promotion of timber growing, the establish- 
ment of industries dependent upon what the forest produces, 
and the success of these enterprises and their present plans for 
expansion.” 

The witness said that the principal feature of this develop- 
ment was the use of young trees by paper manufacturers and 
woodworking plants, which has brought about an increase in 
the value of timber lands and is affecting in a favorable man- 
ner the economy of the South. 

“My railroad has encouraged this development to the ut- 
most of its ability,” he continued. “The greatest natural re- 
source of the region is the forest, and we think no better use 
can be made of what is produced by the forests than to have 
on the ground plants that are arranging to operate perpetually 
and furnish a continuing market for the raw products, convert 
the raw materials into manufactured products and then put 
them on the market. 


“This is the pattern that is rapidly taking form in the 
development of our forest resources. This course of develop- 
ment provides a local market to induce the growing of timber, 
Increases land values, preserves the public revenues and pro- 
vides occupation for a large number of citizens.” 

Pointing out that plants in Southern territory which. de- 
pend upon forest products were operating to capacity and prac- 
Ucally all of them were expanding and making plans for per- 
manent operation, Mr. Gottschaldt denied emphatically that this 
development has been hampered or retarded in any way by 
existing freight rates. Neither had the extensive oil develop- 
ment in this section been suppressed or slowed down by freight 
rates, he added. , 

_ Since 1940, a total of 112 new industries had located at 
points served by the Gulf, Mobile and Ohio Railroad, he testi- 
fied, and this was brought about through the sole efforts of his 
railroad or in cooperation with other railroads and industrial 
committees of trade associations. 

,.., rhe railroad I represent is eager for more traffic,” he said, 
.and is doing everything it can to promote industrial growth 
In its territory, including the initiation of just and competitive 
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rates that will aid industries it serves in reaching the markets. | 
I do not know of a single industry lost to our territory for want 
of satisfactory freight rates needed to bring in the raw mate- 
rials and put the manufactured products on the market on a 
competitive basis with other industries.” 

Declaring that his railroad, like other railroads made every 
effort to bring about rate adjustments that would satisfy ship- 
pers using or desiring to use his line, Mr. Gottschaldt explained: 


By direct contacts, by correspondence or through our traffic rep- 
resentatives, we maintain constant contact with shippers along our line 
and with other shippers in our territory. We thereby keep ourselves | 
informed of their problems, and keep them informed of contemplated 
changes which may affect their production, sales and competition. A j 
very large part of the work of the department which I manage is 
devoted to serving the needs of the shipping public by providing | 
reasonable and just rates, rules and regulations for the transportation | 
of their freight. As a result of such efforts, we file many proposals | 
suggesting changes requested by these shippers, and consequently : 
initiate many rate adjustments in their behalf. 


Although the Gulf, Mobile and Ohio Railroad did not have | 
any lines in Georgia, Mr. Gottschaldt said, it had never declined | 
when asked te participate in the establishment of a new rate 
involving points in that state, and had never at any time had in 
mind the installation of rates that would operate to the dis- 
advantage of points in Georgia and in favor of other places in 
the South or the East. . 

He declared that, at no time, had railroads in the east 
prevented his railroad from making adjustments or initiating 
rates, and that the rate associations and the Association of Amer- 
ican Railroads had no authority to make rates or to compel any 
railroad to concur or not to concur in any rate proposal. 


Higher-Than-Tariff Payments to 
Tulsa Warehousemen Enjoined 


Oklahoma district court holds warehousemen deliv- 
ering freight to motor common carrier docks act as 
agents of shippers, despite agreements claimed to 
make them agents of motor carriers, and no part of 
payment of 10 cents per 100 pounds made them is 
passed on to shipper. Court holds rate of 5 cents per 
100 pounds, contained in tariffs, is lawful payment to 
warehousemen 



























The federal court for the northern Oklahoma district has 
enjoined five motor carriers serving Tulsa from paying ware- 
housemen 10 cents a 100 pounds for delivery of shipments at 
the carriers’ docks, when their tariffs on file with the Commis- 
sion call for refund of 5 cents a 100 pounds to shippers who 
deliver their goods to the carriers’ docks. The court held the 
warehousemen were agents for the shippers, despite oral or 
written agreements purporting to make the warehousemen 
agents of the line-haul carriers. 


The Commission has called the decision to the attention of 
the railroads, asking whether or not they would conform. 


Findings of Fact 


The case was docketed as No. 1692 Civil, Interstate Com- 
merce Commission vs. Harvey D. Jones, dba Jones Truck Line, 
et al., and four other cases. Besides Jones Truck Line, the 
carriers involved were the Santa Fe Trail Transportation Co.; 
Lee Way Motor Freight, Inc., Gordon Interstate, Inc.; and 
Glenn E. Breeding and Irene Breeding, dba Breeding Motor 
Freight Lines. The remaining defendants, according to the de- 
cision, were onerators of warehouses in Tulsa. 

After setting forth these facts, the further findings of fact 
and conclusions of law in the opinion written by District Judge 
Royce H. Savage, were as follows: 


All the motor carriers are parties to tariffs filed with the Interstate 
Commerce Commission which permit them to refund to shippers who 
elect to deliver their goods to the docks of the carriers the sum of 
five (5) cents per 100 pounds. All defendants admit that the ware- 
housemen have delivered numerous shipments of freight from their 
warehouses to the carriers’ docks for which services the warehousemen 
have collected from the carriers at the rate of ten (10) cents per 100 
pounds. Defendants maintain that such local cartage services are 
performed pursuant to either oral or written contracts, the legal effect 
of which is to make the warehousemen the agents of the line-haul 
motor carriers; that, in making the deliveries of freight from their 
warehouses to the docks of the motor carriers, the warehousemen 
(who are licensed local draymen both by the Corporation Commission 
of Oklahoma and the city of Tulsa) are not shippers, nor acting at 
that particular moment for and on behalf of the owners of the goods; 
that the aforesaid tariff provision has no application, and there is 


nothing illegal in the practice. This is the sole issue before the court 
for determination. 


















































































When the merchandise reaches the warehouse, the warehouseman 
has instructions from the owner as to the final destination. The carrier 
is not advised as to when the freight will be delivered to its dock by 
the warehouse trucks; the warehouseman does not receive instructions 
from the carrier, but delivers the freight at his (the warehouseman’s) 
convenience; the carrier has no opportunity to make an election as to 
whether it will use the facilities of the warehouseman. 

The motor carrier deals only with the warehouseman—not with the 
actual owner of the goods. In many instances the freight charges are 
paid by the warehouse. Such advances are refunded by the owner of 
the goods. It is true that the owner of the goods receives no part of 
the ten-cent allowance. Most of the freight is received by the ware- 
houseman without specific routing instructions from the owner. The 
warehouseman therefore is able to decide as to which of two motor 
carriers serving the destination point will be given the freight. The 
evidence discloses that some motor carriers serving Tulsa do not pay 
the ten cents demanded by the warehousemen. It is clear that, in such 
cases, a motor carrier paying the warehouseman ten cents will get the 
traffic in preference to one who limits the allowances to five (5) cents 
as provided in the tariffs. The evil of such a practice is obvious. 
The evidence further clearly discloses that certain motor carriers 
serving the city of Tulsa in competition with those named as defendants 
herein, were forced to pay ten (10) cents to the warehousemen in order 
to acquire their part of the business. 

Some of the line-haul motor carriers named herein as defendants, 
and others, from time to time employ local draymen other than ware- 
housemen to supplement their own pick-up facilities. Such draymen 
do not control traffic, and the fact that they are compensated for their 
services at the rate of ten (10) cents per 100 pounds is without legal 
significance. 

Conclusions of Law 


The court has jurisdiction of the parties and of the subject matter 
and is fully empowered to determine this course of action. 

The warehousemen act in the capacity of agents for the owners 
of the goods in preparing the freight for further movement in interstate 
commerce, making out the bills of lading, paying the freight charges, 
and otherwise handling goods in the owner’s interest and at his direc- 
tion. I do not attach a great deal of significance to the question of 
whether the warehouseman has definite instructions from the owner as 
to the routing of the freight. Under the facts, it seems clear to me 
that the waréhouseman is the agent of the shipper. When the ware- 
houseman receives more than the tariff allowance, he does so as agent 
for the owner, and is in violation of the statute just as would be the 
owner himself if the latter collected in excess of the five-cent tariff 
allowance. This is true even though the owner does not receive any 
part of the drayage allowance. 

I go one step further. Under the circumstances disclosed here, the 
warehousemen are shippers of the goods moving out of their ware- 
houses, within the purview of the aforesaid tariff provisions, and in 
contemplation of law. Since the warehousemen are shippers, they may 
lawfully be allowed for delivering freight from their warehouses to the 
terminals of the motor carriers only the five (5) cents per 100 pounds 
provided in the tariffs. 

The contracts, either verbal or written, entered into in an effort 
to change the status of the warehousemen from that of shippers or 
consignors of freight to that of agents for the line-haul motor carriers 
were obvious subterfuges employed for the express purpose of circum- 
venting the Brovisions of the tariff, in violation of Title 49, Section 
317(b) and 322(c), U. S. Code. Such practices have resulted in re- 
peated discriminations and in unfair and destructive competitive con- 
ditions such as the interstate commerce act expressly forbids. 

The plaintiff is entitled to injunctive relief as prayed for in the 
several complaints. The costs will be pro-rated among the defendants. 


T. P. & W. Seeks Injunction 
Compelling It to Operate 


The only remedy under the interstate commerce act for 
the situation confronting the strike-bound Toledo, Peoria & 
Western Railroad is for the court to issue a mandatory in- 
junction to compel the railroad to operate, and to bar anyone 
from interfering with such operation, Clarence W. Heyl, of 
counsel for the railroad, told the United States circuit court 


of appeals at Chicago, July 15. The three-man court, com- ° 


posed of Judges William M. Sparks, J. Earl Major, and Otto 
Sparks, held a hearing on the road’s motion for a permanent 
supersedeas staying the decision on a lower court’s ruling 
placing the road in receivership, in a move by shippers to 
me service on the road (see Traffic World, June 22, p. 

Earlier, Leland K. Neeves, of Chicago, also of counsel for 
the T. P. & W., suggested the need for congressional action 
to place the road in operation. He said employes of railroads 
interchanging with the T. P. & W. refuse to go through picket 
lines maintained by T. P. & W. strikers at interchange points. 
He said the railroad had offered every form of arbitration to 
the unions, but that the latter had refused, preferring media- 
tion of the dispute. 

The only two questions in dispute are, first, seniority, and, 
secondly, employment of those employes who have been found 
guilty of using violence against the railroad and its employes, 
said Mr. Neeves. The railroad contends that those men hired 
by the federal manager during the three-year period, 1942-45, 
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when the government was in possession of the road, were 
employes of the government, not of the railroad, and have no 
seniority rights. 


Shippers Want Trains to Operate 


John Cassidy, attorney representing the shippers, de- 
scribed at length the history of labor relations on the T. P. 
& W., contended that the road is seeking to impose sub- 
standard wages and working conditions on the employes, and 
said that the road, under the interstate commerce act, has a 
duty to operate. The railroad is violating the law in not oper- 
ating, the shippers are suffering, and the court has a duty to 
enforce federal statutes upon proper showing of violation, 
said Mr. Cassidy. 

“The object of the shippers’ suit is not to have a receiver, 
but to have the trains operating. We have been denied this 
operation for ten months, and have suffered great financial 
losses. The receivership ordered by Federal Judge Adair is 
a judicial means to achieve the correction of a wrong suffered 
by innocent shippers,” he said. 

Mr. Cassidy predicted that a mandatory injunction would 
tie up all the connecting roads. He said shippers based their 
suit on sections of the interstate commerce act other than 
those sections covering abandonments. “The gentleman in 
control of this railroad,” said Mr. Cassidy, referring to George 
P. McNear, T. P. & W. president, “has apparently taken an 
oath with himself that he will never deal with organized 
labor.” 


Charges Unions Behind Suit 


Louis F. Knoblock, counsel for the brotherhoods involved 
in the dispute with the railroad, said the railroad had refused 
to engage in collective bargaining. The unions believe the 
railroad adjustment board should decide the case involving 
those men found guilty of violence against the road, he said. 

Mr. Heyl in his closing argument said that Mr. Cassidy 
had convinced him that the suit was being brought by the 
railroad brotherhoods through the shippers. 

Section 20 of the interstate commerce act provides that 
any abandonment may be enjoined, said Mr. Heyl, in suggest- 
ing a mandatory injunction as a solution to the case. 

Shippers have filed two motions with the circuit court, 
one to strike the railroad’s brief on grounds of its alleged 
attack on Judge Adair, and the second to increase the rail- 
road’s bond from $50,000 to $150,000. The court announced 
it would hold a further hearing July 17 on the two motions. 
Its ruling on the carrier’s motion for a permanent super- 
sedeas is not expected for several weeks. 





Cc. A. & E. TIME EXTENSION 


Federal Judge Walter J. LaBuy, of Chicago, on July 15 
granted a motion of the first and refunding mortgage bondhold- 
ers committee and of petitioning creditors to extend to July 29 
the time within which the committee and creditors may file 
applications for services rendered and reimbursement for costs 
and expenses. A hearing on such applications will be held Sep- 
tember 10. 


W. B. T. & S. REORGANIZATION PETITION 


All the assets and the business of the Waco, Beaumont, 
Trinity & Sabine Railway Co., operated in receivership since 
1930, will be lost unless reorganization is permitted, according 
to a petition for reorganization under chapter VIII of the bank- 
ruptcy act, filed in the federal court for the southern Texas 
district, Houston division, and with the Commission, in Finance 
No. 15392. 

The petition was filed by George O. John, administrator 
of the estate of R. C. Duff, deceased. The administrator said he 
was “the owner of or has an equitable right to ownership” of 
first mortgage bonds of the debtor in the amount of $780,000. 
Those bonds, he said, had not been issued by the debtor, but 
that “evidence of such indebtedness is and at all times has been 
reflected on the books of debtor as being due said R. C. Duff, 
deceased, said indebtedness being described . . . as being in 
‘an unadjusted state’ or as a ‘suspense item’ pending outcome 
of said receivership.” He said the estate had other known 
claims against the railroad amounting to about $83,000, in 
addition to some, the exact amount of which were not known. 

According to the petition, the railroad has shown a con- 
sistent loss during the receivership, and will continue to show 
losses unless relief is granted. 


EXPLOSIVES REGULATIONS VIOLATION 


The Commission has been advised that a plea of guilty was 
entered on behalf of the Southern Pacific Co. in the federal 
court for the northern California district at San Francisco, July 
1, on an information in three counts charging violations growing 
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out of violations of the Commission’s regulations governing the 
transportation of explosives and other dangerous articles. A fine 
of $1,500 was imposed. 

In a “memorandum for the press,” Secretary Bartel, of the 
Commission, said the specific offenses charged were as follows: 
That a car placarded “Explosives” was placed in a through 
freight train in a position 9th from the engine at Watsonville 
Junction, Calif.; and two other cars similarly placarded were 
placed in another through freight train at West Oakland, Calif., 
in positions 9th and 10th, respectively, from the rear-end ca- 
poose. Such placements, said the memorandum, were in viola- 
tion of section 589 (g) of the regulations providing that cars so 
placarded should not be placed nearer than the 16th car from 
the engine, nor nearer than the 11th car from the rear-end 
caboose when the length of the train permits. It said the trains 
in question were of sufficient length to have permitted place- 
ment of the three cars in the positions required by the regu- 
lations. 


SERVICE ORDER VIOLATION COMPLAINTS 


Suits have been filed in the federal court in New York 
City charging seven railroads with failure to comply with the 
provisions of service orders requiring unloading of box cars ten 
days after arrival where the railroad has the obligation to un- 
load. 

The service orders involved were No. 368, which was in 
effect from November 15, 1945, to December 15, 1945, and serv- 
ice order No. 422, which restored identical provisions effective 
January 5 to expire October 15. 

It was explained at the Commission that a rule of the New 
York court requires statement of a definite penalty in such suits. 
The penalties asked and the railroads against whom the com- 
plaints were filed were: Pennsylvania Railroad, $36,450; Erie, 
$17,700; Lehigh, $15,600; B. & O., $6,500; Central of New 
Jersey, $5,850; N. Y. N. H. & H., $5,500; and New York Cen- 
tral, $34,000. 

The civil penalties, it was said at the Commission, for 
violation of the service orders, are $500 for each offense plus 
$50 for each day unloading was delayed after the 10-day period. 


Motor Act Prosecutions 


(Digests ot statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrie 
provisions of the interstate commerce act or of Commission rules an 
regulations thereunder, appear below.) 


District of Minnesota, at Minneapolis. Harold W. Berger, 
of Minneapolis, was fined $200, July 8, following entry of his plea 
of guilty to an information charging him with operating as a 
common carrier of property without a certificate having been 
issued to him authorizing the particular operations performed. 
The fine was required to be paid. 

District of Minnesota, at Minneapolis. Carl A. Backdahl, 
of Minneapolis, was fined.$200, July 8, following entry of his 
plea of guilty to an information charging him with operating as 
acommon carrier of property without a certificate having been 
issued to him authorizing such operations. The fine was re- 
quired to be paid. 


ADOPTION OF “SIMPLIFIED” WORLD CALENDAR 


Adoption. by the United States, on January 1, 1950, of a 
perpetual, simplified “world calendar” designed for effectuation 
throughout the world is proposed in a bill, H. R. 7041, intro- 
duced by Representative Mundt, of South Dakota. 

Speaking in the House in support of the “world calendar” 
proposal, Mr. Mundt said that under provisions of his bill each 
quarter would comprise 91 days, with the first month of the 
quarter consisting of 31 days and each of the other two months 
having 30 days. The 365th day (the last day of December) of 
each year would be set aside as a world holiday, he said. 

Defects of the existing calendar as to transportation, Mr. 
Mundt stated, were that time tables must be changed every 
year and that “schedules for passengers and freight, labor, and 
other operational factors must be planned anew each year 
without a truly comparable basis.” The benefit of the proposed 
world calendar” as to transportation, he said, would be that 
‘with a stable calendar and fixed holidays, tables of preceding 
years will enable time tables and operating plans and sched- 
ules to be established and maintained with minor adjustments.” 


RAIL UNEMPLOYMENT INSURANCE 


The Senate interstate commerce committee in a meeting 
talled by its ranking majority member, Senator Barkley, of 
Kentucky, ordered reported H. R. 3420, providing for refunds 
to railroad employes in certain cases, so as to place the various 
states on an equal basis (see Traffic World, June 29, p. 1969, 
and July 6, p. 36). 






Rail Retirement Bill 
Approved by Senate 


The Senate interstate commerce committee, July 12, by a 
vote of 11 to 9, ordered reported for passage H. R. 1362, the 
so-called Crosser bill amending the railroad retirement, un- 
employment insurance and carrier taxing acts so as to increase 
benefits to employes of the carriers and to increase the taxes to 
support the railroad retirement system. No amendments were 
proposed by the majority which favored the bill as it was 
recently passed by the House. Passage in that form was urged 
by railroad labor and opposed by the railroads. 

Senator Barkley, Democratic leader in the Senate, who 
took charge of the bill in the absence of Chairman Wheeler, 
issued a statement saying that the committee was unanimous 
in the view that the bill did not, as had been charged, apply to 
persons engaged in manufacturing, harvesting, storing, dis- 
tributing selling or delivering refrigeration or ice to or into 
equipment used for refrigeration purposes in connection with 
the transportation of passengers or property. 

Senators voting for the bill were Barkley of Kentucky, 
Tunnell of Delaware, McFarland of Arizona, Myers of Penn- 
sylvania, McMahon of Connecticut, Mitchell of Washington, 
Briggs of Missouri, Huffman of Ohio, Johnson of Colorado, 
Shipstead of Minnesota and Wheeler of Montana. Wheeler, 
McFarland and Shipstead, all absent, had directed that their 
votes be cast for the bill as passed by the House. 

Senators voting against the bill were Stewart of Tennessee, 
Hoey of North Carolina, Johnston of South Carolina, White of 
Maine, Austin of Vermont, Reed of Kansas, Hawkes of New 
Jersey, Moore of Oklahoma and Capehart of Indiana. 

In its report on H. R. 1362, the Senate committee majority 
said that the bill as a whole embodied “a sound, workable, and 
equitable program that should be enacted into law as promptly 
as possible.” In taking such action, Congress would be mani- 
festing a proper concern with the effective functioning of the 
railroad industry, “which is still the principal channel of in- 
terstate commerce,” it said. 

It stated a belief that provisions of the bill would go far 
toward eliminating the causes for widespread dissatisfaction 
and unrest among railroad employes. 

As justification for extension of coverage of the railroad 
retirement and unemployment insurance acts, under provisions 
of the bill, so as to include railroad-controlled trucking com- 
panies and “those freight forwarders that are not now cov- 
ered,” the committee offered the following statement of its 
position: 

“The railroad-controlled trucking companies are operated 
as part of the railroad plant for the performance of railroad 
transportation. (See Interstate Commerce Commission et al. 
vs. Harry A. Parker et al., Supreme Court of the United States 
No. 507, October term, 1944, and brief of Pennsylvania Rail- 
road Co. filed therein.) The reason they have been heretofore 
treated differently from other railroad subsidiaries performing 
service in connection with railroad transportation is merely 
historical accident. The employer definition of the railroad 
retirement act and the railroad unemployment insurance act 
was largely copied from the railway labor act where trucking 
subsidiaries were excepted because at the time of the railway 
labor act amendments of. 1934 the labor relations of those com- 
panies were governed by the N. R. A. trucking code and it was 
not considered desirable to disturb the then existing situation. 
That condition has long since passed and in any event there 
has never been any valid reason in principle for making a spe- 
cial exception of trucking subsidiaries as distinguished from 
other railroad subsidiaries so far as the railroad retirement 
and unemployment insurance acts are concerned. 


Inclusion of Forwarders 


“Freight forwarders are intimately associated with the 
railroad industry. The great bulk of their employes perform 
work that is indistinguishable from the handling of less than 
carlot freight by regular railroad employes. The employes are 
nearly all represented by a standard railway labor organiza- 
tion, the Brotherhood of Railway Clerks. Two of the largest 
of the companies are held by the Railroad Retirement Board 
to be railroad-controlled and, therefore, covered under present 
law as railroad affiliates performing services in connection with 
railroad transportation. The anomalous position that these 
companies occupied in relation to the railroad industry for 
regulatory purposes was brought to an end in 1940 when they 
were brought under regulation by the interstate commerce act. 
They should now similarly be. uniformly covered by the railroad 
retirement and unemployment insurance acts. ’ 

“The total number of employes brought into the system 
by such extensions of coverage is estimated not to exceed 
10,000 as against some million and a half carrier employes cur- 
rently covered... .” 
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The committee said it was probable that such extension 
of coverage would impose no financial burden at all on the rail 
retirement account “since the employes involved are on the 
ba of a younger-age group than carrier employes on the 
whole.” 


Elimination of “‘Inequities” 


After stating that the other changes in existing law pro- 
posed by the bill were for the purpose of eliminating inequities 
and facilitating administration, the committee said that the 


following was illustrative of one of the “more important” 
changes: 


In computing annuities under present law credit is given for service 
rendered prior to the enactment of the law as well as subsequent 
service; but eligibility for this credit is determined by the employe 
status of the individual on August 29, 1935, i. e., if he was on that day 
in active service or on furlough with rights to return to service or 
on leave of absence or absent on account of sickness or disability he 
is entitled to prior service credit. Because of the low level of employ- 
ment for some years prior to August 29, 1935, there were on that date 
substantial numbers of railroad employes who had been furloughed 
and whose rights to return had expired. These men had for the most 
part not gone into other employment, still considered themselves part 
of the railroad industry, expected to return when employment improved, 
and did in fact return in seniority order when the industry required 
their services. On the other hand, there were a substantial number 
of individuals who held rights to return to railroad service but who 
had actually left the railroad industry and who have never returned 
to it. These individuals have never contributed anything to the sup- 
port of the system but under present law are entitled to annuities 
based on prior service whereas the former group that has returned and 
is contributing to the support of the system is denied this privilege. 
The bill would correct both by extending prior service credit to those 
who have returned and served for at least six months and would deny 


prior service credit to those who had left the industry and have made 
no contribution. 


A. T. A. Protest Rejected 


The American Trucking Associations, Inc., commenting on 
the action of the Senate committee in reporting the House- 
approved bill, said that the committee had struck a blow at 
the trucking industry by permitting inclusion of large segments 
of the industry in the coverage of the bill, despite a protest 
that the A. T. A. had sent to the committee. 

The A. T. A. said that in its protest it had objected par- 
ticularly to subparagraphs (2), (4), (5) and (10) under sec- 
tion 1(a) of the bill, by which, it told the committee, rail 
retirement and unemployment insurance coverage would be 
extended to “large numbers of pickup and delivery motor car- 
riers performing railroad service and other service whether or 
not the motor carriers are rail-owned or controlled.” 

“This service has long been rendered for the railroads by 
independent motor carriers and, prior to their advent, by the 
early draymen of the country, using horses and wagons,” the 
A. T. A. said, in its protest. “Thus it will be seen that this 
practice falls outside the category of railroad contracts with 
independent operators allegedly made to remove employes 
from railroad payrolls. On the contrary, it has universally 
been an entirely separate operation.” 

The A. T. A. contended that many of the motor carriers 
that would be covered by the bill transported shipments for 
line-haul motor carriers and for shippers generally, in addition 
to railroad freight, and that it would be utterly impossible for 
them to keep account of the time involved in the various trans- 
actions so as to determine to what extent their employes were 
subject to the rail retirement legislation, on the one hand, and 
the social security act, on the other. 


Supplement Explains Bill’s Provisions 


On July 16 the Senate committee issued a supplemental 
report on H. R. 1362, covering 26 printed pages and explaining 
in detail the provisions of the bill. 

In this supplemental report the committee said that the 
coverage of the rail retirement and unemployment insurance acts 
was being extended, under the bill, to include, in addition to 
rail-controlled truck lines and to freight forwarders, companies 
to which rail transportation services were “farmed out,’ such 
as those transporting ore across docks and delivering it on ship- 


board, loading and unloading railroad cars, etc., and to include, 


also, “work which is not itself transportation but is part of 
the regular operations which a railroad must carry on in order 
to perform transportation.” 


“Experience shows,” said the committee, “that the railroads 
for one reason or another have contracted out many operations 
which they would ordinarily be expected to perform through 
their own employes. Examples are maintenance of way, the 
operation of repair shops, knocking ashes out of locomotives, 
coaling and sanding locomotives, cleaning cars, policing railroad 
property, etc. These operations are so closely integrated into 
the regular daily railroad operating that it is almost impossible 
for the railroad to avoid supervising and directing the manner 
in which the employes perform their work, and consequently 
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in virtually all instances of this kind the Railroad Retirement 
Board and the Bureau of Internal Revenue have held such 
employes to be covered under present law. . . . But these hold. 
ings have been the subject of much controversy and in any event 
that approach ‘has the disadvantage of making the carrier 
rather than the contractor responsible for the employer obliga. 
tions. It is here proposed to approach the problem directly by 
including such contractors in the definition of ‘employer’.” 


Hoey Propcses Amendments 


Senator Hoey, of North Carolina, has proposed amendments 
by which limitations on the coverage of H. R. 1362 with respect 
to motor carriers would be effected. 

Under one of Senator Hoey’s amendments, a provision of 
the bill by which the “employer” definition would include “any 
person which, through any form of property interest, is directly 
or indirectly subject to control by or to common control with 
a carrier and which .. . is engaged in transportation by motor 
vehicles” would be modified by insertion of the words “of 
passengers” after the word “transportation” in the quoted 
passage. 

Three other amendments proposed by Senator Hoey offer as 
many alternatives for addition of language to exclude certain 
motor carriers and ice companies from the ‘‘employer’ defini- 
tion. Thus, one of the three proposals is to exclude any person 
engaged in the transportation of property by motor vehicle; 
another is to exclude motor carrier of property “if such per- 
son is not owned or controlled by a carrier subject to Part I 
of the interstate commerce act,” and the third proposal of 
this kind by Senator Hoey is to exclude “any person .. . other 
than a carrier subject to Part I of the interstate commerce act, 
by reason of its being engaged in manufacturing, harvesting, 
storing, distributing, selling, or delivering refrigeration or ice to 
or into equipment used for refrigeration purposes in connec- 
tion with the transportation of passengers or property.” 


The Senate passed H. R. 3420 on July 17 and sent it to 
the President. 


“Special Privilege Legislation,” 
Lea's Comment on Crosser Bill 


House interstate commerce committee chairman be- 
ieves rail employe benefit measure would not have 
been passed by House in its original form if “pressure 
groups” had not been involved: says legislative and 
administrative provisions of H. R. 1362 are substan- 
tially defective: asserts that “equal rights to all and 
special privileges to none are goals of democratic 
government:” makes critical analysis of Crosser bill 
as compared with committee amendments 


Those who felt that pressure groups were exercising an 
influence in government affairs out of all proportion to their 
numbers and that as a result special privileges were being built 
up “to the burden and disadvantage of the general masses of 
our citizenship” might well have their fears accentuated by 
what was taking place in the treatment of the railroad retire- 
ment bill, H. R. 1362, said Chairman Lea, of the House com- 
mittee on interstate and foreign commerce, in a statement he 
inserted in the appendix of the Congressional Record of July 13. 

“This is a complex piece of legislation proposing greatly 
enlarged benefits under the railroad retirement act to create 
burdens that will run into billions of dollars:in a comparatively 
few years,” he said. 

“This bill is substantially defective in its legislative and 
administrative provisions. It proposes to extend benefits for 
purposes having little or no warrant in our social security pro- 
grams. It would impose upon employers who come within the 
bill taxes two or or three times as high as those imposed by 
the federal government on any other class of employers or for 
similar purposes. .. .” 


He reviewed the course of action the House had taken on 
the bill, noting that H. R. 1362 had been adopted as originally 
filed “without the slightest amendment to improve its great 
defects” (see Traffic World, July 13, p. 104). 

“T think it inconceivable that the House would have taken 
such action on such a measure had there been no pressure 
groups involved,” said Mr. Lea. 


Sees Need for “Fairness” 


He said the federal government was sponsoring three dif- 
ferent systems of social security: one for government employes, 
another for railroad employes, and the third, general in scope, 
applying to various employe classes under the social security 
act. He said the beneficiaries under the latter;two systems 
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were under private employment, and added that “certainly 
some reasonably comparable provisions were required in fair- 
ness aS between different classes of privately employed per- 


s. 

“A startling inequality of treatment as between these two 
classes of privately employed would be established by the 
pending bill,” he declared. : 

“What we do now as to railroad employes will be far 

reaching as a precedent for burdens and responsibilities that 
will _" assumed by industries and their employes of the nation 
enerally. 
. “Democratic government is the negation of class govern- 
ment at any level. Equal rights to all and special privileges to 
none are goals of democratic government. Special privilege 
legislation in any form is based on advantages to the few at 
the expense of the many.” 


Analysis and Criticism of Bill 


Mr. Lea included in his statement, in what he termed an 
“epitomized form,” the provisions of the Crosser bill as com- 
pared with those of the committee-amended bill, including 
criticisms of provisions of the Crosser bill, as follows: 


I. This bill, if enacted as it is, would create an annual deficit, 
pased on the level-payment plan, of about $100,000,000 a year. Under 
the law this would be a charge against the federal Treasury. 

Il. The Crosser bill provides benefits for railway employes out 
of all proportion to what would be possible in a general social-security 
plan for employes of the nation. 

If similar benefits were provided for 45,000,000 employes in the 
nation, the aggregate cost would be over $20,000,000,000 a year. 

Ill. The Crosser bill is very inadequately financed, even though 
it provides for an eventual tax rate of 12% per cent for retirement 
and 3 per cent for unemployment, making a total of 15% per cent of 
pay roll. 

Actually the retirement tax should be 14 per cent to be on a sound 
actuarial basis. The unemployment system should carry a tax rate of 
4 per cent to support the sickness and maternity benefits. This would 
make a total necessary tax rate under the Crosser bill of 18 per cent 
of pay roll, whereas only 15% per cent is provided for, leaving a 
deficiency of 2% per cent in the tax rate, which is equivalent to about 
$100,000,000 a year. 

Under this bill, if enacted as it is, there would be an annual de- 
ficiency of that amount, based on a level-payment plan. Under the law 
as it would then stand, this deficiency would accumulate against the 
general funds of the Treasury. 

Iv. The sound financing of the Crosser bill would require a tax 
against the employes and the carriers of over $700,000,000 a year on the 
basis of the present annual pay roll of about $4,000,000,000. 

The tax collected last year was about $410,000,000. 

V. The Crosser bill provides unemployment benefits for 26 weeks 
for all unemployed, which is 6 weeks more than under the present law. 

VI. The Crosser bill provides unemployment payments at a maxi- 
mum rate of $25 a week, whereas Social Security allows, in most states, 
$20 or less per week. 

The federal government allows our servicemen only $20 per week. 

The railroad system gives very large benefits for partial unemploy- 
ment. Even full benefits are paid if the individual works at full wages 
for 2 days each week, whereas in state systems any small amount of 
employment Will usually disqualify the worker from all or most of 
his benefit. 

VII. The Crosser bill allows for sick benefits at the sole expense 
of the employer for a maximum of 26 weeks at the same rate as for 
unemployment. This is an innovation in unemployment insurance plans 
inasmuch as no connection with the employment is required to qualify 
the applicant and the expense is borne by the employer without any 
contribution from the employes, and even though the sickness may be 
due to misconduct of the employe. 

Under the Crosser bill an employe who has left railroad employment 
- as much as two years can draw unemployment insurance or sickness 
enefits. 

VIII. Under the Crosser bill, maternity benefits are allowed for 
16 weeks at rates higher than for unemployment, at the sole expense 
of the employer. 

IX. Under the Crosser bill, unemployment benefits and sick benefits 
may be charged against the unemployment fund alternately, making 
a possible gross payment for as much as 51 weeks per year for a single 
employe. ' 

Under the Crosser bill a woman out of employment.with the carriers 
for as much as two years would be entitled to draw maternity benefits 
for 16 weeks for a pregnancy that took place when she was not in such 
employment. 

X. The Crosser bill creates survivor benefits in favor of the widow 
and dependents, at rates about 25 per cent higher than are allowed 
under Social Security. ‘ 

When survivorship rights were created under the Social Security 
act, reductions were made from the retirement pay of the employes. 
No such reduction is made under the Crosser bill. 

XI. Under the Crosser bill, credit for survivorship allowances are 
Made in favor of the dependents of those who made no contribution 
Whatever to the retirement fund and for periods in which the employer 
made no contribution. 

This retroactive feature creates liabilities against employes and 
ws aa alike when there was no such obligation on them by contract 

y law, 

This provision is definitely unconstitutional as held by the Supreme 
Court several years ago. 

XII. The Crosser bill provides a complicated and what seems to be 
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an impractical system of integrating payments between the different 
agencies of the government in carrying out the social security and the 
railroad retirement plans. It complicates the administration of the 
finances and admittedly increases the difficulties of administration. 

XIII. The Crosser bill creates disability benefits regardless of 
employment connection with the carriers or whether the disability had 
any relation to any injury or disability suffered by reason of the 
employment. 

Under this bill, a former employe who has been out of railroad 
employment as much as 20 or 30 years might hold the employer respon- 
sible without any further relationship. . 

XIV. The Crosser bill provides for taking away from the Bureau 
of Internal Revenue the authority to collect retirement taxes and places 
that responsibility in the Railroad Retirement Board. 

This provision with others is protested by the Treasury Department 
on the basis that it is contrary to the general policy under which the 
Bureau of Internal Revenue is the tax collecting agency of the govern- 
ment. In addition to that, it duplicates efforts of government agencies 


and places upon employers the duty of making separate returns to 
different agencies. 


XV. The Crosser bill also would confer upon the Railroad Retire- 
ment Board the right to make binding decisions as to claimants and 
coverage under social security and under railroad retirement. 

XVI. The Crosser bill, with little justification, brings into the 
coverage of the act a large number of business concerns which have 
little if any important relation to rail transportation. It subjects these 
concerns to retirement and unemployment taxes greatly in excess of 
those now levied against them under the Social Security act. 

The Treasury Department protests these provisions on the grounds 
that they are so indefinite and uncertain as to create many uncertainties 
and difficulties of administration. . = 

XVII. The Crosser bill has important difficulties from a legislative 
standpoint which should be corrected before it becomes a law, as a 
necessity for good administration. For example, increased taxes over 
the present rates are provided for retroactively to July 1, 1945. 


Provisions of the Committee Substitute for the Crosser Bill 


I. This bill gives survivor benefits on the same scale as those of 
the general Social Security system. The railroad system is kept com- 
pletely independent of the Social Security system so that administration 
is greatly simplified. No payments are made in respect to those dying 
before 1947 or those not having paid sufficient contributions to be 
insured. The additional payments made to beneficiaries will average 
about $48,000,000 a year but there is a savings of $40,000,000 a year 
over the Crosser Dill. 

II. Disability benefits are paid to the same classes as under the 
Crosser bill but are limited to disabilities caused by employment with 
the carriers. The additional benefits amount to $8,000,000 a year or 
a savings of $32,000,000 a year over the Crosser Dill. 

III. Increased minimum annuities for the lower paid are provided 
in the same way under both bills. 

IV. No changes in the present law for unemployment benefits are 
provided. Sickness and maternity benefits under the Crosser bill, paid 
for solely by the carriers, are eliminated. This makes a saving of 
$64,000,000 a year on the average. 

V. Merjt rating is introduced for unemployment insurance so as 
to reduce the tax paid by the carriers when experience has been favor- 
able. This corresponds to the situation prevailing in almost all state 
systems under social security. 

VI. Adequate tax rates are provided to support the benefits of both 
the retirement and unemployment insurance systems, whereas under the 
Crosser bill there is an insufficiency amounting to $100,000,000 a year. 

VII. New benefits for employes and their survivors amounting to 
$68,000,000 a year on the average are provided for in the committee bill, 
but there is a saving of $136,000,000 a year over the Crosser bill. 

VIII. Unemployment insurance taxes are to be collected by the 
Bureau of Internal Revenue which is the agency set up for tax collec- 
tions. The Railroad Retirement Board is not given the irrevocable 
authority over other government agencies as in the Crosser bill. 

IX. Coverage is maintained at the present clearly defined basis 
and is not extended to the indefinite ‘boundaries as in the Crosser bill. 

X. The retirement tax rate is increased to make the present re- 
tirement system solvent, whereas the Crosser bill has an increase for 
this purpose only half as large as required, according to the latest 
actuarial valuation conducted by the Railroad Retirement Board. 


Cost Estimates 


The estimates of cost made in this statement are based on the 
present pay roll of about $4,000,000,000 per year and actuarial estimates 
of the liabilities to be incurred. Unforeseeable events make such esti- 
mates uncertain to a degree, but the figures presented are within the 
reasonable probabilities. They are certainly definite so as to illustrate 
correctly the unwarranted and improvident character of the legislation 
proposed. 


Where is Public Protection? 


When the adoption of our Constitution was under consideration, 
a fear of the influence of special groups was suggested. The view 
seemed to be accepted that special privileges granted under the pressure 
of group action would not be tolerated because the burden of such 
privileges would fall upon the great majority of the people who would 
suffer the burden of such special privileges. In other words, it was 
thought the victims of special privileges would furnish a resistance that 
would protect the public against special group legislation. 

There are just three barriers under the federal government on 
which the public must depend for its protection against unjust or 
oppressive legislation from any source. One of these barriers is the 
House of Representatives, another is the Senate, and the other is the 
executive head of the nation. For their protection the unorganized public 
must look to us members of Congress or to the President. If we fail 
to give proper protection to the public, the government fails. 
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Wheeler Defeated in Montana 
Primary—Shipstead Also Out 


Senator Wheeler, of Montana, chairman of the Senate in- 
terstate commerce committee since the beginning of 1935, was 
defeated this week for the democratic nomination for senator 
in the primary in Montana by Leif Erickson, formerly Montana 
supreme court judge and chairman of the emergency board 
that reported on the wage and rule demands of the Brotherhood 
of Locomotive Engineers and the Brotherhood of Railroad Train- 
men (see Traffic World, April 20, p. 1220). 

Senator Wheeler was opposed by A. F. Whitney, president 
of the trainmen’s brotherhood, but had the support of D. B. 
Robertson, president of the Brotherhood of Locomotive Firemen 
and Enginemen, and other rail labor leaders.. The C. I. O. op- 
posed him. Accusation in the campaign in Montana that Senator 
Wheeler was anti-rail labor brought the declaration from Pres- 
ident Truman to the contrary. President Truman, as a member 
of the Senate interstate commerce committee in the late thirties, 
had assisted Senator Wheeler in his investigation in that period 
of the Van Sweringen rail activities and other rail financial 
practices. 

Removal of Senator Wheeler as chairman of the Senate 
interstate commerce committee at the beginning of the 80th 
Congress in January will place Senator Barkley, of Kentucky, 
democratic leader in the Senate, in line for the chairmanship as 
he is the ranking democratic member of the committee now. 
If Senator Barkley should not accept the chairmanship, Senator 
Johnson of Colorado would be next in line for it. 

Senator Shipstead, of Montana, long a member of the inter- 
state commerce committee, also “lost out” in the recent pri- 
mary in Minnesota. 


MONEY FOR O. D. T. 


The Senate appropriations committee has reported H. R. 
6885, the third deficiency appropriation bill for the fiscal year 
ended June 30, 1946, without proposing any change in the 
525,000 item included in the House-approved bill for the con- 
tinuation of the Office of Defense Transportation in the fiscal 
year ending June 30, 1947 (see Traffic World, June 29, p. 1953). 
Senate committee hearings on H. R. 6885 contained no testi- 
mony with respect to the O. D. T. item. 

The Senate passed the bill containing an item of $525,000 
for the O. D. T. on June 16, but amendments by the Senate to 
other provisions of the measure made necessary further con- 
gressional action on it. 


House Member Hagen Charges 
Conspiracy Against Trainmen 


“Wall Street and the present administration are unwitting 
partners in a gigantic conspiracy to destroy the Brotherhood of 
Railroad Trainmen,” said Representative Hagen, of Minnesota, 
in a speech in the House, July 15. “The howling henchmen 
around the President have drowned out the cries for adjust- 
ment of the brotherhood’s grievances against railroads. ... 

“The railroad financiers, with their new-found ally, now 
hope to achieve what their slush fund of millions of dollars 
failed to accomplish in many years. The ruthless tactics of these 
forces should be exposed. 


“Target of this combine is Mr. A. F. Whitney, courageous 
president of the Brotherhood of Railroad Trainmen. By smash- 
ing the progressive leadership of Mr. Whitney, Wall Street and 
the Truman administration hope to confuse the workers and 
split the brotherhood and eventually destroy it. The conspira- 
tors have borrowed the Hitler technique of divide and conquer.” 

Mr. Hagen said President Truman became “peeved” at Mr. 
Whitney because the latter refused to “kowtow” to the White 
House and call off the “threatened railroad strike.” 

“Mr. Truman had to have an out or alibi for the strike, 
which was called because the workers were tired of being 
pushed around by the Wall Street-White House combine, and 
he chose Mr. Whitney for this scapegoat,” said Mr. Hagen who 
also asserted that Mr. Truman’s labor advisers were “Wall 
Street attorneys or associates.” 


The line of attack on the B. R. T., said Mr. Hagen, rested 
on the assertion that the brotherhood was “dangerously big.” 
He contrasted what he said were organized labor union assets 
of $150,000,000 with net working capital, as he said, of more 
than $52,000,000,000 of American industries. Continuing, he 
said in part: 


There is a failure to point out to the American public that the 
net. working capital of American corporations increased more than 
$6,000,000,000 in 1945 and that the Brotherhood of Railroad Trainmen, 
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with Mr. Whitney as its spokesman, was merely trying to get a tiny 
slice of this lush melon... . 

Wall Street investments in American railroads total $27,000,000,000, 
The real value of the railroads is nothing like this figure, although 
Wall Street insists that dividends be paid on this amount.... 

While Mr. Truman was aiding in the public crucifixion of Mr. Whit- 
ney, he forgot to point out that the American railroads in the 16-year 
period between 1920 and 1936 spent $182,000,000 on propaganda and 
lobby activities, virtually all designed to destroy the Brotherhood of 
Railroad Trainmen. I have no authoritative figure on the amount the 
railroad trust has spent since 1936 on anti-union activities. The 
amount is conservatively estimated at $100,000,000. 


House Member Submits Questions 
for M. C.-W. S. A. Accounts Quiz 


On the eve of a public hearing by the House committee 
on merchant marine and fisheries, marking the beginning of a 
committee investigation into alleged irregularities in the war- 
time accounts of the Maritime Commission and War Shipping 
Administration, Representative Wigglesworth, of Massachusetts, 
made public a letter he had addressed to Chairman Bland, of 
the merchant marine committee, suggesting several questions 
that, he said, he hoped the committee would explore “in the 
light of the serious charges which have been made” (see Traffic 
World, July 13, p. 110). 

Mr. Wigglesworth, a member of the House committee on 
appropriations, said in his letter that his interest in the situation 
had grown out of his duty for many years “to pass upon all 
requests for appropriations for both agencies’—the Maritime 
Commission and the W. S. A. 

“Many pages of the Congressional Record and committee 
hearings in recent years ... have been filled with charges of 
irregularities and gross waste of the people’s money running 
into hundreds of millions of dollars in connection with the 
financial operations of the two agencies,” he said. “I have long 
felt that the situation called imperatively for a thorough-going, 
fearless and impartial investigation. .. .” 

Among the questions he thought the committee should 
address to witnesses for the commission and the W. S. A. at 
the hearings were the following: 


Why were apparently exorbitant sums paid for old vessels acquired 
for use during the war and what was the excess cost to the people? 

Why were apparently exorbitant sums paid for charter hire on 
vessels acquired for use during the war and what was the excess cost 
to the people? 

Why were apparently exorbitant sums allowed and paid for insur- 
ance on vessels acquired for use during the war and what was the 
excess cost to the people? 

What has been the ratio of private profits to private investments 
in shipyards financed principally with government money? (You will 
recall that a statement appearing in the Congressional Record of Feb- 
ruary 21, 1945,-. . . based on a letter from the Comptroller General, 
indicates a net profit after renegotiations for two Kaiser companies 
of $27,274,487.24 on an original investment of $100,000.) . 

Why in concluding contracts with Mr. Kaiser did the Maritime 
Commission include a clause agreeing in determining contractor's 
profits to allow ‘‘all costs, charges, and liabilities incurred by contrac- 
tors, including those resulting from the negligence of corporation 
officers, agents, and employes?’ Was a similar clause included in any 
other contracts? 

Why, apparently contrary to the view of the chairman, did the 
commission embark upon and carry through a program of concrete 
ship construction with little anticipated or actual benefit at a cost of 
about $167,000,000? 

How many former employes of the Maritime Commission or War 
Shipping Administration are representing private interests today before 
either agency and what rules, if any, has either agency in this con- 
nection? 


Representative Wigglesworth said it had been reported to 
him recently that papers had been removed from the files of the 
commission and the W. S. A. 

“T am loath to believe this,” he said. “I hope your com- 
mittee will inquire into the matter and take appropriate steps 
if necessary to see that the law is complied with.” 

Conway Letter to Warren 

Granville Conway, War Shipping Administrator, in a letter 
under date of July 12, to Lindsay Warren, the Comptroller 
General of the United States, referred to the audit of the Ger- 
eral Accounting Office of the financial transactions of the 
W. S. A. for the fiscal year ended June 30, 1943, as well as the 
audit for the fiscal year ended June 30, 1944, as to which 4 
report was made by the G. A. O. last week (see Traffic World, 
July 13, p. 110). Mr. Conway submitted the letter and a re 
sponse of the Comptroller of the W. S. A. to the report for the 
fiscal year ended June 30, 1943, to the House merchant marine 
committee. In part, Mr. Conway said 


In the light of your report presented July 1, 1946, on the audit of 
financial transactions of the War Shipping Administration for the fiscal 
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year ended June 30, 1944 (separately acknowledged), wherein you in- 
dicate, among other things that ‘‘Improvement in the accounting meth- 
ods and procedures for 1944 is noticeable as contrasted with 1943,’’ 
discussion of the 1943 report is somewhat in the nature of an anti- 
climax especially since your later report indicates that many of your 
recommendations directed toward curing the methods of which you 
were critical had been adopted. 

It should be recognized that many of the conditions and errors 
to which you refer were attributed to the hectic conditions which 
prevailed during the war and any fair appraisal of the accounting per- 
formance of the War Shipping Administration during that period should 
take into account the character, complexity, and magnitude of War 
Shipping Administration’s operations which were closely integrated with 
the actual conduct of military operations. The shortages in trained 
personnel, the need for operational speed and flexibility to meet the 
military requirements, and the demands of national security placed 
operational decisions ahead of accounting details. 

You will undoubtedly agree that the timeliness with which our 
yessels served the armed forces of the United Nations at all the critical 
military operations throughout the world was of far greater importance 
to the fighting men and their families and to the swift ending of the 
war than any question of bookeeping timeliness. 


No Misappropriation Alleged 


Referring to the general accounting office’s audit of the 
Maritime Commission for the fiscal year ended June 30, 1943, 
Mr. Conway said it was gratifying to find in the response of 
the Comptroller of the W. S. A. the statement that he could 
find no implication that any misappropriation of funds or simi- 
lar irregularity was disclosed in the audit but rather that the 
G. A. O. report was critical primarily of the administration’s 
accounting methods, records, and system of internal control. 
Continuing, he said: 


In this connection, it appears appropriate to refer to the resolutions 
introduced in the Senate and the House of Representatives of the 


United States on June 3, 1946 (S. Res. 276 and H. Res. 648), from 
which the following is quoted: 


‘‘Whereas the Comptroller General of the United States has re- 
ported to the Congress, in an audit of and findings pertaining to the 
financial operations of the Maritime Commission and the War Shipping 
Administration up to June 30, 1943, which audit and findings are found 
in the Congressional Record of January 23, 1946, pages 290 to 299, 
inclusive, that a total of $8,007,163,990.60 of the money appropriated 


for the use of these governmental agencies has not been properly 
accounted for: and’... 


I am certain that you will agree that this recital in the resolutions 
is unfortunately based on a fundamental misconception and that, in 
fact, your report was not intended to convey any impression that 
a total of $8,007,163,990.60, or any other part of the money appropriated 
for the use of the Maritime Commission and the War Shipping Ad- 
ministration, has not been properly accounted for.’ 


In the course of its hearing, the merchant marine commit- 
tee was told by E. W. Bell, chief of the audit division of the 
general accounting office, that the G. A. O. had found no support 
for charges that the commission or the W. S. A. had concealed 
any facts as to their financial transactions, or any evidence of 
fraud, misappropriation of funds, or any other similar irregu- 
larity in its investigation of the accounts of the commission and 
the W. S. A. However, he declared, results of the investigation 
up to this time did not necessarily prove that fraud did not exist 
in connection with financial transactions of the two agencies. 


Senate Committee Would Provide 
$3.8 Million for Harbor Work 


The Senate committee on appropriations has reported H. R. 
6885, the third deficiency appropriation bill for the fiscal year 
ended June 30, including also various items for the current 
fiscal year, with a recommendation that there be added to the 
amount provided in the House-approved bill for river and 
harbor improvements the sum of $1,300,000, making the total 
allowed for such purposes $3,800,000. 


_ The bill as passed by the House carried $2,500,000 for re- 
pair of the breakwater at Hilo Harbor, Hawaii, damaged by a 
tidal wave on April 1 (see Traffic World, June 29, p. 1970). 
This money was made available to the Corps of Engineers of 
the U. S. Army. The Senate committee recommended that, in 
addition, there be provided for the army engineers $1,000,000 
for improvement of Two Harbors (Agate Bay Harbor), Minn., 
authorized by Public Law 213 of the 79th Congress, first ses- 
sion, which was approved by the President November 7, 1945, 
and $300,000 for a channel from Puget Sound into Lake Crock- 
ett (Keystone Harbor), Wash. 


The Senate committee’s printed hearings on the bill in- 
cluded testimony by Senator Ball, of Minnesota, in support of 
the Two Harbors project. He said the authorized improvement 
at Two Harbors would effect a distinct economy in handling 
of large amounts of iron ore shipped on the Great Lakes from 
Minnesota mines; that the total estimated first cost of the 
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project was $2,115,000, but that appropriation of $1,000,000 
would “provide for the initiation of an effective part of the 
work.” The Puget Sound project was supported by Representa- 
tive Jackson, of Washington, who said that it called for con- 
struction of a mooring basin at a point on the sound about 100 
miles from Seattle, so that the sound could be crossed by ferry 
at that point, making unnecessary a 200-mile circuitous trip 
through Seattle to reach the other side of the sound. 

The $1,300,000 increase in the item for river and harbor 
improvements in H. R. 6885 was accepted by the Senate before 
it passed the bill and sent it to a conference committee for 


ironing out differences between the Senate and House versions 
of the bill. 


M. C. Merchant Ship Operation 
Until March 1, Proposed 


The Senate committee on appropriations has reported H. R. 
6885, the third deficiency appropriation bill for the fiscal year 
ended June 30, 1946, ineluding also appropriations for the cur- 
rent fiscal year, and has pointed out in its report that it has 
inserted in the bill a provision under which the Maritime Com- 
mission could continue, for a period of two months beyond 
December 31, 1946, operation of merchant ships that it other- 
wise would have to stop on that date, under a provision of a re- 
cent appropriation act requiring liquidation of War Shipping 
Administration activities by the commission not later than 
December 31 (see Traffic World, July 13, p. 102). 

The provision inserted in the bill by the Senate committee 
reads as follows: 

“Receipts from operations of any functions of the War Ship- 
ping Administration which are transferred to the United States 
Maritime Commission under the terms of title II of Public Law 
492, Seventy-ninth Congress, second session, shall be available 
until March 1, 1947, for obligation by the United States Mari- 
time Commission in carrying out any such transferred operating 
functions as the commission shall deem necessary, including 
personnel and other administrative expenses necessary to con- 
duct such operations.” 

In printed hearings of the Senate committee on H. R. 6885 
appeared testimony by Admiral Smith, chairman of the Mari- 
time Commission, and Granville Conway, administrator of the 
War Shipping Administration, supported by Senator Overton, 
of Louisiana, generally to the effect that it would be necessary 
for the Maritime Commission to use, after December 31, receipts 
from its operation of tankers and certain other vessels in order 
to carry out commitments to the Navy, the Alaskan trade and 
the Hawaiian trade in 1947. Otherwise, the committee was told, 
the receipts the commission obtained from operations previously 
conducted by the W. S. A. and taken over by the commission 
would have to be turned over to the federal Treasury on De- 
cember 31, and the commission would have no funds for carrying 
on the government ship operations. Mr. Conway said that these 
receipts now were “close to $100,000,000 a month,” and noted 
that under provisions of Public Law 492 (the apprepriation act 
for the Navy, Maritime Commission and W. S. A.) the W. S. A. 
revolving fund would cease to exist on December 31. 


“We do not think we can possibly wind up by December 
31,” said Mr. Conway. “We have right now some 400 ships 
carrying military cargo. We cannot say to the Navy, for in- 
stance, whom we now serve with 100 tankers, that on December 
31 we cannot furnish any more oil to you in the Pacific because 
we have not any more funds to operate. So all we ask is that 
we be able to use our receipts for our freight to pay for the 
operation until March, so that you can wind up this business.” 

“Do you think that by March 1, 1947, you can wind it all 
up?” asked Chairman McKellar, of the appropriations com- 
mittee. 

“We think this,” said Mr. Conway, “that Congress will be 
be in session then, anyway, and if we cannot wind it up then 
we will come back to you and tell you so. But if Congress is 


not in session in December, we cannot come back to you and 
say so.” 


“That is true,” said Chairman McKellar. 


Administrator Conway said that up to July 1, 1946, a total 
of 3,068 vessels out of 4,815 vessels that had been operated by 
the W. S. A. had been “either put in lay-up, or turned back to 
private owners, or chartered out.” 


“In other words, we have liquidated to the extent of 64 per 
cent already, up to July 1,” he said. 


The Senate committee amendment permitting continuance 
of operation of merchant ships by the Maritime Commission 
after December 31 was adopted by the Senate before it passed 


H. R. 6885 and sent it to a conference committee of the House 
and Senate. 
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Marine Inspection Bureau Transfer 
to Coast Guard Authorized 


By rejecting a concurrent resolution expressing disapproval 
of the President’s reorganization plan No. 3, submitted to Con- 
gress under authority of the federal government reorganization 
act of 1945, the Senate permitted this plan, embodying a pro- 
posal to make permanent the wartime transfer of the Bureau 
of Marine Inspection and Navigation from the Department of 
Commerce to the Coast Guard, to go into effect at midnight 
July 15 (see Traffic World, July 6, p. 34, and July 13, p. 102). 

After debate on the resolution (H. Con. Res. 154), 30 
senators voted for it and 37 voted against it. Previously, the 
House had agreed to the resolution. The reorganization act of 
1945 provided that reorganization plans transmitted to Con- 
gress by the President would take effect 60 days after the 
transmittal date unless the two Houses of Congress, before 
expiration of that period, passed a concurrent resolution stating 
in substance that the Congress did not favor the reorganization 
plan. Since the Senate did not join the House in disapproval 
of reorganization plan No. 3, the plan became operative 60 
days after the transmittal date, which was May 16. The two 
other reorganization plans transmitted to Congress on that 
date did not affect any agencies dealing with transportation. 

Senator Ferguson, of Michigan, speaking in opposition to 
plan No. 3, contended that the issue with respect to the Bureau 
of Marine Inspection and Navigation was whether that service 
should be “militarized’”’ by permanent transfer to the Coast 
Guard. He averred that the 1945 reorganization act did not 
permit wartime transfers of government agencies to be made 
permanent. It was his opinion, he said, that the Coast Guard 
commandant should not have charge of the civilian inspection 
work of the marine inspection bureau. 

“The record is full of testimony by those who represented 
the C. I. O. and the A. F. of L., Mr. Haddock and Mr. Hawk,” 
he said, “that their experience has shown them that the com- 
mandant of the Coast Guard will not furnish the service to 
which the people of the United States are entitled in this case.” 

Senator Barkley, of Kentucky, asserted that before the 
Revenue Cutter Service was transferred to the Coast Guard, 
when he was a member of the House interstate commerce com- 
mittee, there was opposition to such transfer, because the Rev- 
enue Cutter Service did not want to lose its identity as an 
independent agency; but, said the senator, “since the functions 
of the two agencies were consolidated they have been per- 
formed more efficiently than they were ever performed prior to 
the consolidation.” 

“No one complains that the inspection service has not been 
efficiently administered under the Coast Guard,” he said. “I 
have not heard any complaint of that kind. I suppose the 
steamboat inspection service is like some other agencies in that 
it does not want to be transferred to some other agency or 
department; it wants to be known as the Steamboat Inspection 
Service, and not as a part of the Coast Guard.” 


THEFTS IN INTERSTATE COMMERCE 
The Senate, July 17, passed and sent to the President H. R. 
4180, amending the law relating to thefts in interstate com- 
merce so as to combine the crime of embezzlement with that 
of larceny and make the entire act applicable also to air trans- 
portation (see Traffic World, July 6, p. 36). 


Bill Amending Social Security Act 
Includes Coverage for Seamen 


Chairman Doughton, of the House ways and means com- 
mittee, has introduced, and his committee has reported, H. R. 
7037, amending the social security act and the Internal Revenue 
Code so as to provide for, among other things, permanent cov- 
erage of maritime employment under state unemployment-com- 
pensation systems and temporary protection for persons whose 
maritime employment has been with general agents of the War 
Shipping Administration and thus has been technically federal 
employment. 

Under title I of the bill, the present employer and employe 
insurance contribution rates (social security taxes) are con- 
tinued, at 1 per cent each, through the calendar year 1947. The 
committee said that the 1 per cent rate had been frozen since 
1942 for successive years, but that in the absence of new legis- 
lation it would advance to 2% per cent on January 1, 1947. 

Title II of the bill relates to benefits for survivors of de- 
ceased veterans of World War II. 

Title III amends the unemployment compensation tax act 
so as to include maritime employment, and authorizes the states, 
under specified conditions, to subject maritime employment to 
state unemployment compensation laws. It provides that for 
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a period ending June 30, 1949, unemployed seamen with federa] 
maritime service credit because of service on vessels operated 
by the Maritime Commission may receive unemployment com. 
pensation, using such credit for benefits under unemployment. 
compensation laws. Title IV of the bill relates to child Welfare 
in the Virgin Islands, and title V makes temporary changes ip 
old-age assistance, aid to the blind and to dependent children. 









Senate-Approved Bill Carries 
Money for Navy Tanker Hire 


Under provisions of a Senate amendment to H. R. 688}, 
the third deficiency appropriation bill for the fiscal year ended 
June 30, embodying also a number of appropriations for the 
current fiscal year, which the Senate passed on July 16 and 
sent to a conference committee, the Navy Department would 
receive $28,750,000 for use in the fiscal year ending June 30, 
1947, by its bureau of supplies and accounts for “transporta- 
tion of things,” and $22,663,000 of that amount would be for 
transportation of petroleum products by tankers. 


Printed hearings of the Senate appropriations committee 
on the bill included testimony by Rear Admiral W. J. Carter, 
of the bureau of supplies and accounts, setting forth the ex. 
planation that the Navy did not have enough tankers of its 
own to take care of its requirements; that it chartered tankers 
both from the War Shipping Administration and from commer. 
cial tanker operators; that the Navy had not had to reimburse 
the W. S. A. for the use of tankers prior to July 1, but that it 
expected to have to do so after July 1, in view of a require 
ment of the recently-enacted Navy-Maritime Commission ap- 
propriation act that the W. S. A. be merged into the commis- 
sion by September 1 and that liquidation of the W. S. A. by 
the Maritime Commission be completed by December 31. 


Air Parcel Post Bill Reported 
Favorably by House Unit 


The House committee on Post Office and post roads has 
reported favorably H. R. 6970, providing for establishment of 
an air parcel post service (see Traffic World, July 13). 

Air parcel post rates proposed in the bill, according to the 
report, “are estimated to cover all costs plus a margin of 
profit.” 

“Hence there is no cost to the government involved in this 
bill,” the committee said. 

The report referred to public hearings held by the commit- 
tee with respect to the air parcel post proposal and said that 
representatives of the Post Office Department and the Air 
Transport Association of America had appeared and testified 
as to the need and desirability of such a service. It noted that 
no air parcel post rates were in effect at the present time. It 
said the Post Office Department had recommended the scale 
of rates set forth in the bill. The rates would apply to parcels 
ranging in weight from 8 ounces to 70 pounds and measuring 
not more than 100 inches in length and girth combined. Within 
the first or second postal zone the rate would be 45 cents for 
the first pound or fraction thereof over 8 ounces, plus 4 cents 
for each additional pound or fraction thereof. The rates would 
be graduated upward for the successive zones, and within the 
eighth zone to points not over 2,400 miles from point of mailing 
the rate would be 75 cents for the first pound or fraction 
thereof over 8 ounces, plus 55 cents for each additional pound 
or fraction thereof. Additional charges would be imposed for 
distances over 2,400 miles, ranging from 4 cents for up to 150 
“excess” miles to 55 cents a pound or fraction thereof for 
“excess” distances of more than 1,800 miles. 

“Air parcel post service,” said the committee in its report, 
“will utilize the 45,000 post offices throughout the country and 
provide an integrated service utilizing railroad and bus facilities 
to extend the service to the 32,000 rural routes. 

“Lower transportation rates are to be expected as a nat: 
ural sequence. Airline personnel will increase, providing addi- 
tional opportunities for veterans to utilize their war-acquir 
talents and skills. Every additional plane the post service cal 
utilize on the proposed self-sustaining basis will aid the aircraft 
industry in adjusting to peacetime status.” 

After pointing out that section 2 of the bill authorized the 
Postmaster General to lease quarters at public airports in the 
handling and distribution of mail, the committee said: q 

At the present time space at airports for handling air mail 
is furnished by the carriers. It is charged as a cost factor 1 
the operating costs which are used as a basis for the establish- 
ment of the rates charged the Post Office Department. Thus 
while the department is paying in increased costs for the spac 
used it does not have control over the type, amount, condition, 
or location of the space furnished. The Post Office Department 
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strongly recommended this manner of solving the space prob- 
lem. 

The second section also provides for construction of suitable 
buildings when space is not available for lease, the acquisition 
of land, and the construction of the buildings to be under the 
direction of the Federal Works Administrator. This was also 
recommended by the Post Office Department. 

The cost of building space is considered in the rates rec- 
ommended by the Post Office Department. 

Without discussing provisions of the measure, the House 
passed the bill on July 16 and sent it to the Senate. 


Rail Freight Loading “Up” 
Week Ended July 13 


Loading of revenue freight the week ended July 13 totaled 
895,080,080 cars, according to the Association of American Rail- 
roads. This was an increase above the corresponding week of 
1945 of 11,537 cars, or 1.3 per cent, but a decrease below the 
same week in 1944 of 8,821 cars or 1.0 per cent. 

Loading of revenue freight the week ended July 13 in- 
creased 215,295 cars or 31.7 per cent above the preceding week. 

Miscellaneous freight loading totaled 369,675 cars an in- 
crease of 65,790 cars above the preceding week, but a decrease 
of 19,442 cars below the corresponding week in 1945. 

Loading of merchandise less than carload lot freight to- 
taled 121,393 cars an increase of 13,043 cars above the preceding 
week, and an increase of 16,473 cars above the corresponding 
week in 1945. 

Coal loading amounted to 189,628 cars, an increase of 89,800 
cars above the preceding week and an increase of 14,478 cars 
above the corresponding week in 1945. 

Grain and grain products loading totaled 59,027 cars, an 
increase of 12,555 cars above the preceding week, but a de- 
crease of 6,618 cars below the corresponding week in 1945. In 
the western districts alone, grain and grain products loading 
for the week of July 13 totaled 42,385 cars, an increase of 7,001 
cars above the preceding week but a decrease of 3,772 cars 
below the corresponding week in 1945. 

Livestock loading amounted to 20,375 cars, an increase of 
6,639 cars above the preceding week and an increase of 7,082 
cars above the corresponding week in 1945. In the western dis- 
tricts alone loading of livestock for the week of July 13 totaled 
14,196 cars, an increase of 4,991 cars above the preceding week, 
and an increase of 4,965 cars above the corresponding week in 
1945 


Forest products loading totaled 45,730 cars, an increase of 
12,946 cars above the preceding week and an increase of 2,228 
cars above the corresponding week in 1945. 

Ore loading amounted to 75,859 cars, an increase of 12,835 
cars above the preceding week, but a decrease of 1,396 cars 
below the corresponding week in 1945. 

Coke loading amounted to 13,393 cars, an increase of 1,687 
cars above the preceding. week, but a decrease of 1,268 cars 
below the corresponding week in 1945. 


All districts reported decreases compared with the corre- 
sponding week in 1945 except the Eastern Pocahontas, Southern 
and Northwestern, and all reported decreases compared with 
1944 except the Eastern, Pocahontas and Southern. 


: 1946 1945 1944 
mweeks Of January ............0 2,883,620 3,003,655 3,158,700 
4 weeks of February .......... 2,866,710 3,052,487 3,154,116 
5 weeks of March ...........-. 3,982,229 4,022,088 3,916,037 
mwecks Gf ADT ....... 2.50000 2,604,552 3,377,335 3,275,846 
Er rye 2,616,067 3,456,465 3,441,616 
5 weeks of June .............-. 4,062,911 4,366,516 4,338,886 
I QP EMR B's 6's ss acsias Singers 679,785 726,663 744,347 
eK OF GO 2S oo eee bia.ig- 0:55 coe 895,080 883,543 903,901 
OME use Su cht tialys, «ete ers 20,590,954 22,888,752 22,933,449 


JUNE RAIL EARNINGS 


Based on advance reports from eighty-seven class I rail- 
roads, whose revenues represent 80.2 per cent of total operating 
revenues, the Association of American Railroads has estimated 
that railroad operating revenues of $491,030,662 in June, 1946, 
decreased 25.4 per cent under the corresponding total of $658,- 

010 for same month of 1945. This estimate, it was pointed 
out, covered only operating revenues and did not touch on the 
trends in operating expenses, taxes, or final income results. 

Estimated freight revenues of $366,002,129 in June, 1946, 
were 24.8 per cent below the June, 1945, figure of $486,936,290, 
While estimated passenger revenues of $87,299,736 decreased 

4 per cent as compared with the corresponding total of $123,- 
626,791 for June of last year. 





Commission's Statistics Bureau 
Estimates Rate Increase Result 


Shows that increase in gross freight revenue on basis 
of a full year, under its estimate, is within a million 
dollars of the $390,000,000 estimate contained in the 
Commission’s Ex Parte 148-162 report. Cites improved 
net working capital position of railroads 


The Commission’s Bureau of Transport Economics and | 
Statistics in its July monthly comment on transportation sta- ; 
tistics, issued as information and not considered or adopted by 
the Commission, contains an estimate of the gross increase on | 
a full year basis of the temporary increases granted the rail- 
roads in Ex Parte 148—162, Increased Railway Rates, Fares and | 
Charges, 1942, 1946, closely agreeing with the $390,000,000 esti- | 
mate contained in the commission’s report in those proceedings ‘ 
(see Traffic World, June 29, p. 1931). 

The Bureau estimated the “gross amount of the increase” — 
as $389,000,000, and the net amount (estimating revenues other 
than freight revenue at four times the total for the first 1946 
quarter) as $370,000,000. 


Commenting on the financial position of the railroads, the 
bureau said their net working capital position as of April 30 
showed an improvement of about $135,000,000 in 1946 over 1945. 
It said that, while current assets as of April 30 this year were 
$876,000,000 less than in 1945, current liabilities had dropped 
$1,011,000,000, primarily as the result of a decline in the amount 
of accrued taxes. 


After referring to the press release accompanying the Com- 
mission’s decision in the freight rate case, as to the effect of 
the increases granted, the bureau continued: 


The following table based on rough estimates shows the effect of | 
the decision on the carriers’ revenues, by districts, on a full year basis. | 
The estimated freight revenues for 1946, before the rate increases, 
were calculated by taking the gross freight revenues from the Com- 
mission’s Freight Commodity Statistics of Class I Steam Railways for 
the years 1941 and 1945 on the assumption that the composition of traffic 
and the revenues per ton for each of the 157 classes of commodities 
would fall somewhere between these two sets of figures. Adjustments 
were made for certain commodities where the 1946 developments to 
date indicated that the 1941-1945 traffic pattern was probably not tenable. 


Estimated gross 
freight revenue 








Without With Gross Net 

rate rate amount of amount of 

increases increases increase increase* 

District (Millions) (Millions) (Millions) (Millions) 

Eastern district and 

Pocahontas region ..... $2,637 $2,856 $219 $208 
Southern region ......... 808 849 41 39 
Western district ......... 2,544 2,673 129 123 
Es etek ik sah aed $5,989 $6,378 $389 $370 


*Freight revenues as finally reported normally run about 95% of 
gross freight revenues. 

In view of the fact that the rate increases authorized in the Com- 
mission’s decision became effective July 1, 1946, the estimated net 
amount of the additional freight revenue to be expected in the year 
1946, would be roughly $185 million or one-half of the figure shown in 
the last column of the above table, although revenues for the second 
half of the year are usually somewhat more than 50 per cent of the 
total. 

The following is an estimate of the net railway operating income 
and the net income of Class I steam railways for the year 1946 before 
and after the above-mentioned increase of $185 million in revenue (one- 
half year at the new rates). The figures for operating expenses, on 
both bases include estimates covering the 16c per hour wage increase 
retroactive to January 1, 1946, and the additional increase of 2%c per 
hour effective May 22, 1946. In connection with these estimates of 
‘“net’’ it should be borne in mind that no consideration has been given 


to tax credits which may result from loss carry-backs in Federal income 
taxes. 


Including 
estimates 
for freight 
rate increases rate increases 


Before freight 


Item Millions Millions 
Railway operating revenues* ............. $7,721 $7,906 
Railway operating expenses .............. 6,516 6,516 
Net railway operating income: 

Before Federal income taxes ........... 540 725 

After Federal income taxes ............. 494 609 
Net income: 

Before Federal income taxes ......:.... 120 305 

After Federal income taxes ............. 74 189 


*Revenues other than freight revenue were estimated at four times 
the total for the first quarter of 1946. 


In recent years the net income of Class I steam railways after 
federal income taxes has been as follows: 
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Railway Financial Position 

In the preceding section of these comments an estimate of the net 
income of Class I steam railways for the calendar year 1946 is given as 
$189 after federal income taxes. This figure is the. same as the net 
income reported for the year 1940. In this connection it is of interest 
to compare the current assets, current liabilities and net working capital 
position of these railways as a whole for the periods ended April 30 
in 1946 (latest available data), 1945, and 1940. . . . Current assets were 
$876 million less in 1946 than in 1945 but current liabilities dropped 
$1,011 million, primarily as the result of a decline in the amount of 
accrued taxes. Consequently the net working capital position shows 
an improvement of about $135 million in 1946 over 1945. 

The carrier’s financial position on April 30, 1946, was much stronger 
than on the same date in 1940. Total current assets were up $2,893 
million, while current liabilities increased only $1,204 million, or an 
increase of $1,689 million in net working capital. Attenton is called 
to the following statement made by the Commission in its decision of 
June 20, 1946, in the rate case mentioned above. ‘‘The current financial 
position of the railways as a whole indicates that they are now better 
fortified to meet the posstble shock of disturbed industrial conditions 
than heretofore.’’ 

As of April 30, 1946, the ratio of current assets to current liabilities 
was 2.01. This is the highest April 30 ratio in the period 1931-1946. 
Monthly data are not available for the years prior to 1931. 


26-Weeks’ Carloadings Decrease 


The bureau said revenue carloadings for the first 26 weeks 
of 1946 totaled 19,016,089 cars, a decrease of 10.6 per cent from 
loadings in the same period of 1945. Livestock and merchandise 
less-carload loadings increased over last year 8.4 and 14.8 per 
cent, respectively, it said, while all other A. A. R. commodity 
groups experienced decreases ranging from 2.8 per cent for 
forest products to 49 per cent for ore. 

i to other loadings, and expected loadings, the bureau 
said: 


Loadings of grain and grain products are expected by the Produc- 
tion and Marketing Administration of the Department of Agriculture to 
average 56,750 cars weekly in July. While the forecast is 11.7 per cent 
below the high level of 1945, it is higher than similar loadings in 1942. 
Average weekly loadings in August and September are expected to be 
53,450 and 50,150 cars, respectively. 

According to P. M. A., July live stock loadings are expected to 
average 14,700 cars per week, or 12.6 per cent above the corresponding 
month of last year, and 9.5 per cent above the loadings for June, 
August and September shipments are forecast at 16,650 and 21,850 cars 
per week, or 8.8 and 7.3 per cent above loadings in August and Septem- 
ber, 1945. 

Demand for transportation of perishable and semi-perishable domes- 
tic commodities that normally move in refrigerator cars is estimated by 
P. M. A. to total 186,217 cars in July, an increase of 1,280 cars over 
the estimated movement in July, 1945. Fresh fruits and vegetables 
are expected to show an increase of about 5,000 cars, or 6.2 per cent, 
with heavy shipments of early potatoes from eastern seaboard states, 
and peaches from Georgia and the Carolinas accounting for a large part 
of the additional traffic. Canned foodstuffs likewise are expected to 
show an increase of about 1,800 cars. However, an estimated 20 per 
cent decrease in loadings of beverages and 25 per cent in canned milk 
and butter cuts the net increase for all perishables considerably. P. M. A. 
expects the refrigerator car supply to be extremely tight in all pro- 
ducing areas in July and August owing to the heavy demand and the 
retarded movement of empties. 

Coal dumpings at lower lake ports up to June 30 totaled 10.9 
million tons as compared with 18.5 million tons on the same date of 
1945, or a decrease of 41 per cent. As in the case of refrigerator cars, 
the movement of empty coal cars is retarded with consequent handicap 
to reloading at the mines. sii 

The loading of ore by the roads at the lower lake ports for the 
season ended June 30 aggregated 82,027 carloads as compared with 
202,636 carloads in the previous year, a decrease of per cent. 

The slack in the movement of both coal and ore via the Great Lakes 
is attributable in great measure to the miners’ strike in this country 
and also to the strike of the Canadian seamen. 


Ton-Miles by Types of Carrier 


The bureau included in its comment preliminary estimates 
for 1945 of the ton-miles of freight traffic carried by the sev- 
eral transport agencies, and had this to say: 


According to these estimates, the proportion of the ton-miles pro- 
duced by the railways reached the peak during the period 1941-1945 of 
72.0 per cent in 1943 but declined to 68.8 per cent in 1945 which, how- 
ever, was 5.2 percentage points above the 1941 proportion. The share 
of the highway trucks, including both for-hire and private trucks, was 
at the peak of 7.5 per cent in 1941 and steadily declined to 4.6 per 
cent in 1944 but recovered to 5.0 per cent in 1945. The inland waterway 
traffic including that on the Great Lakes also declined from a peak of 
18.6 per cent in 1941 to 13.6 per cent in 1945. The ton-miles of the 
oil pipe lines increased from a proportion of 10.3 per cent in 1941 to 
one of 12.5 per cent in 1945. The airway proportion of the ton-miles 
continued in 1945 at 0.1 per cent, although there was an increase over 
1944 in the actual figures of 27.5 per cent. The only other agency esti- 






mated to have shown an increase, 1945 over 1944, was the motor truck 
group whose ton-miles rose 2.3 per cent. 
7.6 per cent, inland waterways 9.6 per cent, and oil pipe lines 49 
per cent. 
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Railway ton-miles decreased 












Direction of Rail Traffic 


The bureau expressed the opinion that the period since the 
victory in Europe, the direction of movement of traffic on the 
eastern roads as measured by monthly percentages of east- 
bound to total loaded car-miles seemed to imply a return to 
the prewar pattern. In the prewar period, it said there was a 
preponderance of rail freight traffic moving eastward (including 
northbound) in both the eastern and western district, the lack 
of balance being much greater in the east than in the west, 

An accompanying: table showed the percentages of east- 
bound to total loaded car-miles in the eastern district at 63.1 
for 1946. 63.7 for 1945; 66.6 for 1944; 67.5 for 1943, and 63.1 
for 1939, reaching a peak of 68.4 in July of 1943 as compared 
with 63 ir July, 1939. 

As to the western roads, the bureau said the figures for 
the first four months of 1946 indicated that the percentage of 
eastbound traffic was still below that in the same months of 
1939, but added it could not be determined whether or not this 
situation could continue until economic conditions became more 
settled. 

Traffic, Speed, and Maintenance 


A table in the comment showed that from 1938. through 
1944 there was a consistent annual increase in the number of 
gross ton-miles (all trains) produced by the railroads. The 
bureau said that, for the years 1938-1943, there was a steady 
decline in the average train speed from 22.2 miles an hour to 
19.8 miles an hour, adding that these trends had reversed them- 
selves in 1945 in the case of gross ton-miles and in 1944 in the 
case of the average speed of trains. It continued: 


The decrease in train speeds in the period referred to is probably 
attributable in some part to the enormous increases in gross ton-miles 
produced. Large increases in the volume of traffic tend to create -con- 
gestion and delays which tend in turn to affect the average speed. It 
does not follow from this, however, that increases in gross ton-miles 
will always be associated with decreases in speed. For example, train 
speed increased appreciably in 1944 as compared with 1943 although 
the gross ton-miles produced also increased between the same two years. 

Maintenance expenditures over a period of years are not a too satis- 
factory measure of physical maintenance because of changes in prices 
and in wages. Man-hours of maintenance work, on the other hand 
provide a rough approximation of maintenance applied, regardless of 
changes in wage rates or in the prices of materials and supplies. For 
purposes of this comparison, the man-hours used cover maintenance 
of way employes classified as gang foremen (extra gang and work 
train laborers), gang or section foremen, extra gang men, and section 
men. Maintenance man-hours per million gross ton-miles fell with 
the increase in gross ton-miles and decrease in train speeds from 1938 
through 1942, but showed a consistent upturn from this point through 
1945. The reversal in the trend of man-hours of maintenance therefore 
occurred earlier than the changes in the trend of either average train 
speed or gross ton-miles. 

In the period 1938-1945 the lowest level of man-hours per million 
gross ton-miles was reached in 1942 at 248. Thereafter the maintenance 
man-hours rose steadily to 281 in 1945, the highest level for the period 
1938-45, although the speed of trains declined still further in the next 
succeeding year and gross ton-miles continued to increase for two years 
more, In 1945, nowever, train speed was still substantially below the 
levels prevailing in the prewar years. It is possible that the rather 
sharp rise in maintenance man-hours since 1942 is attributable in part 
to an effort to overcome accumulated deferred maintenance. 

Changes in the average speed of all trains are affected not only 
by changes in the passenger-train speed and the freight-train speed but 
also by the relative proportions of freight-train and passenger train 
mileage. Without any increase in freight-train and passenger-train 
speed in 1945 over 1944 the average for all trains increased somewhat 
owing to an. increase in the passenger-train mileage proportion of the 
total train mileage from 40.5 per cent in 1944 to 42.5 per cent in 1945, 
thus giving greater effect in the aggregate to the passenger-train speed, 
which is generally higher than that of freight trains. The following 
table shows the variations in the average speed of freight and of pas 
senger trains from 1937 through 1945 with index numbers based on 
1937-39 as 100. 

In the freight train service the speed was as follows: 


19388 1939 1940 1941 1942 1943 1944 1945 

es Mi MR os tac odeaomin 16.6 16.7 16.7 16.5 15.8 15.4 15.7 15.7 

TRE 4 0-45 s-q5 0 5c 100.6 101.2 101.2 100.0 95.8 93.3 95.2 95.2 
In the passenger train service the speed was as follows: 

i A he PSE ei aba 34.7 35.4 35.8 36.1 35.7 34.7 34.8 347 

1937-39=100 ........... 99.4 101.4 102.6 103.4 102.3 99.4 99.7 99.4 


Railway Express Agency 


Total “charges for transportation” made by the Railway 
Express Agency for the 4 months ended with April, 1946, 
amounted to $140,971,758, according to the bureau, which com- 
pared this with $152,051,042 for the same period of 1945, a 
decrease of 7.3 per cent. Additional revenue from operations 
other than transportation totaled $1,827,046 or 36 per cent above 
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the 1945 period, it continued. Totaling operating expenses for 
those months were $101,029,525, an increase of 15.9 per cent, it 
said, adding that “these expenses include $10,018,163 represent- 
ing estimated additional pay due employes for the period Jan- 
uary-April, 1946, as the result of a recommendation by a presi- 
dential emergency board dated May 23, 1946.” 

The bureau continued: 


The operating expenses mentioned above do not include the cost 
of moving express traffic by railroads and other carriers over whose 
lines the Express Agency operates. The Agency pays for the transpor- 
tation it receives by turning over its net receipts to the carriers han- 
dling the traffic on the basis of a standard agreement and other con- 
tracts. Such payments, referred to as “‘express privileges’ in the 
Agency’s accounts amounted to $34,899,144 in the first 4 months of 1946, 
as compared with $60,611,889 in the 1945 period or a decrease of 42.4 
per cent. Miles of line covered by the Agency’s operations as of April 
3), 1946, were 196,473 for steam railways and 82,503 for other lines. 

Taxes increased from $5,494,663 in the 1945 period to $6,548,493 
in 1946 or 19.2 per cent. These are principally payroll taxes for em- 
ploye retirement and unemployment insurance. 

It is of interest to note that the express revenues of Class I steam 
railways for the first 4 months of 1946 were $32.9 million as compared 
with $54.7 million in the same period of 1945. 











RAIL FINANCIAL DATA 


At the end of April, 1946, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,107,716,449, including $1,042,587,679 in cash, as compared 
with $4,983,806,409, including $1,128,287,887 in cash, at the end 
of April, 1945, according to a statement No. M-125, selected 
income and balance sheet items of those roads, prepared by 
the Commission’s Bureau of Transport Economics and Statis- 


tics. 

The statment showed that $124,424,795 of funded debt would 
mature within six months from April 30, 1946. This compared 
with funded debt of $131,849,108 matured in the comparable 
period of last year. 

Total current liabilities stood at $2,042,458,293 at the end 
of April, 1946, as against $3,053,137,530 at the end of April, 
1945. Included in the current liabilities was accrued tax lia- 
bility of $692,986,232 at the end of April, 1946, as against $1,- 
740,713,192, at the end of April 1945. U. S. government taxes 
accounted for $559,571,737 of the aecrued tax liabilities at the 
end of April, 1946, as again $1,600,587,698 at the end of 
April, 1945. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a statement, No. M-550, pre- 
pared by its Bureau of Transport Economics and Statistics, of 
tons of revenue freight originated and tons terminated in car- 
loads by classes of commodities and by geographic areas— 
Class I steam railways—for 1945. The statement shows a total 
of 1,404,080,159 tons of revenue freight originated and. 1,309,- 
423,863 tons terminated. As to forwarder traffic, tons originated 
totaled 3,332,257 and tons terminated amounted to 3,528,031. 
By groups of commodities, tonnages originated and terminated, 
respectively, were reported as follows: 


Products of agriculture, 159,571,102 and 167,748,987; animals and 
broducts, 23,747,780 and 24,650,710; products of mines, 732,941,927 and 
619,639,054; products of forests, 75,603,815 and 79,133,061; and manufac- 
tures and miscellaneous, 412,215,535 and 418,252,051. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 5,699 
freight cars, and a daily average shortage of 9,296 freight cars, 
for the week ended July 6, according to the car service division 
of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 728; auto 
od 657; flat, 561; gondola, 582; hopper, 181; and miscellaneous, 

The shortage was made up as follows: Plain box, 6,489; 
auto box, 181; flat, 78; gondola, 667; hopper, 1,597; and mis- 
tellaneous, 284. 


MEDIATION BOARD CHAIRMAN 
Frank P. Douglass, member of the National Mediation 
d, which administers the railway labor act, has been 
elected chairman of the board, succeeding Board Member Harry 
H. Schwartz. The latter will continue to serve as chairman 


of the National Railway Labor Panel as well as a member of 
the board. 


RAIL UNEMPLOYMENT INSURANCE AT NEW HIGH 


Railroad workers were paid $20,500,000 in unemployment 
insurance benefits in the year ended June 30, 1946, the largest 
amount yet paid in one year, the Railroad Retirement Board 

announced. More than one-half of the total for the year 
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just ended was paid in the last quarter of the year, and nearly 
two-thirds was received by workers living in the northern states 
east of the Mississippi. Unemployment was attributed to “strikes 
in other industries and adjustments to post-war employment 
levels.” 

Roughly, 40 per cent of the beneficiaries were laborers; 25 
per cent were skilled workers, helpers, or apprentices; and 20 
per. cent. were train-and-engine-service employes. 


D..& R. G. W. EMERGENCY BOARD 


President Truman has issued an executive order creating 
an emergency board to investigate a dispute between the Den- 
ver & Rio Grande. Western Railroad Co. and certain of its 
employes represented by the Brotherhood of Railroad Tra‘n- 
men. In his order the President said that, in the judgment of 
the National Mediation Board, the dispute threatened substan- 
tially to interrupt commerce within the states of Colorado, Utah 
and New Mexico “‘to a degree such as to deprive that portion of 
the country of essential transportation service.” 

The emergency board was directed to make its report to 
the President not later than August 9. 


RAIL TELEGRAPHER DISPUTES 


~Chairman Schwartz, of the National Railway Labor Panel, 
has appointed James H. Wolfe, Edwin E. Witte and Robert W. 
Woolley as members of a board to investigate and report on 
disputes between the Chicago, Indianapolis & Louisville Rail- 
way, Lehigh Valley Railroad, Delaware and Hudson Railroad, 
Delaware, Lackawanna & Western Railroad Co., and the 
Norfolk Southern Railway Co., and certain of their employes 
represented by the Order of Railroad Telegraphers. The dis- 


_ involve demand of the telegraphers for one rest day a 
week. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,329,724 at the middle of June, 
a decrease of 8.56 per cent under June of 1945 and an increase of 
1.72 over May of this year, according to a rail employment com- 
pilation based on preliminary reports, prepared by the Com- 
mission’s Bureau of Transport Economics and Statistics. The 
June, 1946, employment was reported as follows: 

Executives, officials, and staff assistants, 14,966; profes- 
sional, clerical, and general, 224,323; maintenance of way and 
structures, 261,950; maintenance of equipment and stores, 358,- 
873; transportation (other than train, engine, and yard), 173.- 
327; transportation (yardmasters, switch-tenders, and hostlers), 
16,864; and transportation (train and engine service), 279,421. 


SALE OF “BIG INCH” PIPELINES 


The War Assets Administration has announced that July 
30 will be the deadline for receipts of bids and proposals for 
acquisition of the government-owned “Big Inch” and “Little Big 
Inch” pipelines, used in the. war years for transportation of 
petroleum and petroleum products from Texas and Louisiana 
producing areas to oil refineries in the New York-Philadelphia 
district. It said it would receive such bids and proposals until 
midnight, July 30, but that it reserved the right to reject all 
offers and to readvertise these and certain other facilities for 
sale or lease. 

Representative Folod, of Pennsylvania, inserted in the av- 
pendix of the Congressional Record a resolution adopted by the 
Business Men’s Association of Nanticoke, Pa., opposing sale of 
the “Big Inch” and “Little Big Inch” pipelines for use in trans- 
portation of natural gas, on the ground that competition of nat- 
ural gas with anthracite in the middle Atlantic states would 
result in shrinkage of anthracite sales, to the detriment of 
anthracite-producing areas in Pennsylvania. 


NO 1946 A.A. R. FREIGHT CLAIM DIVISION MEETING 

The general committee of the Freight Claim Division, 
Association of American Railroads, at its recent meeting in 
Chicago concluded that there will be no annual membership 
business session of the division in 1946, because of non-avail- 
ability of hotel facilities and the press of work in connection 
with the expected customary high peak of freight traffic in the 
fall months. The annual session had been originally scheduled 
to be held in May in Chicago, but was postponed because of the 
coal and railroad strikes. 

The general committee recognized that it was undesirable 
to defer until 1947 the next annual business session, because of 
the many rules changes, the need for stimulating active loss 
and damage prevention activities, and the importance of close 
contacts among freight claim and prevention officers throughout 
the nation, said Lewis Pilcher, secretary of the Freight Claim 
Division. Only the many difficulties surrounding the holding 
of such a meeting late this year moved the general committee 
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to conclude that the interests of the division would best be 
gir by deferring the gathering until the customary time 
in ; 


A. T. A. Issues Data on First 1946 
Quarter Motor Carrier Expenses 


The motor carrier revenue dollar of Class I property car- 
riers in the first three months of 1946, according to data prepared 
by the department of research of the American Trucking Asso- 
ciations, Inc., was disposed of as follows: 

Equipment maintenance and garage expense, 15.8 per cent; 
transportation expense, 28.7 per cent; terminal expense, 18.8 per 
cent; sales, tariff and advertising expense, 2.3 per cent; insur- 
ance and safety, 5.4 per cent; administrative and general, 9 per 
cent; depreciation, 3.7 per cent; operating taxes and licenses, 
6.5 per cent; operating rents, net, 8.3 per cent; leaving net op- 
erating revenue of 1.5 per cent. 

A note to the data said wages were included in these items 
and, in the aggregate, amounted to about 50 per cent of gross 
revenues. 

Attached to the release were tables breaking down the ex- 
pense items for eleven major types of carriers, including com- 
mon carriers of general freight; contract carriers; local carriers; 
household goods carriers; liquid petroleum carriers; refrigerated 
products carriers; agricultural carriers; motor vehicle carriers; 
building materials carriers; and film carriers. Figures for 1945 
were also shown. 

For all types of carriers, the 1.5 per cent net operating 
revenue before income taxes for the first three months of 1946 
was compared with 3.8 per cent for those months in 1945. The 
item showed a decrease for all types but household goods car- 
riers and refrigerated products carriers. 


Motor Vehicle Production Slump 
in June, Reports C.«. A. 


Production of trucks totaled 58,739 in June as against 74,650 
in May and 81,282 in April, while production of passenger cars 
totaled 142,313 in June as against 152,948 in May and 150,206 
in April, according to a statement issued by the Civilian Pro- 
duction Administration, July 16. 

Manufacturers were still faced with a shortage of mate- 
rials and components due to strikes and the resulting lag in 
delivery dates of material from suppliers, said the C. P. A. 

In the first six months of 1946, truck production totaled 
337,586 units, while 642,052 passenger cars were produced in 
that period, according to the statement. 


“Production of medium trucks dropped from 37,427 in May 
to 18,608 in June while the light-heavy type went from 3,459 
units in May to 3,053 in June,” C. P. A. continued. “Heavy 
truck production decreased from 1,364 to 1,013. Light trucks 
registered the only gain with an increase of 3,665 units over the 
May figure of 32,400, making a June total of 36,065.” 


C. P. A. officials said the automotive industry had forecast 
a markéd increase in truck production in the next three months. 
It estimated, they said, that 111,791 trucks would be produced 
in July, 126,511 in August and 133,717 in September. Passenger 
car production was estimated as follows: July, 256,125; August, 
326,637; and September, 344,504. 


Motor Carrier Statistics 


Motor carriers of property, those with average gross op- 
erating revenues of $100,000 or over annually, had total operat- 
ing revenues of $900,679,035 for 1945 as against $878,187,250 
for 1944, according to a.compilation of revenues, expenses and 
other income of Class I motor carriers of_ property, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics, statement Q-800. The compilation covered 1,811 carriers, 
including 427 local carriers. Like numbers of carriers were 
rence in the Commission’s comparative compilation for 
1944. 


The compilation showed $152,105,523 equipment main- 
tenance and garage expense for 1945 as against $141,494,665 
for 1944 with total operation and maintenance expenses of 
$720,102,628 and $687,966,655, respectively, for those periods. 
Total expense for 1945 was shown as $894,047,584, and for 1944, 
as $851,775,264. Net operating revenue for the comparative 
years was $6,631,451 and $26,411,986, respectively. 

For 1945, net income before income taxes amounted to 
$14,198,596, and net income after income taxes totaled $4,197,- 
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693, as compared with $34,642,478 and $18,960,359, respectively, 
for 1944. 


Total operating revenues of the 427 local carriers included 
in the aforementioned figures were $159,194,407 for 1945, and 
$154,980,796 for 1944. Total operating expenses for those car- 
riers were $153,679,009 for 1945 and $146,242,171 for 1944, and 
net operating revenues were $5,515,398 and $8,738,625 for the 
respective periods. 

Simultaneously with the issuance of its yearly compilation, 
the Commission made public a like statement of statistics of 
motor carriers of property, covering the fourth quarter of 1945. 
For. this period, the reporting carriers, totaling 1,811, of which 
427 were local in character, had operating revenues of $215,829,- 
102, and total expenses of $228,957,071, as compared with $224,- 
984,933 and $227,556,356, respectively, for the 1944 quarter. 
Net operating revenue for the 1945 period showed a deficit of 
$13,127,969, compared with a deficit of $2,571,423 for the fourth 
quarter of 1944. 

For the fourth quarter of 1945, net income before income 

taxes showed a deficit of $12,069,815, and after income taxes, 
a deficit of $11,869,376. Comparable deficits for the fourth 
quarter of 1944 were $2,212,732 and $4,637,954, respectively. 
‘ Total operating revenues of the 427 local carriers included 
in the aforementioned figures were $39,988,128 for the fourth 
quarter of 1945 and $39,880,004 for the 1944 quarter. Total 
operating expenses for those carriers were $40,954,349 for the 
fourth quarter of 1945, and $39,634,392 for the same quarter 
of 1944, and net operating revenues showed a deficit of $966,221 
for the 1945 quarter, while the 1944 quarter showed a net 
figure of $245,612. 


1946 Truck-Bus Tire Production 
Increase Expected by C. P. A. 


With the present supply of “GR-S” (synthetic) rubber 
augmented by an increased amount of natural rubber now 
made available as a result of recent international negotia- 
tions, production of a total of 13,860,000 truck and bus tires, 
in addition to 69,150,000 passenger car tires, is expected: this 
year, according to the Civilian Production Administration. 

W. James Sears, head of the rubber division of the C. P. 
A., said that the natural rubber content in tires had been 
fixed at 13 per cent in tires of various types and that, in the 
case of passenger car tires, this represented an increase of 
10.5 per cent in natural rubber content. In addition, he said, 
more natural rubber would be allowed for some tire and tube 
repair materials and retreading materials, including large 
truck tire camelback. He said the greater importation of 
natural rubber now permitted release of an additional 11,000 
long tons of such rubber each month. 

“Tread repair stock, previously allowed 62 per cent of 
natural rubber, may now be made with any desired amount,” 
he said. “All types of tube patches may contain any amounts 
of natural rubber. Natural rubber may now be used in the 
manufacture of ‘puncture seal’ and other types of safety 
tubes. Tire makers may now use natural rubber latex without 
limit for the treatment of nylon cord. Stripping stock (maxi- 
mum thickness % inch), a form of retreading material, which 
was permitted 62 per cent natural rubber, may now use rub- 
ber as required.” 

He said that truck and bus tires would receive a sub- 
stantial share of the 11,000 additional long tons of natural 
rubber to be made available each month. 

“Pneumatic casings with cross section 8.25 and larger of 
both highway and mud and snow tread design,” he said, “may 
now be made with 94 per cent natural rubber. The same per- 
centage may be used in the production of large airplane tires 
for transport and bomber service and for large special purpose 
tires. . . . In many sizes this is an increase from 67 per cent 
formerly allowed. 

“Smaller truck and bus tires and smaller size special 
purpose tires 7.50 inches and down will hereafter contain 67 
per cent of natural rubber. Formerly various tires in this 
group contained 13, 23, or 33 per cent natural rubber... .” 


BROWNSVILLE-MATAMOROS TRUCK AGREEMENT 


Effective July 5, new trucking rules between Matamoros, 
Mexico, and Brownsville, Texas, went in effect, ending the 
controversy between truckers of both areas. The agreement 
applies only to operators of commercial vehicles, both trucks 
and taxicabs, and does not apply to owners and operators of 
trucks or private automobiles not for hire. Under the agree- 
ment, any commercial truck or taxicab operated for hire with 
a license plate of any state of the United States is permitted to 
haul merchandise or passengers from Brownsville, Texas, to 
Matamoros, Tamaulipas, but such vehicle is prohibited from 
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bringing merchandise or taxi passengers to Brownsville on the 
return trip, being required to return with an empty load. 
Operators of commercial trucks or taxicabs for'hire with a 
license plate of any state in the Republic of Mexico are per- 
mitted to haul merchandise or passengers from Matamoros to 
Brownsville, but such vehicles are prohibited from taking mer- 
chandise or passengers from Brownsville to Matamoros on the 
return trip, being required to return with an empty load. 


MIDDLE ATLANTIC PRESIDENT RETIRES 


John P. Faherty, president of the Middle Atlantic States 
Motor Carrier Conference, Inc., for the last ten years, has re- 
tired. At a luncheon given in his honor by the board of direc- 
tors of the conference in Washington, D. C., he was presented 
with a scroll commemorating his ten years of faithful service 
and a beautiful watch, the latter a gift of his associates on the 
poard. The luncheon was attended by officials of the confer- 
ence, members and department heads of the Commission, .and 
trucking industry officials, including John V. Lawrence, man- 
aging director of the American Trucking Associations, Inc., C. J. 
Moore, of the Central States Motor Freight Bureau, and Edgar 
Watkins, of Atlanta, Ga. 4 


Cc. M. F. A. TRUCK ROADEO PLANS 

Plans for the eighth annual truck safety Roadeo of the 
Central Motor Freight Association were completed at a meet- 
ing of motor carriers and representatives of truck and trailer 
manufacturers, July 15, in the Hotel Morrison, Chicago. Alex 
Scherer, of Ottawa, president of Scherer Freight Lines, and 
E. L. Garrison, of Peoria, president of the Melvin Trucking 
Co., were chosen as Roadeo masters. Thomas McVey, of Spring- 
field, president of Prairie State Motor Freight Co., is general 
chairman. 

The Roadeo will be held at Springfield, August 24-25, and 
will consist of competitive driving contests and oral examina- 
tion of contestants on rules and regulations of the Interstate 
Commerce Commission and on state safety laws. Winners of 
the Springfield contest will compete with winners of similar 
contests sponsored by 17 other state associations of the Ameri- 
can Trucking Associations, in the national Roadeo to be held 
October 8 at Soldiers’ Field, Chicago. The Roadeo at Spring- 
field will be witnessed by representatives of the Interstate 
Commerce Commission and the National Safety Council, and 
by state officials. 


Cc. M. F. A. ELECTS A. T. A. DIRECTORS 

At a meeting of the board of directors of the Central Motor 
Freight Association, held July 15 in Chicago, Walter Mullady, 
president of Decatur Cartage Co., was elected vice-president 
of the American Trucking Associations from Illinois. The fol- 
lowing were elected A. T. A. directors: Chester G. Moore, Harry 
Chaddick, Barney Cushman, and Alex Scherer. Alternates 
chosen were Carl H: Ozee, David Ratner, Rudolph J. Olson, 
and Ben Leventhal. Mr. Mullady and the above directors will 
represent the C. M. F. A. at the A. T. A.’s board of directors’ 
meeting to be held in conjunction with the A. T. A. annual 
meeting next October in Chicago. 


Cc. M. F. A. PETROLEUM DIVISION 

The Central Motor Freight Association has organized a 
Petroleum Haulers Division, with Howard Willett, Jr., of Chi- 
cago, Willett Truck Lines, as chairman, and C. P. Staley, of 
Bloomington, Ill., Staley Cartage Co., as vice-chairman. Major 
operators throughout the state who handle petroleum products 
are affiliated with the new division, which will function chiefly 
in public relations work and legislative matters. 


HIGHWAY TRANSPORTATION CONGRESS 


A highway transportation congress will be held in Wash- 
ington, D. C., September 26-27, under the auspices of the 
National Highway Users Conference “where the state and 
national highway users organizations will advance programs 
for postwar development.” Details about the meeting would be 
announced later, said the conference. 


FORD ADVERTISING BY DIRIGIBLE 


The Ford Motor Co. has secured the exclusive automotive 
franchise with a dirigible which will carry “super-spectacular” 
electric signs into the sky, 2,500 feet above the Atlantic sea- 
board, bearing the Ford slogan, “Ford’s Out Front,” J. R. Davis, 
Ford. vice-president in charge of sales and advertising, has 
announced. The dirigible, owned by Douglas Leigh Sky Adver- 
tising Co., will fly on regular schedules during good flying 
Weather, both daytime and at night, over a territory of 40,000 
Square miles including New York, Philadelphia, Baltimore, Hart- 
ford and Washington, D. C. The craft will carry illuminated 
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signs on each side, visible for more than five miles, and a con- 
tinuous running message of the new bulletin type. 









































































GILLETTE TIRE ANUALS 


Farm tire specifications and truck tire construction data 
are featured in four new tire manuals published by the Gillette : 
Tire division of United States Rubber Co., it has been announced 
by H. C. McDermott, division sales manager. Besides listing 
original equipment tire specifications for farm tractors and 
implements, the book describes the general practice in selecting } 
tire sizes for steel-to-rubber changeovers. A truck and bus tire 
manual gives detailed information on tire types and their appli- | 
cation to particular uses, loads, speeds and inflations. Other | 
subjects covered include butyl tubes, rim data, valve dimen- 
sions, tire service recommendations and correction of mis- 
matched duals. | 


M. & ST. L. SEEKS TRUCK SERVICE 


The Minneapolis & St. Louis Railway on July 17 asked | 
authority of the state of. Minnesota to establish truck service | 
on L.C.L. freight, supplementing its regular rail service, to ' 
and from stations on its lines in western Minnesota. An applica- 
tion for a certificate of public convenience and necessity was 
filed with the state railroad and warehouse commission. The 
railroad plans to operate a fleet of modern frucks daily from | 
Minneapolis to Marietta, near the South Dakota boarder, and 
south to St. James. There would be no pick-up and delivery 
service, and local truckers would haul the freight to and from ! 
M. & St. L. depots. | 


SILENT HOIST’S NEW CAR PULLER 


The Silent Hoist & Crane Co. is now offering a new model ; 
electric capstan car puller in which the gearing is integral with 
the motor. The new car puller is available in two sizes, a 7.5 
horsepower unit with a capacity of 5,000 pounds draw-bar pull, | 
and a 15 horsepower unit with 10,000 pounds of draw-bar pull- ' 
ing capacity. The car pullers may be furnished with control and } 
other accessories, and are available from stock. 


Cc. & O. LINE EXTENSION 


The Chesapeake & Ohio Railway is building a 14%-mile 
extension in Kentucky to serve an operation of the Clinchfield 
Coal Corporation, R. J. Bowman, C. & O. president, has an- 
nounced. The mining operation it will serve is expected to 
produce a tonnage of over one million tons of bituminous a | 
year. The construction of the extension will cost an estimated 
$2,775,000. 


UNION PACIFIC TRACK RELAY PROGRAM 


The relaying of 350 miles of track in six states served by 
the Union Pacific Railroad is being done this year at a cost of 
$7,500,000, according to the railroads. The states are Nébraska, 
Wyoming, Kansas, Colorado, Oregon, and Idaho. Majority of 
the projects involve the substitution of track weighing 131 
pounds a yard for lighter rail. 


AUTOMATIC TRANSPORTATION CO. EXPORTS 


An export program designed to make modern material 
handling equipment available to industry in nearly 40 nations 
throughout the world has been activated by Automatic Trans- 
portation Co., Chicago, manufacturers of electric propelled in- 
dustrial trucks. Independent sales representatives will serve as § 
exclusive distributors in each area. The company is already 
shipping equipment to 14 countries. 


CHANGES IN DOCKET 

Hearing in MC 31444, Sub. 25, assigned for July 15, at New York, 
N. Y., was postponed to a date to be fixed. 

Hearing in MC 31444, Sub. 27, assigned for July 15, at Pittsburgh, 
Pa., was postponed to a date to be fixed. 

Hearing in MC 2284, Sub. 15, and MC 13492, Sub. 10, assigned for 
July 16, at Newark, N. J., was postponed indefinitely. 

Hearing in MC 106999, assigned for July 17, at Atlanta, Ga.,° was 
canceled. 

Hearing in MC 95821, Sub. 3, assigned for July 17, at Washington, 
D. C.. was canceled. 

Hearing in MC 106805, assigned for July 16 at Memphis, Tenn., 
was postponed to August 9, Memphis, Tenn., Peabody Hotel, before 
Examiner Burns. .. 

Hearing in MC 106804, assigned for July 18 at Boston, Mass., was 
postponed to a date to be fixed. 

Hearing in MC 106664, assigned for July 19 at Atlanta, Ga., was 
postponed to August 12, Atlanta, Ga., State Comm., before Examiner 
Yardley. 

Hearing in MC 103298, Sub. 3, assigned for July 17 at Philadelphia, 
pag iy * sation to August 6, Philadelphia, Pa., U. S. Ct., before 

t. . 67. 

Hearing in MC 29854, Sub. 8, assigned for July 18 at Newark, N. J., 

was postponed to a date to be fixed. 







































































Port of New Orleans Receives 
Foreign Trade Zone Grant 


Secretary Wallace, of the Department of Commerce, on 
July 18 issued a grant for operation of a foreign trade zone at 
the port of New Orleans, La., to the board of commissioners of 
the port. Secretary Wallace is chairman and executive officer 
of the Foreign-Trade Zones Board, an agency created by an 
act of Congress approved June 18, 1934, and placed within the 
Department of Commerce. 

The grant was presented by Mr. Wallace to E. O. Jewell, 
general manager of the New Orleans port, who represented the 
port commissioners at the presentation ceremony in Washington. 

New Orleans thus became the second municipality in the 
United States to establish a foreign-trade zone, the grant for 
the first one having been issued to the municipality of New 
York on January 30, 1936. The New Orleans application for a 
foreign trade zone was filed August 10, 1942, and had been held 
in abeyance since that time because the port facilities were 
being used for military purposes. 

In an announcement of the grant to the New Orleans port, 
Thomas E. Lyons, executive secretary of the Foreign-Trade 
Zones Board, said that the New Orleans foreign trade zone was 
located on the Mississippi River, within the city limits, occupy- 
ing a part of the Public Cotton Warehouse. He said the New 
Orleans zone would be designated as foreign trade zone No. 2, 
adding that this zone would round out a plan the city of New 
Orleans had prepared for fostering foreign trade, especially 
with Latin America. 


Mr. Lyons stated that applications for grants to operate 
foreign trade zones at Houston, Tex., San Francisco, Calif., and 
San Juan, Puerto Rico, were pending. 

He defined a foreign trade zone as a segregated, enclosed 
and policed area within which commodities were substantially 
free from usual customs regulations, and explained that a con- 
siderable degree of freedom was allowed in the handling of such 
goods within the zone, as, for example, repacking, resorting, 
mixing, and other types of manipulation. 


Conciliator Obtains Truce in 
Maritime Jurisdictional Tie-Up 


The long-feared tieup of shipping due to rivalry between 
A. F. L. and C. I. O. waterfront unions finally developed along 
the Atlantic and Pacific seaboards last week. A conciliator for 
the dispute was named by the U. S. Conciliation Service, Nathan 
P. Feinsinger, a former public member of the War Labor Board. 
On his arrival in San Francisco early this week, he was able 
to bring about a temporary truce in the dispute. 


Trouble has been threatening to erupt between the two 
rival sets of unions for years. Recent flareups included a num- 
ber of bitter statements made by union leaders, and the aggra- 
vation and extension of the recent longshoremen’s strike in the 
port of New York, at the conclusion of which the A. F. L. leader 
of the longshoremen’s union bitterly attacked ‘communist 
C. I. O. members” for prolonging the strike after he had 
ordered the men back to work. He accused the C. I. O. at that 
time of using his own strike in an attempt to take over his 
union. 


This latest outbreak began in Seattle, where the S. S. Mello 
Franco, operated by a steamship company which has a con- 
tract with the C. I. O. was taken over by a steamship company 
which has a contract with the A. F. L. The latter company hired 
a crew of Seamen’s Union of the Pacific (A. F. L.) members; 
whereupon Harry Bridges, C. I. O. maritime leader, ordered 
his C. I. O. west coast longshoremen to refuse to work the 
vessel, claiming that it should rightfully be operated by a 
C. I. O. crew. 


As a result of this action, the east coast A. F. L. maritime 
unions, banded together (according to a public statement “for 
protection against C. I. O. raiding”) into an overall organiza- 
tion named the Maritime Council of Greater New York, began 
to throw picket lines around C. I. O.-manned vessels. A few 
docks on Staten Island, New York Harbor, were the first to 
be affected. By the end of the week the picketing had spread 
all along the east coast. At this point, the federal government 


stepped in, and the rival leaders agreed to a temporary truce 
while negotiations were being carried on. 
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Ship operators are practically unanimous in the assertion 
that trouble is ahead, despite government intervention. In q 
bulletin addressed to its members, the American Merchant 
Marine Institute warned: 





Indications point to a knockdown and dragout fight between the 
Cc. I. O. and A. F. L. maritime unions, needing only such a spark as 
the Bridges’ move to start it off. 







If the jurisdictional squabble is resumed, and is not halted 
by the government mediator, the effects on the industry will 
be as injurious as the strike which was recently averted by last- 
minute action on the part of the government, according to ship- 
ping men. An all-out jurisdictional battle would halt most U. S. 
shipping on both coasts. It was pointed out that there was a 
disastrous division of control between the two unions. The 
A. F. L. controls the seamen on the west coast, while the C. I. 0. 
controls the longshoremen. On the east coast, the C. I. O. con- 
trols the seamen, while the A. F. L. controls the longshoremen,. 
For this reason, it was said, a jurisdictional dispute would equal 
fully effective strike. 


Frank J. Taylor Analyzes 
Maritime Labor Problems 


Frank J. Taylor, president of the American Merchant 
Marine Institute, in a public statement this week, revealed that 
he fears new demands on the part of maritime labor, and that 
he expects these demands to center around a shorter working 
week for seamen. Commenting on the effect on the maritime 
industry if such a demand were met, he said: 


Our merchant marine’s competitive position has been jeopardized 

not only in the field of foreign trade, but also in domestic commerce 
. . by the new wage increases for seamen. ... 

We wish it could be said that the settlement has permanently 
resolved the labor problems affecting the merchant marine. However, 
there has already been a public announcement that there may be 
another crisis in September and that the maritime unions will be 
again making new demands for wage increase. It can be expected 
that the union’s chief demand will be based on the so-called 56-hour 
work week at sea. 

It should be kept in mind that merchant ships are at sea only 
57% of the time and when ships are in port, either foreign or domestic, 
the 40-hour week is observed. When a vessel is at sea, it is imprac- 
tical to have anything less than the 56-hour week system. But even 
though a vessel is in continuous operation while at sea, two-thirds of 
the crew’s working time is given over to purely minimum routine 
duties. Saturday afternoons and Sundays at sea are days when only 
the minimum, work absolutely necessary for the navigation of the vessel 
is performed. The same condition holds for every day between the 
hours of 5 p.m. and 8 a.m. 

As a result of the recent settlement, all seamen whose normal work 
is 56 hours receive overtime compensation at the rate of $1 an hour 
for all duties beyond the 48 hours. The union selected Sunday as the 
day for which overtime compensation would be paid. So actually 
there is only a 48-hour week at sea and this too is subject to reduction 
in a large measure with ‘‘penalty’’ overtime being paid for duties 
performed during the regular working period. 

Every convenience possible is furnished seamen . . . comfortable 
quarters, the best food, and excellent sanitary conditions. Allowing 
8 hours for work, 8 hours for sleep and the remaining 8 hours for 
leisure, seamen have a great deal of time for relaxation. Yet the 
unions endeavor to depict life at sea as being intolerable and arduous. 
However, when the ship operators offered to give seamen more time off 
in port with pay, the offer was turned down by the unions. It thus 
becomes apparent that the union’s plea that the work week is “‘in- 
humanly’’ long and should be shortened lacks sincerity. In other 
words, the union is not interested in easing the alleged physical burden 
on its men at sea, but rather uses it as a device to extract additional 
wages and penalty overtime. 


W. S. A. Announces Modification of 
Bareboat Charter Trade Limits 


The War Shipping Administration has issued bareboat 
charter regulation No. 2, containing a modification of the stand- 
ard clause for describing trading limits in certain bareboat 
charters, and regulations on documents, rate levels, brokerage 
commission, and status of bareboat charterers who redeliver 
vessels to the W. S. A. 

The announcement follows: 


The standard clause for description of trading limits in bareboat 
charters covering those approved under Clause II-C of Interim Charter 
Policy, has been amended as follows: 

‘‘World wide trading (a) in foreign trade from and to U. S. ports 
carrying such bulk cargoes or cargoes of one commodity as may be 
approved by the owner moving under contract in full cargo lots, with 
privilege of carrying on deck cargo of one commodity of type different 
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from that carried under deck as may be approved by the owner; and/or 
(b) on intermediate voyages between foreign ports (i) in berth service 
provided such service does not compete with an established U. S. flag 
general cargo berth service as determined by the owner or (ii) carrying 
in full cargo lots such cargoes as may be approved by the owner, 
provided that, except with the prior approval of the owner, neither a 
direct round cargo voyage between foreign ports nor more than two 
cargo voyages between foreign ports may be made after sailing from a 
U. S. port.’’ 

By an addendum to be issued as soon as practicable, the above men- 
tioned clause will be incorporated in bareboat charters already approved 
and executed. 

Effective with voyages commencing on and after July 1, the carriage 
of cargoes on all vessels bareboat chartered from the War Shipping 
Administration are subject to the following provisions: 

It is required that one copy of voyage charters, or other contracts 
of affreightment, executed covering the carriage of all bulk or full 
eargoes shall be submitted to the Director of Traffic. 

With the exception of the rate levels established for coal and grain 
cargoes set forth in Bareboat Chafter Regulation No. 1, all other 


. cargoes are to be carried at the established Conference rates or at the 


War Shipping Administration approved rates. 

Total brokerage commission to be not more than that allowed 
under General Order No. 45 and all supplements thereto, on all cargoes. 
No other commissions shall be payable by the vessel. 

Bareboat charterers who redeliver vessels to the War Shipping 
Administration shall not be eligible for the charter of additional War 
Shipping Administration vessels for a period of sixty (60) days, with 
the exception that particular type vessels for operation in a regular 
berth service may be substituted for the vessel being redelivered. 

We also wish to bring to your attention that the sub-time charter 
of vessels bareboat chartered from the War Shipping Administration 
will be approved only under extenuating circumstances and at current 
time charter rates for American vessels as determined by the Director 
of Traffic. Attention of the Bareboat Charterers is also called to the 
provisions of Clause 22, Part II. In any case where the provisions of 
this Clause are applicable the Bareboat Charterers shall submit to the 
Director, Operating Contracts Division, full particulars thereof, including 
a certified copy of the time charter or other contract or agreement for 
approval of the terms thereof. 


Ship Conference Agreements 


The Maritime Commission has announced the filing of an 
agreement, No. 17-17, by which the De La Rama Co. ceases to 
be a party in its own right to the Far East Conference Agree- 
ment, and that company, and the Aktiebolaget Svenska Ost- 
asiatiska Kompaniet (Swedish East Asiatic Co., Ltd.), conduct- 
ing a combined service under agreement No. 7573, will be 
admitted as parties to the Far East Conference Agreement, 
constituting a single party. 

The commission has announced approval of the following 
agreements: 


No. 7680-1, between Compagnie Maritime Belge, S. A., and the 
member lines of the American West African Freight Conference, parties 
to agreement No. 7680, by which the Belgian company agreed to charge 
the through rates on all through shipments moving between ports 
within the scope of the West African conference agreement as provided 
in the conference tariffs. 

No. 7579, between Wilh. Wilhelmsen, Fearnley & Eger, A. F. Klave- 
ness & Co. A/S, and Barber Steamship Lines, Inc., establishing a joint 
cargo service in the trade between United States Atlantic and Gulf ports 
and ports on the west coast of Africa, and ports on the Azores, Madeira, 
Canary Islands, Cape Verde Islands, and the Islands of San Thome and 
Fernando Poc, Wilhelmsen to furnish 3 vessels, Fern Line 2, and 
Barber, 1. 

No. 5200-4, modification of agreement No. 5200, between members 
of the Pacific Coast European Conference, by adding the phrase ‘‘or 
giving substantial and reliable evidence of operating regularly’’ to the 
other provisions governing those who may become parties to the 
agreement. 

No. 17016, between members of the Far East Conference, to amend 
agreement No. 17, by reinstating article 10 of the agreement, governing 
deposits of cash or bonds of the government, or a surety bond, by the 
members. 


The commission has announced cancellation of the Medi- 
terranean Passenger Conference Agreement, No. 180, between 
American Export Lines, Inc., and General Steam Navigation 
Co., Ltd., of Greece, the former having withdrawn from the 
conference. 

A new passenger Atlantic conference agreement, No. 7840, 
has been filed with the Maritime Commission for approval. 

The agreement is to govern all Atlantic passenger traffic, 
defined as those traveling in ships owned or operated by mem- 
ber lines between (1) all ports of European, Mediterranean, 
and Black Sea countries, also the ports of Morocco, Madeira 
and the Azores Islands and (2) all ports on the east coast of 
North America (United States, Canada and Newfoundland), 
also United States Gulf ports. 

The stated purpose of the agreement is to promote and 
cultivate trans-Atlantic travel, to maintain friendly cooperation 
among the member lines, to establish and maintain equitable 
fares, to regulate rates of commission, to coordinate action, 







































































































18; 









harmonize policies and regulate conditions generally for or in 
connection with the transportation of passengers as set fort 
in the agreement. 

Members to the new agreement are: American Expor' 
Lines, Inc.; American President Lines; Anchor Line Limited 
Canadian Pacific Steamships, Ltd.; Compagnie Generale Trans: 
Atlantique; Cunard White Star, Ltd.; East Asiatic Co., Ltd. 
Donaldson Atlantic Line, Ltd:; Furness, Withy & Co., Ltd. 
Gydnia America Shipping Lines, Ltd.; Moore-McCormack Lines 
Inc.; Norwegian America Line; Swedish American Line; anc 
United States Lines Co. 

The Maritime Commission has announced the filing with i 
for approval of agreement No. 7584, the Salen Line-Far Eas' 
service agreement, entered into between Rederi A. B. Pulp and 
Rederi A. B. Jamaica, and D/S A/S Eikland, common carriers 
by water. The agreement covers the establishment of a joint 
cargo service (with limited passenger accommodations) in th 
trade from Pacific Coast ports of the United States and Canad 
to ports and places in the Far East, including among others, the 
Philippine Islands, Japan, Netherlands East Indies, Indo-China 
China, Siam, and Straits Settlements and India under the trade 
name Salen Line. 


“DESIRABLE” MERCHANT VESSEL CONVERSION 


The Maritime Commission has authorized a program of 
reconversion for sale of 95 of the most desirable merchan 
ships in the war-built fleet calculated to help rehabilitate the 
American merchant marine for post-war service and at th 
same time recapture a substantial portion of the costs o 
building them, Vice Admiral W. W. Smith, U. S. N., chairma 
of the commission, announces. The statement continued: 


In the first major step toward allocation for purchase of these 
C-type vessels under the merchant ship sales act of 1946, the Commis 
sion authorized the reconversion for sale of 95 which had been converted 
during the war into troop and attack transports. Together with 
vessels of these types which do not need reconversion, this makes 
available 130 of the most desirable ships. Applications for the purchas¢ 
of 166 have already been received from American steamship operato 
for these vessels. 

One basis of sale of the vessels needing reconversion requires that 
contracts of sale to the successful applicants be made concurrent] 
with the signing of contracts. with shipyards designated to make the 
reconversions. . 

The commission said that it: expects the steamship operators and 
the shipbuilding and repair industry to cooperate with it in these 
matters which so vitally concern the future of the American merchant 
marine, and further, that if conversions are not made at reasonable 
prices, it may be compelled to reopen some of the commission-owned 
shipyards in the interest of the American merchant marine and the 
public treasury. 


SHIP CASE HEARING SET 


The Maritime Commission has announced that hearing i 
No. 654, Compania de Muelles de la Poblacion Vergara vs. At- 
lantic and Gulf/West Coast of South America Conference, et al., 
will be held beginning at 10 a.m., eastern daylight time, July, 
31 in New York, N. Y. 


MARITIME COMMISSION MEMBERSHIP 


In “Maritime Commission Opens Fiscal Year with Full 
Membership,” Traffic World, July 13, p. 107, it was stated that 
Commissioner Mellen had served for ten years as president of 
the “Gulfport Port Association.” This was incorrect, his serv- 
ice as president having been with the “Gulfport Port Com- 
mission,” 


Pacific Coast European Agreement 
Opposed by D. of A. and D. of J. 


The antitrust division of the Department of Justice, and 
the Secretary of Agriculture, in briefs filed with the Maritime 
Commission in No. 648, Pacific Coast European Conference 
Agreement, have asked the Commission to deny the request of 
the conference for an increase in membership fees from $250 
to $5,000; to abolish the provision of the agreement requiring 
unanimous consent of members at any meeting for the admis- 
sion of new members or for changes in rates and regulations; 
and to hold illegal the “exclusive patronage contracts” under 
which certain shippers are granted lower rates than others. 

The Secretary of Agriculture suggested that the commis- 
sion require, in lieu of the unanimous consent rule a rule by 
which a majority vote would govern. He also observed that 
counsel for the conference had indicated that it was not inter- 
ested in pressing for the $5,000 membership fee and was willing 
to discuss and arrive at a reasonable fee in conference with the 
commission. The exclusive patronage contract provision of the 
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conference agreement was injurious to the commerce of the 
United States, he said, and its use should be discontinued. 

The Department of Justice said the sum involved in the 
membership fee increase might be sufficient to deter a line 
from seeking membership, and adding that “it must be con- 
ceded that membership is essential if a carrier is to successfully 
engage in carrying cargo from the West Coast to Europe and 
the United Kingdom.” 

The department and the secretary both observed the con- 
flict of interest under the unanimity rule which, when com- 
petitive traffic was concerned, put the carrier in “an incongru- 
ous position,” according to the department. It also argued that 
the exclusive patronage contract rate system was illegal per se 
and under the facts of the case. 

















SALE OF U. S. SHIPS 


Two coastwise passenger steamers, the Leyden (ex-North- 
land) and Southland, and a dry cargo vessel, the Keymont, are 
offered for sale by the Maritime Commission, under invitation 
for bids Nos. 200 and 201, the commission has announced. 

The Southland, launched at Newport News, Va., in 1908, of 
3,117 gross tons, 430 deadweight tons, and 305 feet in length, 
and the Leyden, built by Harlan & Hollingsworth, Wilmington, 
Del., in 1911, of 3,336 gross tons, 430 deadweight tons, and over- 
all length of 305 feet, according to the commission, were for- 
merly operated on the Washington-Norfolk overnight service 
and were requisitioned for title by the War Shipping Admin- 
istration, extensively modified for a delivery voyage overseas 
under charter to the United Kingdom as part of lend lease aid. 
Located at Falmouth, England, the commission said the vessels 
would be sold “as is, where is” without limitation as to use or 
nationality of bidder. 

The Keymont, of 1,796 gross and 3,100 deadweight tons, 
according to the commission, was built in England in 1928 for 
Keystone Transport, Ltd., Montreal, Canada, especially designed 
for Great Lakes-St. Lawrence River service. The vessel is 253 
feet in length, 43 feet, 4 inches wide, and has a depth of 20 feet 
6 inches. Bidding will not be limited to citizens of the U. S. and 
bids of less than $75,000 for the vessel would not be considered, 
said the commission. 

Bids for the passenger steamers are te be opened August 
28, and for the cargo vessel, August 14, in Washington. The 
Keymont is located at Mobile, Ala. 





























SURPLUS VESSELS SOLD TO BRAZIL 


The sale of 15 surplus U. S. vessels and small craft to 
various Brazilian purchasers for a total of $484,088, has been 
announced by Thomas B. McCabe, foreign liquidation commis- 
sioner. The announcement said: 










The vessels were sold for 60 per cent of their procurement cost, 
according to a report by Lt. Comdr. L. V. Del Favero, director of the 
maritime division of the Office of the Foreign Liquidation Commissioner 
in Brazil. e 

Two oil tankers, with spare parts and other equipment, were sold 
to the Brazilian Ministry of Marine for $364,000. These vessels had 
been in the use of the United States Navy in south Atlantic operations 
during the war. In addition, the Ministry of Marine purchased 9 cabin 
cruisers, launches, and picket boats for a total of $25,000. 

An aircraft rescue boat with spare parts and other equipment was 
sold to the Brazilian Air Force for $50,000. Two small yachts, both 
located at Recife, and both used by the United States Navy as execu- 
tive vessels during the war, were sold to Mauricio Caillet, a Brazilian 
shipping merchant, for $31,088. 

The Amazon Navigation Service purchased a 110-foot non-propelled 
steel barge for $14,000. This barge was located at Belem and will be 
used in Amazon river commerce. 























SALE OF LIBERTY COLLIERS 


The Maritime Commission has announced the allocation of 
3 war-built Liberty type colliers for purchase by A. H. Bull & 
Co., Ine. This brought to 19 the number of such vessels allo- 
cated out of a total of 23 made available for sale under the 
merchant ship sales act of 1946, of which 16 were recently al- 
located for purchase by steamship operators engaged in the 
north Atlantic trade (see Traffic World, July 13, 1946, p. 112). 


SALE OF SURPLUS MARINE MATERIALS 


The Maritime Commission has announced a recovery rate 
of 47.6 per cent on sales of surplus marine materials in May 
with cash returns of $2,139,237 on new and used property which, 
it said, cost the U. S. Government $5,784,517. 


The commission’s contract settlement and surplus materials 
division reported that in the month federal agencies purchased 
surplus marine equipment amounting to $940,827; state and local 
governments purchased $62,923 worth; veterans, $187,191 worth; 
and sales to individuals and companies amounted to $4,593,576. 
Not included in the regular disposals were materials with a re- 
ported cost of $12,607 sold to eligible non-profit institutions at 
the 40 per cent discount of fair value as authorized by W. A. A. 
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regulations. Cash returns on a series of items showed $433,775 
on barges, reportedly costing $1,164,878. 


BIDS FOR SURPLUS TUGS AND BARGES 


Under “invitation to bid No. 193,” the Maritime Commis- 
sion has offered 47 tugs and barges for sale as surplus. Bids are 
to be opened in Washington on August 2. The commission said 
no bid of less than $80,000 each would be considered for 86-foot 
tugs, Nos. 540, 673 and 727, and no bid of less than $36,666 would 
be considered for crane barge No. BD-3011. The vessels are 
iter for inspection at nine locations on the east and Gulf 
coasts. 


SALE OF OCEAN-GOING TUGS 

The Maritime Commission has announced the offer for sale 
of about 10 A. T. A. single-screw ocean-going tugs, that had 
seen “little or no use,” declared surplus by the armed services, 
It said the tugs were offered at the fixed price of $265,000. It 
added that the tugs were of welded steel construction, had a 
displacement tonnage of 760 and two General Motors diesel 
engines of 920 H.P. each, but would operate effectively on a 
single engine. It said fuel storage was about 50,000 gallons, 
giving the vessels long operating range. They are 143 ft. by 
34 ft. by 17 ft. it said, and were equipped with automatic 
towing engine, complete pilot house control, and forced venti- 
lation throughout. 


CONSTRUCTION OF SHIPS FOR ARGENTINA 

Approval of U. S. shipyards contracting with the Argentine 
Naval Commission to build five ocean-going vessels for the 
Argentine state merchant fleet has been granted by the Mari- 
time Commission, the commission has announced. Such permis- 
sion is required, under the shipping act of 1916, while a state 
of war or national emergency exists. 

The vessels planned by Argentina, according to the com- 


‘mission, are three 485-foot steam turbine passenger-cargo ships 


and two Diesel-propelled 365-foot refrigerator cargo ships. The 
former is to have a speed of 18 knots and the latter, 16 knots. 
The refrigerated ships are to be applied to the inter-American 
traffic and, eventually, to the traffic between the River Plate 
and Europe. Bids were to be submitted by July 15 and delivery 
made in 1948. 


BIDS ASKED FOR RECONDITIONING SHIPS 

The Maritime Commission, on behalf of Lykes Bros. 
Steamship Co., Inc., New Orleans, La., has invited sealed bids 
from American shipyards for reconditioning for peacetime serv- 
ice the S. S. Harry Gulbreath. The commission said the ship 
was delivered in May, 1945, and would be available for in- 
spection by bidders on July 23, 1946. Bids will be opened 
August 19 at the offices of the commission in Washington. 

The commission has also asked bids on alterations and 
additions to the single-screw cargo vessel S. S. Norman Lykes, 
also owned by Lykes Bros. That ship, said the commission, 
was delivered November 29, 1945. It said bids. would be opened 
August 9 at the commission offices in Washington, and that the 
vessel would be available for inspection about July 22. 


COAL SHIPPING REPORTS 


Because some shippers of coal for transshipment by tide- 
water or lake, or for vessel or bunker use, have been delin- 
quent in filing copies of the cargo manifest consist report or 
dumping sheet, Deputy Solid Fuels Administrator Dan H. 
Wheeler has announced that continued failure to file such 
reports will lead to appropriate compliance action on the part 
of the government. Said he: 


The filing of such data is important to the distribution program of 
S. F. A. W. In the case of tidewater shipments (except foreign ex- 
ports), the reports are due to be filed on or before the first day of 
each calendar month. In the case of lake shipments, they are to be 
filed within seven days following the dumping of coal into vessels. 

This announcement applies to the terms of S. F. A. W.' Order No. 3, 
issued August 23, 1943. 


M. C.-W. S. A. APPROPRIATION CUTBACKS 


The Senate has passed H. R. 6885, the third deficiency 
appropriation bill for the fiscal year ended June 30, .1946, in- 
cluding provision for rescissions in amounts provided for that 
year for various government agencies, without changing the 
amounts of rescissions in funds of the Maritime Commission 
and War Shipping Administration approved in the bill as passed 
by the House—$378,460,000 in the case of the Maritime Com- 
mission, affecting the Commission’s ship construction fund (re- 
volving fund), and $80,070,000 in the case of the War Shipping 
Administration, including $50,000,000 out of the W. S. A. re- 
volving fund, $30,000,000 out of its marine and war-risk insur- 
ance fund, @nd $70,000 out of its state marine school fund (see 
Traffic World, June 29, p. 1966). 
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This article discusses the types 
price control undertaken by 
United States government. 
The national industrial recovery 
act of 1933 was an attempt at 
voluntary and cooperative control 
of minimum market prices, and 
was declared unconstitutional. 
One of the wartime measures 
was the emergency price control 
act of 1942, which conferred upon 
the price administrator the power 
to establish maximum prices. This 
act is discussed, and its admini- 
stration and provision for appeals 


A third measure of the federal 
government was the price stabili- 
zation act of 1942, designed to 
stabilize prices, wages and sal- 


The question of post-war price 
controls is discussed, as are the 
broad questions presented by the 
change from handicraft to mass 
factory production of commodities. 





The activities of governments—lo- 
cal, state and federal—in the regu- 
lation of the prices at which goods or 
services are sold are more extensive than 
is generally appreciated. These activities 
take a number of different forms. 

The regulation of the rates, fares or 
charges of transportation carriers, usually 
by state governments in intrastate com- 
merce and by the federal government in 
interstate commerce, are familiar to all 
transportation and traffic men, although 
it is not always appreciated that this is 
an aspect of the control of market prices 
by governmental act. 

In like manner, states and the federal 
government have varying degrees of con- 
trol over the rates or charges of public 
utility enterprises which regulate the 
prices at which they market the com- 
modities or services which they render. 
This type of market price regulation 
brings within the orbit of market price 
control the rates or charges of public 
utilities engaged in the supply of distri- 


Manufactured or natural gas. 

Electric light or power. 

Water supply. 

Sewage disposal. 

Central heating. 

Telephone service. 

Telegraph and cable services. 

Radio communication services. 

Other public utility services used in in- 
y, in commercial enterprises, and in do- 
mestic services. 
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Turning now to the marketing of com- 
modities supplied or distributed by non- 
public utility enterprises, there are many 
aspects of marketing which have been or 
are now subject to price regulations or 


The N. |. R. A. of 1933 


One type of governmental control of 
marketing has undertaken the voluntary 
and cooperative control of minimum 
market prices. In the United States mini- 
mum price controls were established by 
the national industrial recovery act of~ 
1933 (Public Law No. 67, 73rd Congress, 
June 16, 1933). The act permitted an in- 

. dustry under conditions set forth in the 
act designed to secure adequate repre- 
sentation of all its members to adopt 
codes or agreements for its own regu- 
lations, which when approved by the 
President of the United States became 












Marketing and Traffic 
Management 


In this, the Fifteenth of a Series of Seventeen Articles 
Dealing with the General Subject of the Relations of 
Traffic Management to the Broader Field of Market- 
ing, the Subject is the Regulation of Prices by Govern- 
ment, and a Discussion of the Problems thus Created 


By G. LLOYD WILSON 


binding upon the whole industry. If no 
code of competition was voluntarily 
agreed to and submitted to the President 
for approval, a code could be prescribed 
by the administrator. 

The act declared that a national emer- 
gency in production and a disorganiza- 
tion of industry existed which burdened 
commerce, affected the public welfare 
and undermined the standard of living. 
It was declared to be the policy of Con- 
gress to remove obstructions to the free 
flow of commerce which tended to dimin- 
ish it and to promote general public wel- 
fare by promoting the organization of 
industry for cooperative action. The 
President reserved the power, as a con- 
dition precedent to the approval of a 
code, to impose conditions deemed neces- 
sary to protect customers,- competitors, 
employees or others. 

The members of a trade ‘agreement 
were licensed under the N.I.R.A. The 
licenses could be revoked, after notice 
and hearing, for violation of the code of 
fair competition. Violators and those en- 
gaged in business without license could 
be fined or imprisoned, or both penalties 
could be imposed. 

The objectives of the act were sought 
to be achieved through: 1. The stabili- 
zation of the industry through coopera- 
tion in order to avoid “over-production 
and the creation of unsalable and bur- 
densome surpluses,” 2. The inducement 
of united action of labor and manage- 
ment under adequate governmental con- 
trols and sanctions, such as minimum 
wages and maximum hours; and, 3. The 
maintenance of governmental policies to 
prohibit monopolies in private hands 
with power to control prices and produc- 
tion. 

The organization of production and 
distribution under the national industrial 
recovery administration amounted to 
monopoly in the sense that wages, prices 
and production were controlled, but the 
distinction was attempted to be made 
that under the act the trade organiza- 
tion or quasi-monopolies were partner- 
ships of industry and government in 
which all engaged in the trade were in- 
cluded and small industries were not to 
be eliminated, oppressed or discriminated 
against. (Wahrenbrock, H. E., Federal 
Anti-Trust Law and the National Indus- 
trial Recovery Act (31 Michigan Law 
Review), June 1933). 


. Act Declared Unconstitutional 


The national industrial recovery act 
was declared unconstitutional by the 





United States Supreme Court in A.L.A. 
Schechter Poultry Corp. et al-vs. United 
States (295 U. S. 495), 1935. 

In its opinion delivered by Mr. Chief 
Justice Hughes, the Supreme Court held 
that although extraordinary conditions, 
such as economic crisis, might call for 
extraordinary remedies, they could not 
create or enlarge the constitutional pow- 
ers of the Government. Congress was 
not permitted to abdicate or to transfer 
to others its essential legislative func- 
tions. It must lay down policies and es- 
tablish standards, and it cannot delegate 
this authority to others, which in this 
case were the N.R.A. code authorities or 
industry groups. It can, however, leave 
to selected instrumentalities the making 
of subordinate rules and determination 
of facts. The act was declared unconsti- 
tutional, as an unconstitutional attempt 
to delegate legislative power; and, as ap- 
plied to the situation in the Schechter 
Case, an unlawful attempt to regulate 
interstate commerce which invoked the 
powers reserved to the states. The pur- 
pose of the act was held by the court to 
be to authorize new and controlling pro- 
hibitions of trade conduct through codes 
of laws to govern trade in order to bring 
about rehabilitation. This amounted, in 
the opinion of the Court, to an unconsti- 
tutional delegation of executive power to 
the President who either prescribed or 
authorized to codes formulated by the 
decisions of the court defining the powers 
of government regulatory agencies, such 
as the Interstate Commerce Commission. 

The act did not supply the standards 
for any trade or industry, but authorized 
others to make codes to prescribe them. 
The provisions of the code alleged to 
have been violated in the Schechter Case 
were found not to be a valid exercise of 
federal power. The act also was held to 
be an invalid attempt on the part of the 
federal government to regulate intra- 
state commerce, because when the poul- 
try had feached the defendant’s slaugh- 
ter house the interstate commerce had 
ended. The subsequent transactions in 
the defendant’s business alleged to be 
violations of the N.I.R.A. were transac- 
tions in intrastate commerce. 


The Emergency Price Control Act, 1942 


One of the types of federal regulation 
of market prices is illustrated by the 
emergency price control act of 1942 (P.L. 
421, Chapter 26, 77th Congress, 2nd Ses- 
sion), as amended. This act was part of 
the legislation enacted as emergency 
measures during World War II. It was 
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lesigned, as announced in its declaration 
bf purposes, “to work toward a stabiliza- 
ion of prices, fair and equitable wages, 
nd cost of production.”” The aims of the 
act are stated to be: 


1. To stabliize prices and to prevent specu- 
ative, unwarranted, and abnormal increases 
n prices and rates. 

2.. Eliminate and prevent profiteering, 
oarding, manipulation, speculation, and other 
Hisruptive practices resulting from abnormal 
arket conditions or scarcities. 

3. To insure that government appropria- 
ions for defense would not be dissipated by 
Pxcessive prices. 

4. To protect those with relatively fixed 
ncomes from undue impairment of their 
standard of living. 

5. To prevent hardships to persons and in- 
stitutions, which would result from abnormal 
ncreases in prices. 

6. To prevent a post-emergency collapse of 
alues. 

7. To assist in production of commodities 
and facilities. 

8. To stabilize agricultural prices. 

9. To permit voluntary cooperation be- 
ween the Government, and producers, proc- 
Pssors and others. 


















































































The act confers upon the price admin- 
strator the power to establish maximum 
pr ceiling prices which in his judgment 
ill be generally fair and equitable and 
hich will effectuate the purposes of the 
act. The prices were first stabilized inso- 
ar as was practicable at the prices pre- 
ailing between October 1 and 15, 1941. 

The administrator was directed to ad- 
ise and consult with representatives or 
ommittees of the industry affected in 
aking price regulations or orders. The 
powers granted by the act in the fixing 
pf prices are not to be used to “compel 

hanges in business practices, in cost 
practices or methods, or means or aids to 
Histribution, established in any industry” 
pxcepting the changes necessary to pre- 

ent the “circumvention or evasion of 
any regulation, order, price schedule or 
equirement under the act.” 


Price Control of Agriculture 


In establishing the maximum market 
prices of agricultural commodities, the 
act requires that they shall not be estab- 
ished below the highest of the following 
prices: 


1, 110% of parity prices of the commodi- 
jes for the grade, location and seasonal dif- 
ferentials, or of the comparable prices of the 
ommodities. 


2. The market prices of the commodities 
prevailing on October 1, 1941. 


3. The prevailing market price on Decem- 
ber 15, 1941. 


4. Or the average price of the commodity 
~— oe the period July 1, 1919 to June 30, 
1 > ° 


Parity prices for agricultural products 
are determined by the Secretary of Ag- 
culture, including prices upon the basic 
agricultural crops, including wheat, corn, 
ce, cotton, tobacco and peanuts. So- 
alled comparable prices on agricultural 
ommodities other than the basic crops 
are determined from time to time by the 
Secretary of Agriculture whenever the 
Hepartment finds, after investigation and 
earing, that the production and con- 
sumption of the commodities have so 
hanged Since the establishment of the 
priginal prices that the present market 
prices of these commodities is out of line 
rith parity prices for basic commodities. 
The method of price control amounts 
o the use of price regulations to adjust 
and readjust supply and demand through 
price mechanisms. First the basic crop 
ommodity parity prices are adjusted in 


line with industrial prices, and then the 
prices of other commodities are put in 
line with the basic parity prices. 

The control extends beyond crop parity 
and comparable prices. It extends also 
to the prices of goods processed from 
agricultural commodities. The emer- 
gency price control act provides that no 
maximum price shall be established or 
maintained for any commodity processed 
or manufactured in the whole or substan- 
tial part from any agricultural commod- 
ity below a price which will reflect to 
the producers of the agricultural com- 
modities a price equal to the parity or 
comparable prices for the particular ag- 
ricultural products. 


Although the act does not require per- 
sons to sell any commodity, it prohibits 
them from selling, delivering, buying or 
receiving any commodity in violation of 
the prices established as maximum or 
ceiling prices by regulations or orders 
made under the act by the Office of Price 
Administration. 


Administration of Act 


The price administrator created by the 
act is appointed by the President by and 
with the advice and consent of the Sen- 
ate. The administrator, through the 
staff, is authorized to make investiga- 
tions and studies necessary to prescribe 
maximum prices by order and those 
dealing in the commodities are required 
to furnish the information and keep and 
make available the records requested by 
the administrator. Those dealing in the 
goods may also be required to appear, 
produce documents, testify under oath, 
under penalties provided by law. The 
matters are treated as confidential at the 
request of the persons furnishing the in- 
formation, unless in the opinion of the 
administrator the withholding of the in- 
formation is contrary to the interest of 
the national defense and security. 


Within 60 days after the issuance of a 
regulation or order or after the effective 
date of a price schedule, the act provides 
for the filing of a protest by any person 
subject to them. The administrator within 
a reasonable time, not more than 30 days 
after filing of the protest, or 90 days 
after the effective date of the order or 
price schedule, is directed either to grant 
or deny the protest, in whole or in part. 

The protest may be set for hearing or 
an opportunity may be given for the 
presentation of further evidence. If the 
protest is denied, the administrator is re- 
quired to notify the protestant of the 
grounds for its,denial, and of any eco- 
nomic data or other facts of which the 
Administrator has taken judicial notice. 


Court of Appeals Provided 


Appeals may be taken from the denials 
of O.P.A. protests to an emergency court 
of appeals created by the act consisting 
of three or more judges appointed by the 
Chief Justice of the United States from 
United States district or circuit court 
judges. This court has exclusive juris- 
diction over this type of cases. A petition 
for writ of certiorari may be filed with 
the United States Supreme Court within 
30 days after the entry, of a judgment 
by the emergency court of appeals. The 
Supreme Court has the same powers to 
review judgments or orders of the emer- 
gency court of appeals as it has over 
those of the circuit court of appeals. The 
act directs the Supreme Court to ad-. 
vance on its docket and expedite the 
decision of cases. 

Compliance with orders of the admin- 
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istrator of the Office of Price Adminis- 
tration and the restraint of acts consti- 
tuting violations are enforced by court 
orders in proceedings brought by the ad- 
ministrator: Willful violations of O.P.A. 
orders or other violations of the act 
make their perpetrators subject to fines 
of $5,000 or imprisonment, or both. The 
administrator of O.P.A. is directed by 
the act to certify the facts to the Attor- 
ney General for action. 

Maximum price schedules in effect 
prior to the effective date of the act were 
continued in effect until superseded by 
action of the administrator under the 
act. 

Immunity from prosecution for actions 
in good faith pursuant to the act or regu- 
lations under it or under price schedules 
of O.P.A. is assured by the act. The 
courts are directed to certify the fact 
that the act or regulations or schedules 
made under it is relied upon in a case 
before them, and the administrator there- 
upon may intervene in the cases. 

A buyer who purchases goods for use 
or consumption may bring action against 
the seller who sells in violation of an 
O.P.A. regulation, order or price sched- 
ule in a court of competent jurisdiction 
within one year after delivery, for either: 
1. Treble the amount by which the price 
or consideration exceeded the applicable 
maximum price; or 2. $50, whichever is 
greater in amount. In either case, rea- 
sonable attorney’s fees and costs as de- 
termined by the court are added to the 
amount of recovery in such actions. If 
the buyer is not entitled to bring suit, 
the administrator may bring action on 
behalf of the government. 

It is not the purpose of this discussion 
either to summarize the law or to ana- 
lyze it critically, but to delineate. this 
type of market price regulation as rep- 
resentative of the regulation of maxi- 
mum market prices for commodities, and 
for rents, designed to place a ceiling over 
prices which would have been the prod- 
uct of restricted production which limited 
supply and increased aggregate purchas- 
ing power which already increased de- 
mand. The interaction of increased total 
demand and decreased total supply 
would have caused high prices, disloca- 
tions or maladjustments and _ inflation, 
together with the hoarding of goods and 
speculation in them, which it was the 
purpose of the emergency price control 
act to prevent in the interest of national 
defense and security as an emergency 
measure. 


Detailed maximum price orders and 
schedules are issued by the Office of 
Price Administration. These prices con- 
stitute the maximum prices of the com- 
modities to which the orders or sched- 
ules apply, except as higher prices may 
be charged and paid in illicit transac- 
tions or the “black market.” 


The Price Stabilization Act of 1942 


The 1942 Congress enacted the price 
stabilization act which authorized and 
directed the President of the United 
States to issue a general order stabiliz- 
ing prices, wages and salaries, affecting 
the cost of living insofar as possible on 
the basis of the levels existing on Sep- 
tember 15, 1942, and to make such ad- 
justments as found necessary to aid in 
the effective prosecution of the war. 
Maximum prices under this act and its 
amendments were subject to limitations 
with respect to agricultural commodities 
to parity or comparable prices on agri- 
cultural commodities determined by the 
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Secretary of Agriculture. The stabiliza- 
tion act of 1944 extended these controls 
of maximum market prices. 

The Office of Economic Stabilization 
under an economic stabilization director 
was created by executive order of the 
President in 1942, No. 9250 (7 F.R. 7871). 
An economic stabilization board was also 
created by this order. The board consists 
gf the following persons: Secretary of 
the Treasury, Secretary of Agriculture, 
Secretary of Commerce, chairman of the 
poard of governors of the Federal Re- 
serve System, director of the Bureau of 
the Budget, the price administrator, the 
chairman of the War Labor Board, the 
chairman of the Securities and Exchange 
Commission, the federal loan adminis- 
trator, and two representatives of labor, 
agriculture and management. 

A later Executive Order No. 9599 of 
August 18, 1945 (10 F.R. 10155), pro- 
vides for the continuation of price stabi- 
lization during the period of transition 
from wartime to peacetime economy and 
for the gradual modification of wartime 
controls over prices. 



















Wartime Controls Universal 


During the period of the war not only 
the United States but virtually all na- 
tions have adopted extraordinary and 
emergency systems of market price con- 
trols and regulations, systems of produc- 
tion controls, and rationing of consump- 
tion as means of: 

















1. Directing the use of raw materials and 
supplies in industries engaged in the produc- 
tion of munitions and other necessities of 
war. 

2. Using man-power where it was needed 
in the conduct of the war and services essen- 
tial to war-time civilian standards. 

3. Distributing necessities of life equitable 
among ccnsumers. 

4. Preventing the dissipation of increased 
war incomes by curtailing the production of 
many unnecessary commodities. 

5. Preventing undue speculation and hoard- 
ing of necessary commodities. 

6. Preventing or at least restraining, with 
the assistance of income taxation and savings 
in war-bonds, the inflation of commodity 
prices, which would inevitably follow an in- 
crease in average incomes—demand—accom- 
panied by decreased production of goods— 
supply. 


Pest-War Price Controls 







































Whether one approves of governmental 
price controls or not, it has become an 
important element in modern marketing. 
Many have tolerated it only because they 
believed it to be one of the many ap- 
parently necessary evils and hardships 
of war. Others are not willing to concede 
its necessity or usefulness even upon this 
basis. Still others believe that not only 
are market price controls necessary and 
desirable in war time, but believe some 
price controls are essential to assist in 
crossing the treacherous bridge between 
wartime and peacetime economy, the so- 
called period of reconversion. The point 
of view of still another group—a small 
minority in the United States, it is be- 
lieved—advocate market price controls 
as permanent parts of the mechanism of 
the production and marketing of many 
goods, particularly those essential to 
What they consider to be a decent stand- 
ard of living and to distribute purchasing 
power according to standards which they 
believe to be equitable. 

These questions are important contro- 
Vversial questions of economics and soci- 
ology. They are discussed here not from 
the standpoint of desirability or social 
Morality, but as factors which must be 










































reckoned with in the determination of 
marketing prices at present, and, so far 
as can be seen to an undeterminable 
extent in the future. 


Prices and Costs in Marketing 


In considering prices in marketing they 
should be considered as one of the ele- 
ments of marketing. They reflect the 
costs of performing all of the direct and 
indirect costs of assembling and disburs- 
ing transactions, including the costs of 
the goods and of the services necessary 
to their distribution. 

Every marketing transaction involves 
the tangible article or goods and a num- 
ber of intangibles including: Packaging 
of the goods, transportation or delivery 
service, storage service, price, credit 
terms, discount terms, return policy, as- 
sistance in selling through advertising, 
convenience of purchasing, and other 
services or facilities, which insofar as 
the actual goods are concerned are in- 
tangible items. Often the quantity of 
these intangibles are as important to the 
buyer as the quality of the goods. 

These intangible services may be con- 
sidered as competitive measures de- 
signed, in many cases, to equal or excel 
those offered by competitors. It is true 
that they add to the costs of marketing 
or distribution, but they may so increase 
the volume of goods sold that they may 
tend to reduce the costs of production or 
make it possible for wholesalers or job- 
bers to buy in larger quantities and 


‘thereby obtain the goods themselves at 


lower prices. 

These services and their importance 
to production, distribution and consump- 
tion are sometimes overlooked or de- 
preciated in the consideration of the costs 
of marketing or distribution and in pro- 
duction. The costs of marketing or dis- 
tribution have been criticized by many 
and has been accepted by many as a 
truism without considering all of the 
facts and implications. Unfaverable com- 
parisons are sometimes made between 
the tendency of costs of production to 
decrease and for marketing costs to rise 
as relative percentages of the final sales 
prices of goods. Without undertaking to 
defend either production or marketing 
costs several factors which contribute to 
this situation should be pointed out. As 
the volume of goods produced and con- 
sumed has increased over the period of 
the past century, there has been a ten- 
dency to disintegrate the services which 
were originally performed by the person 
who produced, manufactured and mar- 
keted the goods as a series of integrated 
operations associated with manufactur- 
ing. The costs of production and the 
costs of the goods per unit were high, 
— the costs of marketing were negli- 
gible. 


Analysis of Shoe Production 


Walter F. Crowder, chief, distribution 
service of the Bureau of Foreign and 
Domestic Commerce, United States De- 
partment of Commerce, accounts in part 
for marketing costs absorbing a larger 
proportion of the consumer’s dollar now 
than in the past by the experience in the 
shoe industry, as follows: 


The production of shoes in the United 
States was started by the shoemaker who 
worked in his own home, making shoes to 
order for the individuals of the community, 
and by the itinerant shoemaker who travelled 
from village to village carrying his tools on 
his back, doing repair work and often con- 
tracting to make shoes for an entire family. 
Next came the small shop which accommo- 
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dated three or four workmen. This stage in 
turn was followed by the small local factory, 
in which much of the work was still done by 
hand, and which had an output of only a few 
pairs a day. 

The typical modern factory of today with 
its power-driven machinery can turn out tens 
of thousands of pairs every workday of the 
year. To produce 1000 pairs of medium 
grade men’s shoes in 1850 required about 
15,500 man-hours. In 1936, 1000 pairs of shoes 
of comparable quality required only 935 man- 
hours. (Crowder, Walter F., An Overall Ap- 
proach to Distribution Cost Reduction, D and 
W, Volume 44, No. 3, March 1945, p. 16. 

Production methods in vogue in 1850 
produced a pair of shoes in 15.5 man- 
hours, while by 1936, according to Mr. 
Crowder’s figures, the progress in pro- 
duction methods had reduced this cost 
to less than a man-hour per pair of shoes. 
This development was made possible by 
the use and development of machinery, 
the minute sub-division of labor, im- 
proved coordination of the supply of ma- 
terials and its movement on production 
lines, and improved factory working con- 
ditions. It should be pointed out that the 
increased volume and reduced unit costs 
of production have had the effect of 
transferring to marketing or distribution 
the task and expenses of finding custom- 
ers for the shoes and putting them in 
their possession. 


Created New Marketing Problems 


Another aspect of the problem of cost 
in production and distribution to be 
considered is that the changes in produc- 
tion from individual goods made to order 
in small lots in anticipation of certain 
demand to the production of goods in 
large .quantities and continuous produc- 
tion places upon the marketing aspect 
the burden of stimulating and develop- 
ing the demand for the goods. This placed 
upon marketing new problems and in- 
creased ‘costs, while production costs 
were lowered as a consequence of the 
increased volume and production line 
methods. 

The marketing aspect of industry 
tended also to be charged with the in- 
creased cost of transporting goods over 
longer distances and of storing them in 
order that they might be available in 
sufficient quantities, at the proper places 
and at the time needed. As the number 
of markets increased, the distances be- 
tween places of production and distribu- 
tion lengthened, and the goods were 
produced in anticipation of demands. 
The distribution of goods has ceased to 
be primarily local and has become sec- 
tional, regional, national, continental, 
and in some cases global. 

Reverting to the example provided by 
the shoe industry and to Mr. Crowder’s 
analysis of the changes in production 
and marketing, Mr. Crowder states: 


It is obvious that this change in the meth- 
ods of producing shoes resulted both in a 
revolutionary lowering in production costs 
and an increase in marketing costs. In fact, 
when the shoemaker produced for local com- 
munity or traveled to his customers, there 
were practically no distribution costs. It is 
also obvious that the use of factories and 
power-driven machinery was only feasible be- 
cause of the added distribution mechanism— 
(and the resultant added costs)—which made 
it possible to sell the increased output of the 
factory in markets much larger than those 
served -by the itinerant shoemaker or small 
shop.—(Ibid, p. 16). 


Perhaps it would be more accurate to 
state that in the more primitive phases 
of industrial development the itinerant 
shoemaker-repairman and the small lo- 
cal shoe shop proprietor performed both 
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production and marketing. functions 
which were inextricably intertwined in 
the same operations and in the same 
persons. 

The marketing or distributing of goods 
and services includes all of the phases of 
the flow of goods and services incident 
to the process from the production of the 
raw material at the localized producing 
point until the commodities are in the 
hand of the ultimate consumers. The 
costs of marketing or distribution in part 
precede as well as follow the various 
manufacturing, fabricating, processing 
and assembling operations which are 
usually considered in the term produc- 
tion. The ultimate interests of produc- 
ers, manufacturers, distributors and con- 
sumers with respect to costs are identical. 
Each of these groups is interested in the 
total costs of the goods as these costs 
affect the final purchase price. Each 
group may be concerned vitally in reduc- 
ing its own costs or the price which it 
pays but the greatest efficiency can be 
attained only if attempts are made to 
reduce the aggregate costs of all aspect 
of distribution and production, rather 
than to attempt to reduce costs in one 
phase of the process which may result in 
increased costs in another or to shift 
costs from one to another. Obviously, 
cost shifting will cause compensatory 


adjustments in prices and in the long run 
are not constructive economics. 

If manufacturers, in order to achieve 
reductions in their production costs, pre- 
pare goods for shipment in such ways 
that jobber wholesalers must repack or 
resort the goods before they are sold to 
smaller scale wholesalers or to retailers, 
obviously the savings in the manufac- 
turers’ costs may be offset and perhaps 
more than offset by reassortment and 
repackaging costs incurred by the whole- 
saler. They in turn may effect economies 
in their operating costs which in turn 
tend to increase the costs of their cus- 
tomers. In all of these instances those 
whose costs are adversely affected by 
the practices will seek price adjustments 
or allowances to compensate their in- 
creased costs or they will seek to buy 
their goods elsewhere. 

Each change in operating practices de- 
signed to reduce costs set up repercus- 
sions which are apt to affect adversely 
the costs of other departments of the 
same industry, of suppliers, or of cus- 
tomers. On the other hand, carefully 
planned programs of cost distribution if 
traced through to determine all ramifica- 
tions may assist all to reduce their costs 
or at least reduce the total costs so that 
equitable adjustments may be made in 
the prices at which the goods are pur- 
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chased and sold in each link in the chain 
of marketing. 


Reducing Marketing Costs 


A broad view of the reduction of mar- 
keting or distribution cost requires that 
research and experimental work be done 
by producers, manufacturers, jobbers, 
wholesalers and distributors; so that 
each may study the ways in which costs 
can be reduced in their operations. The 
ways in which the quantities of goods, 
packaging, assortment, and shipment of 
goods may be performed must be criti- 
cally examined so as to enable them to 
achieve these economies without increas- 
ing the costs of those from whom they 
purchase the goods. Price adjustments 
may be made which will insure the 
equitable division of the savings among 
those engaged in the various phases of 
marketing or distributing the goods, 
Each business organization in the chain 
of distribution must ascertain the needs 
and wishes of its customers as well as 
the requirements of each department of 
its own business in order to reduce total 
costs of marketing and in order to de- 
velop good will, increase sales and maxi- 
mize profits. Failure to do this is likely 
to result in failure effectively to meet 
competition, in loss of customers, or in 
increased costs of marketing. 












































U. S.-PUERTO RICO FREIGHT RATES 

“A promising experiment in determining freight rates be- 
tween Puerto Rico and the continental United States is being 
conducted by the government of Puerto Rico and interested 
cargo carriers,” says the Office of Puerto Rico of Washington, 
D. C. “Under an arrangement reached between the insular 
government and the carriers, the carriers will not propose 
higher freight rates without first consulting with appropriate 
insular government agencies, and the government will not pro- 
pose lower freight rates without first consulting with carriers. 
Carriers participating in the agreement, which is of great im- 
portance to Puerto Rican commerce with the mainland, are the 
Bull Line, Lykes Brothers Line, The New York and Porto Rico 


Steamship Company, and the Waterman Line.” “ 





FAMINE RELIEF AND TRANSPORT 

President Truman has made public a report received by 
him from Secretary Anderson, of the Department of Agricul- 
ture, announcing successful attainment of food export quotas 
for famine relief in war-ravaged countries in the fiscal year 
ended June 30 and giving a share of the credit for the reaching 
of these quotas to the transportation industries and to govern- 
ment agencies having transport agencies under their jurisdic- 
tion. 

Secretary Anderson said that more than 16% million long 
tons of foodstuffs had been exported by this country in the 
year ended Juhe 30, and that wheat and. flour exports com- 
prised 10,336,000 tons of that total. He said that the processing, 
distribution, and transportation ‘industries had all made “mag- 
nificent records” in handling the foodstuffs that were shipped 
to foreign countries. 

“Great credit is due the War Shipping Administration, the 
Interstate Commerce Commission, and the Office of Defense 
Transportation for the work they did in making transportation 
available,” he said. 

President Truman, in a statement commenting on the re- 
port, named “transportation companies” among those who had 
“helped to make this impressive record possible.” 


BROWNSVILLE STEAMSHIP SERVICE RESUMED 


Regular steamship service by the Waterman Steamship 
Corporation will begin from Brownsville, Tex., shortly. New 
17-knot American Flag ships will take on Rio Grande valley 
cargo at valley ports. The first cargo, lead and cotton, will go 
to London, Antwerp and Rotterdam, according to the Philen 
Shipping Company, Brownsville, agent for the line. 

Meanwhile, the Newtex Steamship Corporation schedule, 
interrupted by the war years, has been resumed with the sailing 
of the Coastal Archer from Brownsville for Port Isabel and New 
York. Equipped with the refrigeration facilities, the steamer 
carried Rio Grande valley produce to Eastern markets. Capt. 





D. A. Moloney, head of the Newtex line, said that larger ves- 
sels were to be added to the run soon. 


NEW UNITED FRUIT LINER LAUNCHED 


The Parismina, first of three refrigerated cargo vessels be- 
ing built for the United Fruit Co. by the Newport News Ship- 
building Co., was launched July 16, the fruit company has 
announced. The ship is named for a town in the province of 
Puerto Limon, Costa Rica. The Parismina is an all-refrigerated 
vessel rated at close to 20 knots, has first class accommodations 
for 12 passengers and 320,000 cubic feet of refrigerated cargo 
space, with overall length of 455 feet. 


SOUTHERN STEAMSHIP COASTWISE RESUMPTION 

The coastwise service of the Southern Company, inaugu- 
rated in August, 1915, was resumed this week after having 
been suspended for the duration of the war. The schedule calls 
for arrival in Houston each Friday with departure for Phila- 
delphia each Tuesday. Three vessels will be operated by the 
company: The Cape Porpoise, Cape Blanco and Cape Horn. 
First vessel to arrive will be the Cape Fear, which will be 
turned over to the United States lines upon completion of 
this trip. The vessel is bringing to Houston a wide assortment 
of miscellaneous freight. 


M-K-T TWO-WAY RADIO TESTS 


The Missouri-Kansas-Texas Railroad may become one of 
the first railways in the southwest to use two-way radio in its 
yards if tests which began at Denison, Tex., July 15, are suc- 
cessful, President Donald V. Frazer revealed. The tests will be 
confined to the railroad’s Ray Yard at Denison. Katy operating 
officials from the entire system will gather there for two weeks 
to observe the radio tests. Two switch-engines will be equipped 
with receiving and transmitting equipment and similar equip- 
ment will be placed in the yard office. President Frazer said 
that if the tests are successful, all Katy yards and switch- 
engines may be ultimately equipped with radio, and that later, 
tests will be made on through freight and passenger trains. 


THROUGH TRAIN SERVICE TO MEXICO 


Attorney General Tom C. Clark and Dr. L. S. Rowe, di- 
rector general of the Pan American Union, spoke at ceremonies 
at the Union Station, Washington, D. C., July 7, marking the 
departure of the first passenger train providing through service 
from New York and Washington to Mexico City. The service 
is that of the Pennsylvania to St. Louis, and Missouri Pacific 
and Texas & Pacific to Texas points, and Mexico City via 
Laredo and National Railways of Mexico. The Attorney Gen- 
eral said the service was encouraging to the Good Neighbor 
policy and commended the railroads for cooperating to estab- 
lish it. The ceremonies were attended by members of the 
Texas Society of Washington, the Pan ‘American Union, the 
Mexican Embassy staff and railroad officials. 
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Southwestern Finding Bottleneck 


Editor Traffic World: 

There continues to flow through the rate-making pipeline 
from the Southwest to the nation’s Capital the petitions of the 
southwestern carriers for special permission to establish rates 
from defined territories to the Southwest under Finding 27 in 
Consolidated Southwestern Cases, Docket No. 13535. 

The latest one, filed May 11, 1946, petitions the Commission 
for approval to establish less-carload rate of 68 cents and car- 
load rate of 35 cents per 100 pounds on boot and shoe material 
and factory supplies, as described in the petition, from St. Louis, 
Mo., to Russellville, Ark. It seems that the St. Louis concern 
is building a branch factory at Russellville. The only other shoe 
factories in the Southwest are located at Batesville, Conway 
and Searcy, Ark. The southwestern lines desire to establish 
rates to Russellville related to those applying to Batesville, 
Conway and Searcy, Ark., and other points in southern Missouri 
where shoe factories are also located. 

The petition sets forth that the proposed rates have been 
accepted by the shipper, who is also the receiver of the goods; 
they have been advertised to the public; and no protest or 
adverse views have been received by the carriers. 

Despite this simple case of rate making, the carriers are 
required under Finding 27 to obtain the Commission’s special 
permission before the two rates can be published. In the reverse 
direction, from Russellville, Ark., to St. Louis, commodity rates 
on the finished products, boots and shoes, both in carloads and 
less-carloads, have already been published, since it is not neces- 
sary to obtain relief on outbound rates. 

Some years ago the Commission raised the question 
whether Finding 27 should be abolished. I participated and 
advocated the abolition of Finding 27, but its retention was 
urged by southwestern interests and it remains as a strangle- 
hold on rate making in the Southwest. It would seem that some 
other method could be adopted to simplify this procedure. 

C. E. Widdell, Transportation Director, 
Tennessee Manufacturers Association. 
Nashville, Tenn., June 11, 1946. 








Highway Carrier Rates 


Editor The Traffic World: 

Your editorial on “Truck Rates and Costs” in the issue of 
June 15 moves me to make these comments. 

I don’t, and probably never shall, understand why those 
on the sidelines, such as you, and many directly interested ship- 
pers continually advise us in the industry to make our rates 
on a cost basis, but would never think of proposing that railroad 
rates be made on this basis. Nor have they ever suggested 
that water rates on package freight be so made. It is assumed 
that they are conscious of two of the cardinal principles of 
tate making, namely, (1) recognition of the relative ability of 
different articles of commerce to pay transportation charges, 
and (2) the retention of a degree of flexibility to permit and 
encourage competition. 


In 1936, so far as this territory is concerned, we had no 
alternative but to adopt generally the rail rate structure. In 
the first place, this conference did not come into being, and 
work on tariffs was not commenced, until January 1, 1936, less 
than two months prior to the then effective date of rate regu- 
lation and, in the second place, the truckmen who were actually 
Soliciting and handling the freight deemed railroad competition 
to be extremely potent. They didn’t have any rate making 
theories. They were just practical truckmen. 


Ten years of operation under the rail type of rate structure 
and their experiences in recent years with generally higher- 
than-rail rates have taught them some things. One is that 
many of the rail rates are unprofitable for trucks. Another is 
that they were not far wrong in their original opinion that rail- 
toad competition was something to reckon with. Still another 
8 that generally truckload shipments have been far more 
Profitable than small less-than-truckload shipments. 

Now let’s be practical. And let’s credit the truckmen with 
€nough ‘sense to know with what conditions they are faced and 














what kind of a rate structure they should have—at least from 
their standpoint. Suffice it to say now: 


(1) That it should be one with some flexibility. 

(2) That railroad competition on a large part of their traffic must 
be given some consideration. 

(3) That it is not sound from the standpoint of the public or the 
carriers to use cost as the sole basis. 

(4) That no motor carrier should be expected—nor permitted—to 
knowingly and continually handle any traffic at less than out-of-pocket 
cost. 

Those who have been closely following developments in our 
territory will agree that much progress has been made toward 
achieving a suitable and reasonable rate structure. Much re- 
mains to be done, as those in the industry well know, but we 
must be practical and realistic and I don’t believe the public or 
the trucking industry is ready to take in one dose an entirely 
new structure. 


Dabney T. Waring, General Manager, 


Middle Atlantic Motor Carrier Conference, In 
Washington, D. C., July 9, 1946. V 





Editor the Traffic World: 

I was much interested in the letter of J. A. Connors, vice- 
president, Seaboard Freight Lines, Inc., in the Traffic World, 
July 6. I am glad to get comments of any kind regarding my 
article. Adverse comments will give me a chance to try to ex- 
plain my plan further and they will also help stir up discus- 
sion. I do not agree with several of Mr. Connor’s statements 
so I will try to answer his letter. 

I believe that he will note that in my article I did not 
make a lot of complaints about the way the rates were set 
up in 1935. Also, in your editorial you gave several good rea- 
sons why the motor carriers were justified in following the 
railroad freight rate structure, there being very little choice 
at the time. 

I believe that Mr. Connors completely misunderstood my 
statement, that it is generally agreed that there is no money 
lost on higher class shipments. He says that I intimate that 
truckload shipments is where the money is lost. This is exactly 
the opposite from what I mean. The published article dealt 
entirely with L.T.L. rates. If he will notice the first sentence 
on page 1803 of the June 15 issue of the Traffic World reads as 
follows: “The truckload rates could be figured in the same 
way.” He says that the present less-truckload rates are, in 
too many cases, entirely to low and the truckload rates are 
entirely too high. This is exactly the point I bring out, per- 
haps not too clearly, on page 1799 under ‘Present Inconsis- 
tencies.” 

Mr. Connors says that ‘all traffic should be made to pay 
its equal and just share and that is the only method that will 
be equitable to all.” Perhaps I misunderstand this statment. 
If he means that all traffic should be made to pay its just share, 
considering its weight, density, value and ability to pay I will 
agree—almost. I am afraid that there will always be some 
freight that will never pay more than the actual cost of han- 
dling. At the present time, this freight is handled at a loss. 
If he means that every shipment, regardless of these factors, 
should pay an equal share, I amphatically disagree. 

I also notice that Mr. Connors makes no reference to the 
graph showing the present rates. I wonder if he feels that the 
present basis of changing the same rate for a variation in dis- 
tance of 170 miles is fair to shippers, consignees or carriers? 
I am unable to see the slighest justification for this situation. 


I also disagree with his intimation that “motor carriers 
can only handle certain traffic for certain distances regardless 
of the fact the articles are rated first class or class 27%. If 
lower rates will not produce a profit then such traffic should 
not be handled—there is no other sensible answer.” 


I have observed many carriers, with high rate restrictions, 
who are still handling all of the freight they can find equipment 
to move, regardless of the fact that freight classified cols. 50, 
55, 60 and 70 is all paying a like rate. This, it seems to me, 
is defeating the purpose of classification of commodities. My 
idea is to set up the rates so that the carrier can handle them 
without losing money, retaining the classification of the com- 
modity. If the shipper can afford to pay the cost of this serv- 
ice he will be getting a fair rate. This would be wiser than 
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rating the commodity too low and refusing to handle it because 
it would not produce a profit. 7 

It seems to me that Mr. Connors is forgetting the one item 
that the motor carrier has to sell—service. I realize that the 
motor carrier could not compete with the rails on long-distance 
moves if they gave no better service than the rails. Nearly 
every shipper I have ever talked ‘to agrees that the motor 
carriers should receive a higher rate for their service than the 
rails do. I know of several movements of freight that consis- 
tently beat express shipments to their destination. If a motor 
carrier cannot give service he had better quit the trucking 
business. I do not see how he can-hope to operate at rail rates. 

On long distance movements of freight the railroad can 
hook an extra dozen cars to the train with little additional ex- 
pense. If the motor carrier sends out an additional dozen truck 
loads, his over-the-road expense is the same for each of them, 
and each one costs the same as the first unit. 

In referring to competition, the Commission, in discussing 
“out-of-pocket” cost and the added traffic theory of rate reduc- 
tions, said: 

The dangers are, if anything, even greater in the case of motor 
carriers than in the case of railroads. An unbalanced condition of 
truck traffic, because of the greater number of operators, is apt to be 
somewhat of an individual matter. That is to say, the traffic of one 

. truck operator may preponderate in one direction, whereas that of 
a competing operator may preponderate in the other. As between 
operators, therefore, the application of the ‘‘out-of-pocket’’ cost method 


of making rates might well result in a break-down of the rates in both 
directions. 


What I am trying to do is to get truck operators to set up 
a fair system of rates below which the Commission, with the 
proof of the actual costs of operation as a yard stick, will not 
let the rates go. 

He asks whether, if one carrier operating between Chicago 
and Pittsburgh can operate more economically than five others, 
the shippers should be deprived of the one operator’s more eco- 
nomical operation. In Midwestern Motor Carrier Rates the 
Commission said in part: 


The financial stability of many carriers is becoming seriously im- 
paired because of the necessity of meeting the competition of carriers 
operating between the larger distribution centers. The latter carriers 
transport principally in truckloads between such points only, and are 
thereby able to reduce rates on such traffic to the point where it is no 
longer profitable for carriers that render a complete service to the 
general public at all points on their lines. A continuance of existing 
conditions threatens seriously to impair the adequacy of the respond- 
ents’ service. 

The level of rates herein proposed is in the aggregate on a lower 
basis than that prevailing prior to the hearings. If no remedial action 
is taken by us, the rate war will continue. The financial condition of 
the carriers will become worse, and the preference and prejudice be- 
tween shippers and localities will be extended, with a generally harmful 
effect on the public interest. The evidence is conclusive that in order 
to improve the financial condition of common carriers by motor vehicle 
in the territory under consideration, to stabilize their rates and prac- 
tices, to eliminate unfair and destructive competition, and to provide 
for an adequate and dependable service to the public, an order by us 
prescribing rates below which such carriers serving the territory may 
not lawfully go, is essential. 


The carrier I am trying to protect is the one giving L.T.L. 
service to all points on its lines. We do not have a selfish motive 
in advancing this new rate plan. 


I believe that what the Commission said in the above case 
should answer his argument as to the above referred to car- 
riers. The rates in my plan would be set up to protect all 
“efficient carriers.” The inefficient, as in any other type of busi- 
ness, would have to become more efficient or go out of business. 


I know that my plan is far from perfect, but we have to 
start somewhere in correcting the present system. Mr. Connors 
suggests that The National Industrial Traffic League and the 
American Trucking Association jointly could do much to elimi- 
nate many of the inconsistencies, by appointing committees to 
work together in reaching an amicable solution. If all my 
article accomplishes is to get a movement of this kind started 
I think that it will have served its purpose. I do not think that 
the shippers or carriers should wait until the Commission has 
to take a hand in formulating a system of rates to replace the 
present one. If we can get enough discussion on this subject 
someone is bound to come up with a workable and equitable 
system. 

I will be glad to receive any comments or suggestions, 
either favorable or unfavorable, and if someone has a better 
idea I believe that the shippers and motor carriers will be 
glad to hear of it. I wish to thank Mr. Connors for his com- 
mexitts and hope that he will feel free to offer any other criti- 
cl or constructive ideas he may have. 


F. S. Thompson, Traffic Manager, 
Transport Motor Express. 
Fort Wayne, Ind., July 10, 1946. 
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Airlines Are Different Because 
They Sell Time—Ramspeck 


Former congressman as spokesman for airlines asks 
protection from “burdensome taxation and regulation.” 
Aviation seen as still in adolescent period of develop- 
ment. Vigilance necessary to maintain freedom of air 
and of flight, says he 


In an address before the convention of the National Aer. 
onautic Association at Omaha, Neb., July 17, Robert Ramspeck, 
executive vice-president of the Air Transport Association, 
charged that there were those who would like to hinder the 
development of the airlines by placing on all aviation “burdens 
which it should not bear.” 

“They propose regulation of all transportation by a single 
governmental body; they seek to impose heavy and burdensome 
taxes, including gasoline taxes; they seek the right for other 
forms of transportation to enter the air transport field,” said 
he. “Some would impose the entire burden of air navigation 
upon air commerce.” 

Mr. Ramspeck, former member of the House from Georgia, 
then asserted that air commerce “is different from any other 
commerce.” 

‘It is not primarily competitive with other forms of trans- 
port,” he continued. “It is creating its own type of cargo. 
While it does engage in transportation—actually it is engaged in 
selling time. It transports persons and property at speeds never 
before achieved. No other method of transport can compete 
with air commerce as to time. 

“Whether or not we continue to build and expand air com- 
merce depends upon the extent to which our people understand 
its problems—the extent to which they protect it from burden- 
some taxation and regulation.” 

In the present Congress more than 50 bills affecting avia- 
tion had been introduced, said he, while in the 1944-45 cycle of 
state legislatures more than 2,000 bills affecting aviation were 
introduced. 

Some of these legislative proposals were offered in good 
faith to aid aviation but others, said he, were inspired and fos- 
tered by those who “seek to retard the development of this 
comparatively new form of travel and transportation.” 


Cites Motor Carriers 


“Just as the motor transport industry was harassed by mul- 
tiple regulation and conflicting laws, so would these enemies of 
air transport throttle those who fly,” said he. 

Flying was essentially interstate, he continued, and did not 
need and should not have “forty-nine varieties of regulation.” 
He discussed the need of removing multiple taxation of airlines. 
He argued that airlines should not be regulated by the same 
agency now charged with regulation of surface transportation, 
one of the reasons given being that the air carriers would then 
be controlled by “surface-minded”’ personnel. 


“The motor truck operators are not too well satisfied with 
their regulation by a body whose primary interest seems to be 
in another method of surface transport,” said he. “How much 
more far-fetched would be the subjugation of air commerce 
to surface-minded regulatory bodies. 

“The investment in air commerce is so little, compared with 
that in surface transport, that to permit surface transport com- 
panies to engage in air commerce would mean that air com- 
merce would become a second-rate industry... . 


“Air commerce is hindered in the foreign field by outdated 
requirements relating to travel. Too much time is consumed 
with immigration, public health and passport problems. I have 
been told that 527 documents relating to passengers and cargo 
must be signed before a plane takes off for South America. 
These necessary procedures should be adapted to the age of 
speed. 


Charges for Facilities 


“Water transportation is not charged for the facilities de- 
veloped by the government. They do pay for the use of docks, 
but the waterways are free. They are open to the use of any 
owner of a boat.” 

Continuing, in part, Mr. Ramspeck said: 
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So have the airways, developed by the government—up to now— 
peen free to any owner of a plane. Why should this policy be changed? 
Js it because some persons seek to throttle the development of air com- 
merce? If they succeed, will not the private flyer and the contract 
carrier by air, and the small, fixed-base operator also be burdened? 

Do not those engaged in air commerce—as well as those who fly 
just for pleasure—pay for the use of the facilities at airports? They 
certainly do—and the trend of such charges is ever upward. 

Do not all persons engaged in air commerce pay taxes just like 
other business concerns? They do—they pay property taxes, income 
taxes and various other forms. 

There is no form of business more closely regulated today than 
air commerce. It must comply with rigid safety rules. It must make 
detailed reports of its operations. No one can engage in air commerce, 
as a common carrier, without securing a certificate of convenience and 
necessity. 

Operators in air commerce do not object to reasonable regulation, 
nor to fair taxes. What they fear is duplicated and burdensome regu- 
lation and multiple taxes. ... 









Aviation Still in ‘‘Adolescence”’ 







Some people are convinced that we in aviation are now ready to 
take heavy burdens all around. We can begin to look for pressure 
on us all to pay as we have never paid before and more than we should 
be asked to pay. We should be prepared to explain our position and 
to tell our story and to watch for undue advantages which opponents 
may seek to have pressed upon us. 


No person who operates airplanes, whether it is one or one hun- 
dred, or whether he does it for fun or for profit, is likely to escape the 
on-coming drive to hamstring the industry with taxes and regulation. 

Certainly the lobbies representing other forms of transport are not 
sitting on their hands. They will be anxious to see us all saddled with 
as much extra weight as possible. Pressure groups are in the arena 
right now, seeking to build legislation and regulation against us and 
to foster any movement which would delay our progress—the progress 
of all of us who fly. We know that aviation is here to stay and cannot 
be stopped, but it certainly can be retarded and that we must not 
alow. We must try to dispel any possibility of it. 


We are going to hear a growing emphasis on the assumption that 
the aviation industry is now full-grown, has reaehed its maturity; that 
we have done all of the development and all of the experimentation that 
needs to be done; that now we should be forced to assume the full 
burden of our subsistence. 


The air commerce industry, certainly not mature as yet, actually 
is in its all-important adolescence. Aviation itself is about a half- 
century old; air transport about one-half of that. The railroads have 
taken a hundred years or more and they are still seeking help in de- 
velopment and still haven’t solved some of what we might call ado- 
lescent problems. So, purely from the standpoint of time, we feel 
that we should be allowed to count on more opportunity to crawl before 
we have to walk and walk before we have to run... 


What to Do 


We don’t believe that a well-informed public or a well-informed 
government expects the impossible from us as an industry. But in 
order to counteract the pressure upon government and public from 
those who do not wish to see us succeed and progress, we wish to 
enlist the support and help of everyone in this country who believes 
in aviation or who makes use of aircraft facilities in any way, to take 
a strong stand against top-heavy legislative and regulatory controls. 

First of all, we should keep ourselves alert and awake to every 
move, however insignificant, on the part of those interested in over- 
taxing and over-regulating our industry. Freedom of the air and 
freedom of flight should be our watchwords. Our vigilance can best be 
effected perhaps and most wisely utilized through our many organiza- 
tions, to one or more of which, I am sure, each of you belongs. 

Our second step should be one of general education whereby, again 
through our organizations as well as individually, we can keep those 
Who are most closely involved with these matters of air commerce, 
informed as to the truth instead of propaganda. 


The third step could well be one to promote and support the con- 
struction of improved facilities throughout the nation for the handling 
of the growing air traffic. Improvement of these conditions can do 
much to alleviate the high costs now involved in some instances in the 
operation of aircraft. This constructive practicality will be a public 
relations program in itself, convincing the people of our sincerity and 
ambition to overcome our own problems and to carry commercial traffic, 
cargo and pleasure passengers more efficiently and economically. Im- 
provement of facilities and equipment will mean actual savings to the 
government and others who have helped us through the ‘“‘green years.’’ 





































































UNITED FILES NEW TARIFF 


In an air freight tariff filed with the Civil Aeronautics 
Board, to become effective August 17, United Air Lines shows 
fates as low as 17% cents a pound on volume shipments of 
16,000 pounds across the country. The rates, lowest in the his- 
tory of scheduled common carrier air lirfes, are scaled to de- 
Crease as the volume increases, from the present 3,000-pound 
load up to a maximum of 16,000 pounds. A feature of the tariff 
IS a provision to allow a shipper the volume rates on the total 
boundage of individual shipments made in any 24-hour period. 
Another new feature of United’s air freight operations will be 
the guaranteed space allocations on the Cargoliners and Main- 
liners, assuring definite accommodations for freight to any des- 
tination on the company’s system. 






















C. A. B. Sets Overseas Air 
Mail Rates of Pay 


The Civil Aeronautics Board has taken action in four pro- 
ceedings to set rates of mail pay for the transatlantic opera- 
tions of American Overseas Airlines, Inc.; Transcontinental & 
Western Air, Inc.; and Pan American Airways, Inc.; and the 
transpacific operations of Pan American Airways, Inc. 

In a final opinion and order the board set the rate of mail 
pay for American Overseas for transatlantic mail service per- 
formed during the calendar year 1945 at $1.50 per U. S. mail 
ton-mile. In a show-cause order issued simultaneously, the 
Board found that a temporary rate of 75 cents per mail ton- 
mile would be fair and reasonable as the basis of payment for 
the transportation of mail by American Overseas on and after 
January 1, 1946. 

A show-cause order was issued covering Pan American 
Airways’ transatlantic operations to Bermuda, Europe, Africa 
and Asia setting a rate of $1.50 per mail ton-mile for the 
calendar year 1945, and a temporary rate of 75 cents per mail 
ton-mile effective on and after January 1, 1946. 

There was also issued a show-cause order proposing a tem- 
porary rate of 75 cents per mail ton-mile on and after February 
5, 1946, covering Transcontinental & Western Air’s operations 
to Europe, Africa and Asia. 

A show-cause order was also issued for Pan American 
Airways transpacific routes, including the routes between San 
Francisco and Hong Kong and Singapore, and between San 
Francisco and Auckland, New Zealand, prescribing a temporary 
rate of mail pay of 85 cents per mail ton-mile on and after 
November 16, 1945. 

All four of the show-cause orders prescribing temporary 
rates state that the mail rate proceedings for these companies 
“remain open and will be continued until adequate experience 
and operating data have been accumulated to provide a sound 
and reliable basis for the determination of a fair and reasonable 
final rate.” 

The board’s show-cause orders further state that if the 
airlines involved have objections to the temporary rates set 
forth in the statements, notice thereof shall be filed with the 
board within seven days after the date of service of the order, 
and that written answer shall be filed within thirty days of 
the service date of the order. In case objections are filed, the 
board will hold hearings before making these temporary rates 
effective. In announcing the decisions, the C. A. B. said: 


No mail rate is now in effect over Pan American’s transpacific 
routes because during the war its entire transpacific operations were 
conducted under contract with the Navy. The temporary rate of 85 
cents per ton-mile proposed for those operations becomes effective as 
of November 16, 1945, when commercial operations were resumed by 
Pan American. Pan American’s entire transatlantic operations during 
the war were also conducted for the navy so that the tentative rates of 
$1.50 and 75 cents per ton-mile are made effective when regularly 
scheduled commercial service on transatlantic routes was resumed by 
Pan American on January 1, 1945. 

American Overseas also conducted contract operations for the Navy 
during the war, and its rate is effective as of January 1, 1945, the, date 
of the resumption of commercial service. 

Due to changing conditions and the many intricate problems and 
variables related to the ‘preparation for and reinauguration of air 
service, it is probable that substantial time will elapse before suf- 
ficiently well-defined operating experience can be collected to provide 
a sound basis for establishing a final mail rate. Under the civil aero- 
nautics act, the Post Office Department cannot pay for mail service 
except upon order of the board. The board prescrtbed these temporary 
rates of mail pay to be effective until such time as a final rate may 
be determined on the facts then of record, and on the basis of reason- 
able and necessary costs, including profit under conditions of efficient 
and economical management, irrespective of whether such rates shall 
be higher or lower than the temporary rates proposed in these show- 
cause orders. 


The board’s decisions and orders were issued in No. 1666, 
American Overseas Airlines, Inc., Mail Rates; No. 2147, Pan 
American Airways, Inc., Trans-Pacific Services; No. 1706, Pan 
American Airways, Inc., Trans-Atlantic Services; and No. 2375, 
Trans-Continental & Western Air, Inc., Trans-Atlantic Services. 


ALASKAN AIR CARRIERS’ OPERATING AUTHORITY 


The Civil Aeronautics Board has announced that Alaskan 
air carriers may engage in charter trips and other special serv- 
ices to or from points within or outside Alaska. The order was 
issued in the form of an amendment to section 292.2 of the 
economic regulations. In explanation the board said 


Section 292.2 is now amended so as to amplify the authorized oper- 
ations of Alaskan carriers so that those carriers may now engage in 
eharter trips and other types of special service within or outside the 
territory. This will enable them to fly charter and nonscheduled oper- 
ations between the Territory of Alaska and points in the United States. 
It should be noted, however, that such trips must originate at or be 
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destined for a point on the route which the carrier is authorized by its 
certificates to serve. For instance, an Alaskan carrier certificated to 
serve Anchorage may now fly charter trips from that city to the United 
States, and trips originating in the United States may be flown to 
that city. 


The board indicated that it took this action to place Alaskan 
carriers on a parity with United States carriers so far as non- 
scheduled and charter operations are concerned. 


Potential Air Traffic of Urban 
Areas Without Service Analyzed 


An analysis of “Economic Characteristics of Urban Points 
not Certified for Air Service as of April 1, 1945,” designed prin- 
cipally to provide reference data for use in evaluating traffic- 
generating areas which may be under consideration in new 
Ne DEORE, has been published by the Civil Aeronautics 

oard, 

Copies of the report may be obtained from the U. S. Gov- 
ernment Printing Office at a price yet to be announced. 

In the past, the board published statistics of economic 
characteristics for domestic airline stations certificated for air 
service. The latest such report, “Economic Characteristics of 
Domestic Airline Stations Certificated as of April 1, 1945,” was 
a compilation covering the population data for 286 certificated 
airline stations as well as other economic data for areas which 
fell within the 25-mile radius of each certificated point. 

. The present report makes available, for all urban points in 
the United States having a population of 2,500 or more which 
were not certificated for airline passenger service as of April 1, 
1945, the statistical data covering population concentrations and 
other economic characteristics as indicated by post office re- 
ceipts, retail sales, income tax returns, and employment. The 
bulk of the report covers economic data for 3,160 urban points. 
The statistics covering economic characteristics, according to 
the board, are based primarily on 1940 census figures but per- 
tain only to the areas within the corporate limits of the non- 
scheduled urban points rather than to the areas within the 
25-mile radius. 

In its general comments, in the report which consists of 52 
reproduced type-written pages, the board said: 


The heavy concentration in the northeastern United States of urban 
populations without service is shown on the map on page 6 (not re- 
produced). The four states of Pennsylvania, New Jersey, Massachu- 
setts and New York contain 35 per cent of the national urban popula- 
tion without direct air service. An important consideration, in relation 
to this fact, however, is that most (77.3 per cent) of this group was 
within 25 miles of one or more certificated airline stations. The 14 states 
north of the Ohio River and east of the Mississippi River accounted for 
62.7 per cent of urban populations without direct air service. Of this 
total 68.4 per cent was within 25 miles of a certificated point. 

The proportion of urban population located at points not certifi- 
eated for air service, but close to airline stations, was also high in 
the Pacific Coast states, with 69.8 per cent of such population within 
25 miles of a certificated point. 

The remainder of the country, with 30.5 per cent of total non- 
served urban population, provided convenient air service to a much 
smaller proportion of its population. In the 12 states south of the Ohio 
River and east of the Mississippi River, 39.4 per eent of urban popu- 
lation not directly served was within 25 miles of certificated airline 
stations. In the two tiers of states west of the Mississippi River, this 
percentage was 26.2, and for the Mountain states only 23.0 per cent. 

For the United States as a whole, of the nearly 31 million people 
(41.2 per cent of the urban population) at urban points not receiving 
direct air service, 28.7 per cent was within 10 miles of one or more 
certificated points; 57.4 per cent within 25 miles; 83.3 per cent within 
50 miles; and only 0.9 per cent was more than 100 miles from a city 
authorized for interstate air service. 

The relative concentration of air service at larger cities is also 
demonstrated by Tables 1 and 2 (not reproduced). Of the 37 cities 
in the United States with populations of 250,001 and over, only one 
(with 1.0 per cent of the population of cities in this group) did not 
receive direct air service, and that city was within 10 miles of a point 
on the air network. Eighteen per cent of the population of cities in 
the 100,001-250,000 size group were without direct air service, but 11 of 
these 12 cities were within 25 miles of a certificated point. 

The proportion of city populations without air service rose rapidly 
with decrease in city size: having no direct air service were 48.1 per 
cent of the total population in the 50,001-100,000 size group, 68.9 per 
cent in the 25,001-50,000 group, 89.0 per cent in the 10,001-25,000 group, 
97.1 per cent in the 5,001-10,000 group, and 99.0 per cent in the 
2,501-5,000 population group. Considerably higher proportions of these 
urban populations, of course, fall within 25 miles of points certificated 
for air service, ranging from 91.1 per cent for the largest size group 
to 35.2 per cent for the smallest. 


C. A. A. PERSONNEL CHANGES 
Five changes and one new appointment in the Civil Aero- 
nautics Administration legal offices have been announced by 
T. P. Wright, administrator of civil aeronautics. 
Robert P. Boyle was named assistant general counsel to 
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succeed Glen D. Woodmansee, who will be attorney for region 
6 at Santa Monica, Calif Stanley W. Bobskill will be attorney 
for region 1 with headquarters in New York City; Sanford B. 
Teu, II, will assume duties in region 2 in Atlanta, Ga.; William 
A. Crawford, Jr., will be attorney for region 4 at Fort Worth, 
Texas; and Halford P. Noggle, a newcomer to C. A. A., will be 
attorney for region 8 at Anchorage, Alaska. 


N. Y. AREA AIR COMMUTING SERVICE 


In a proposed report in No. 1642, Air Commuting, Inc, 
New York City Area Service, Examiners Charles J. Frederick 
and Joseph L. Fitzmaurice, of the Civil Aeronautics Board, 
have recommended that the board grant a temporary certifi. 
cate, valid for a period of 3 years, authorizing scheduled trans. 
portation by air of persons and property generally within the 
New York City area, as follows: 


(a) between seaplane bases at the foot of Wall Street and East River 
and 23rd Street and East River, New York, on the one hand, and 
Idlewild Airport, New York, La Guardia Field, New York, Newark, 
N. J., Bendix Airport (Teterboro, N. J.), and Westchester county air. 
port, New York, on the other; (b) between each of the following named 
airports and the other of the following named airports: Idlewild, New 
York, La Guardia, Westchester county airport, New York, Newark, 
N. J., and Bendix (Teterboro, N. J.); (c) between the seaplane bases 
at the foot of Wall Street and East River and 23rd Street and East 
River, New York, N. Y., and each of the following named points 
without intermediate stops: Greenwich, Norwalk, Stamford, Fairfield, 
and Danbury, Conn., Staten Island, N. Y., and Asbury Park, Long 
Branch, Morristown, Plainfield, Princeton, New Brunswick, and Perth 
Amboy, N. J. 


C. A. A. Grounding of Constellations 
Brings Air Express Embargo 


The Administrator of Civil Aeronautics, T. P. Wright, has 
ordered a 30-day emergency suspension of the airworthiness 
certificates of Lockheed Constellations operated by all U. S. 
airlines, pending investigation and determination of the cause 
of an accident involving one of those planes which occurred on 
a Transcontinental & Western Airline training flight near Read- 
ing, Pa., at noon July 11. The order was made effective at mid- 
night July 11. 

The Constellation, which was being used by the airline in 
training its flight crews, according to the C. A. A., caught on 
fire and crashed, causing the death of five of the crew and seri- 
ously injuring another. 


Inspection engineers who were investigating the cause of 
the accident, said the C. A. A., declared that a preliminary 
check revealed that the drive shaft for the cabin pressurizer, 
to which was attributed a previous Constellation accident, had 
been removed from the ship involved in the crash, in accordance 
with C. A. A. instructions. 


Due to the grounding of Constellation planes, an embargo 
has been placed in effect on international air express to a num- 
ber of destinations in Europe, Asia and the Pacific, the Air Ex- 
press Division of Railway Express Agency announced July 16. 

The points affected, which are served by Pan American 
World Airways, are Lisbon, Portugal; Brussels, Belgium; Vi- 
enna, Austria; Prague, Czechoslovakia; Dakar, Africa; Leopold- 
ville, Belgian Congo; Monrovia, Liberia. 


Pacific destinations placed under the air express embargo 
are Auckland, N. Z.; Canton Island and the Fiji Islands. 


Senate Gets Investigation Bill 


Senator McCarran, of Nevada, a member of the Senate 
Commerce committee, on July 16, introduced S. Res. 304, au- 
thorizing the commerce committee or a subcommittee thereof 
to investigate “the present-day fire hazards and other defects 
of modern airline equipment” and to make recommendations 
for improvement of safety in air transportation. Under terms 
of the resolution, the committee would make its report on the 
investigation to the Senate not later than January 3, 1947. 


On offering the resolution, Senator McCarran said that “a 
very serious situation has developed on the airlines involving 
in-flight fire hazards in the Lockheed Constellation aircraft; 
that such fire hazards had been called to the attention of the 
Civil Aeronautics Board’s safety bureau repeatedly, but that 
“no action was takerf until July 12...” He said the Air Line 
Pilots Association had advised the bureau on March 24 that 
“this is a matter that cannot be sidestepped or sloughed over 
casually, for should any of these planes burn up and kill its 
occupants it would be disastrous.” 


“I am convinced,” Senator McCarran said, “that we must 
have the independent air safety board back in airline trans- 
portation, because these results have undoubtedly come about 
due to the elimination of that great board... .” 
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Air Freight Tariffs Filed 
with C. A. B. by Delta Line 


Delta Air Lines, of Atlanta, Ga., will inaugurate its first 
air freight service August 15, Paul W. Pate, air cargo and 
mail traffic manager, announced after its air freight tariffs 
were filed with the Civil Aeronautics Board. 

“Costs of air freight shipments will be approximately 60 
per cent cheaper than existing air express costs, and will 
make possible fast transportation of such articles as heavy 
farm and industrial machinery at a fraction of the charges 
now in effect,” Mr. Pate said. “Air freight will not abolish 
air express, however,” said he, adding: 












Plant-to-plane service will be available regardless of whether the 
shipper is in a Delta city or in a nearby community. Local trucking 
companies will cooperate with Delta on deliveries and pick-ups. 

Delta will provide direct one-carrier air freight transportation on 
scheduled flights to all points on its system, and connections will be 
provided with other airlines to points anywhere in the United States 
and in many foreign countries. 

Special all-freight ships will be operated over the Delta system 
whenever a shipment or combination of shipments is too heavy or too 
large for the cargo bins of our passenger liners. 

Streamlined tariffs have been designed which anyone can under- 
stand after five minutes of instructions. Special ‘‘air bills’’ will replace 
old fashioned bills of lading and way bills. 

For air freight shipments weighing up to 499 pounds, 26.5 cents 
per ton mile will be charged; shipments between 500 and 999 pounds, 
25.5 cents per ton mile will be charged; 1,000 to 1,999 pound shipments, 
24.5 cents per ton mile; 2,000 to 2,999 pound shipments, 23 cents; and 
3,000 pound shipments, or over, 21 cents per ton mile will be charged. 



















C. A. B. to Reconsider Part 
of Latin American Case 


The Civil Aeronautics Board has announced that it will 
hear reargument in No. 525, Latin America Service Case, and 
reconsider the need for additional through service between 
the eastern cities of the United States and Balboa, Canal Zone, 
and certain points on routes presently operated by Pan Amer- 
ican Airways in the Caribbean area. 

“Although the Latin American decision granted exten- 
sive new routes in the Caribbean and in Latin America, it did 
not provide one-carrier service from the greater portion of 
the eastern part of the United States to the Canal Zone, nor 
did it establish one-carrier service from that area into certain 
other Caribbean points,” said the board. 

‘In its Latin American decision the board also denied 
Pan American the right to serve Curacao in the Netherlands 
West Indies on its Miami to Caracas route, and refused to 
permit Havana as an intermediate point on Pan American 
routes from Miami to Balboa and from Miami to Barranquilla 
via Kingston. Although the question raised by the petitions 
for reconsideration filed by Colonial Airlines, Eastern Air 
Lines, National Airlines on the one hand and Pan American 
Airways on the other deal with different routes, they are 
linked together sufficiently to warrant the reopening of the 
decision also in so far as service through Curacao and Havana 
to points south by Pan American is concerned.” 

The board stated that the other matters set forth in the 
petitions of these and other airlines were denied, thus confin- 
ing reconsideration to the limited issues set forth in the 
board’s order. 

































Air Certificate Applications 


National Air Cargo Corporation, of Los Angeles, Calif., 
has filed an application with the Civil Aeronautics Board, dock- 
eted as No. 2371, for a permanent certificate of public conven- 
lence and necessity authorizing scheduled air transportation of 
persons, property and mail by suitable aircraft over 6 proposed 

. S. west-east routes, involving estimated total of 10,336 miles. 
The airline proposes non-stop service between Los Angeles and 
San Francisco and between Los Angeles and Oakland, and 
service, via intermediate points, between Los Angeles, on the 
one hand, and New York, N. Y., Newark, N. J., and Seattle, 
Wash., on the other. 
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certificate for Route No. 75, so as to extend such route from Orlando 
to St. Petersburg, Fla., via Winter Haven, Avon Park and Tampa, Fla. 

No. 2372, Leslie D. Emery, Owosso, Mich., for permanent or tem- 
borary certificate authorizing scheduled air transportation of persons, 
Property and mail by suitable aircraft between Charlevoix, Mich., and 
St. James, Beaver Island, Mich. 
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No. 2373, Atlantic Central Airlines, Inc., Newark, N. J., for per- 
manent or temporary certificate authorizing air transportation of 
persons, property and mail by helicopter type aircraft between New 
York, N. Y., and Paterson, N. J., via various intermediate points. 

No. 2374, Aerovias ‘‘Q,’’ S. A., Havana, Cuba, for permanent or 
temporary foreign air carrier permit authorizing air transportation of 
persons, property and mail between Havana, Cuba, and Key West, Fla. 

No. 2376, Charles H. Babb Co., Glendale, Calif., for permanent or 
temporary certificate authorizing non-scheduled transportation of per- 
sons and property between the terminal points Glendale and Los An- 


geles, Calif., and various intermediate points within the U. S., Canada, 
Mexico, and Alaska. 


Los Angeles Airways, Inc., Los Angeles, Calif., by amend- 
ment No. 2 to its application in No. 1821 asks a permanent or 
temporary certificate authorizing scheduled air transportation 
of property and mail by helicopter type aircraft over 5 proposed 
California routes. 

By amendment No. 1 to their joint application in No. 2310, 
American Airlines, Inc.; New York, N. Y., American Overseas 
Airlines, Inc., New York, N. Y., and R. E. S. Deichler, Great 
Neck, Long Island, N. Y., ask approval of interlocking relation- 
ships proposed to exist through the holding by Mr. Deichler 
of the positions of vice-president of American Airlines, Inc., 
director of American Overseas Airlines, Inc., and director of 
Airborne Instruments Laboratory, Inc. 


M. C. Mulligan Appointed 
C. A. B. Secretary 


The Civil Aeronautics Board has announced the appoint- 
ment of Minot C. Mulligan to the position of secretary. Mr. 
Mulligan comes to the board from the Reconstruction Finance 
Corporation, where he has been employed since 1932, the an- 
nouncement says, and continues: 


During the war Mr. Mulligan served in the Air Transport Command 
of the Army Air Forces from the date of his enlistment in November, 
1942, until his honorable discharge in October, 1945, in the rank of 
lieutenant-colonel. Mr. Mulligan was in overseas service for three 
years with the India-China division of the Air Transport Command and 
the European division of that command. While in the service Mr. 
Mulligan’s responsibilities were in the fields of management control 
and planning. 


After his discharge Mr. Mulligan returned to the R.F.C., where 
in November, 1945, he was appointed secretary of the War Assets 
Corporation, a subsidiary of the R.F.C. Mr. Mulligan’s prior employ- 
ment with the R.F.C. included service as secretary of the Metals Re- 
serve Co., the Rubber Reserve Co. and the Disaster Loan Corporation, 
all of which were subsidiaries of R.F.C. 

In assuming his duties as secretary of the board, Mr. Mulligan will 
undertake responsibilities more broad in scope than the position pre- 
viously entailed. His duties encompass certain broad problems of 
administrative management. Fred A. Toombs, secretary of the board 
since 1943, will remain with the board and will continue to perform 
many of his same duties in the position of assistant secretary. 


NON-STOP AIR SERVICE 


The Civil Aeronautics Board, by order No. 4956, has per- 
mitted Braniff Airways, Inc., to inaugurate non-stop air service 
between Amarillo, Tex., and Denver, Colo., on route No. 15. 

By order No. 4957, the board has permitted Pan American 
Airways, Inc. to inaugurate non-stop air service between Rio de 
Janeiro, Brazil and Montevideo, Uruguay. 


Fees for Aircraft Recording 
and Agency Certificates 


Following a meeting with representatives of various avia- 
tion organizations, and in accordance with the desire of mem- 
bers of Congress that the Civil Aeronautics Administration 
defray the cost of service operations through service fees 
wherever possible, as most recently expressed in the report of 
the House committee on appropriations, Report 1890, 79th Con- 
gress, 2nd Session, the C. A. A. has announced the establishment 
of a $5 charge for the registration and recordation: of aircraft 
titles, effective August 15. 

The C. A. A, said it recommended to Congress that there 
be no charges assessed on airmen, but that it thought it proper 
that a fee be paid for the issuance of aircraft registration cer- 
tificates, the recordation of transfer of title and the issuance of 
a certificate of ownership. 

‘Where liens, chattel mortgages and other encumbraces 
on the title of an aircraft are involved in the recordation, there 
will be an additional fee of $5 which would, however, defray 
Pipe of the satisfaction of release of such liens,” said the 

“Each of these processes is a service and a protection to 
the individual owner and will not be, an annual charge. All 
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collections would be made centrally in Washington by having 
the payment accompanying the papers sent in for recordation. 
The fees are based upon the actual cost involved for these 
services.” 

A subcommittee of Congress in charge of C. A. A. appro- 
priations also has approved the charging of a fee of $10 for the 
issuance of air agency certificates, said the C. A. A., adding: 


These agencies include flying and ground schools, mechanic schools 
and repair stations. A fee of $5, however, will be charged for the 
issuance of a certificate to a parachute loft. These fees are based 
upon the fact’ that air agency certificates carry with them certain privi- 
leges under the civil air regulations which are of definite value to 
these agencies. Certificated schools enjoy a favored position with 
respect to meeting the requirements for pilot and mechanic certificates; 
certificated repair stations and parachute lofts are enabled to do work 
and assume responsibilities which are not open to non-certificated 
agencies. 

These privileges are obtained by the agencies at a cost to the 
C. A. A. for essential inspection and review and subsequent periodic 
inspections and the fee will cover all services. 


Inspect Alaska Facilities 
and C. A. A. Field Operations 


_ A detailed inspection of the northwest and Alaskan facili- 
ties of the Civil Aeronautics Administration to study details for 
the use of this route by civil air carriers to Asia has been com- 
pleted by Administrator T. P. Wright and members of his staff. 

“Although these C. A. A. facilities were of primary impor- 
tance in the use of the Alaska route by military aircraft during 
the war, certain modifications are necessary in order that they 
may serve efficiently the needs of American civil air carriers,” 
said the C, A. A., adding: 


The many installations of the C. A. A. in that area were found to be 
in excellent condition and readily adaptable for use in the ‘‘top of the 
world’’ route. 

In addition to the services to scheduled air carriers which will be 
rendered in the future, the study emphasized the importance of air 
navigation facilities throughout Alaska to non-scheduled and private 
flyers in opening up the territory. With one-fifth the area of the 
United States and a total population of only about 75,000 people, the 
potentialities of Alaska are almost unlimited. Properly to realize them, 
however, requires large scale air travel. Mr. Wright returned feeling 
that the Congress and people of the United States can be reassured that 
the large expenditures made in the territory for an airways system 
is money well spent. 

Mr. Wright was accompanied by A. S. Koch, assistant adminis- 
trator for field operations; Fred Lanter, assistant administrator for 
safety regulation; W. E. Kline, assistant administrator for federal air- 
ways, and A. L. Preil, assistant administrator for business manage- 
ment, the offices of the C. A. A. charged with primary responsibility 
for the efficient establishment and operation of the facilities; and 
several other members of the C. A. A. operational staffs. 


AIRCRAFT NOISE REDUCTION PROGRAM 


The Civil Aeronautics Administration has announced it has 
invited the National Advisory Committee on Aeronautics, the 
nation’s air research organization, the Air Transport Associa- 
tion, representing the scheduled air carriers, and the Aircraft 
Industries Association, representing the aviation industry, to 
participate in a program of research for the reduction of air- 
craft noise. 

The program, spearheaded by T. P. Wright, Administrator 
of Civil Aeronautics, was prompted by a rising tide of public 
complaint which, according to the C. A. A., “threatens to under- 
mine aviation progress,’ and “retard the further advancement 
of civil aviation.” 

In a letter to the Air Transport Association of America, 
Mr. Wright pointed out that complaints of aircraft noises from 
both city and suburban residents had flooded C. A. A. offices, 
and suggested that the airlines “give careful consideration to 
noise reduction in the specifications set down for new equip- 
ment.” 

“Investigation reveals that possibly the chief noisemakers 
are transport-type planes, rather than small personal airplanes, 
although the latter are also frequently mentioned,” said he. 
“The public makes little distinction between the two, and com- 
munities attempting to obtain small airports for the use of 
private planes are facing bitter public opposition throughout 
the country.” 





C. A. A. FOREIGN OFFICES 


The Civil Aeronautics Administration will open an office 
in Paris early in August, the first of nine additional foreign 
offices to be established in the coming year, Administrator T. P. 
Wright has announced. 

Also slated to begin operation within the next three months 
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are offices at Cairo, Shanghai, and London. Within the follow. 
ing three months, offices will be established in Sydney, Aus- 
tralia, and Mexico City. Two additional offices will be estab. 
lished the last half of the fiscal year at locations to be selected. 
The nine new foreign offices will be in addition to existing 
stations at Lima, Peru; Rio de Janeiro; and Balboa, C. Z. 


MAY AIRCRAFT SHIPMENTS RISE 


A joint report of the Bureau of the Census and the Civil 
Aeronautics Administration shows that manufacturers’ ship- 
ments of complete airplanes (except a few military aircraft) 
in May totaled 3,198 planes, valued at $44 million dollars, 
These figures represented an increase of 33 per cent over the 
2,402 airplanes shipped in April, but a decrease of one per cent 
from the $44.6 million value of April shipments. The report 
said the figures did not include experimental aircraft of air- 
craft classified by the armed forces as secret or confidential, 
It continued: 


Unfilled orders on May 31 amounted to 49,952 airplanes valued at 
1,036 million dollars. The number of aircraft on order at the end of 
May constituted a 17 per cent increase over the 42,832 planes on order 
as of April 30, but the value of May orders decreased by one per cent 
from the comparable April figure of 1,045 million dollars. 


The report said the value of shipments to U. S. military 
customers in May had declined 28 per cent, while the value of 
airplanes shipped to all other customers increased 42 per cent, 
with unfilled orders for U. S. military customers decreasing 5 
per cent in value, with the value of planes on order for all 
other customers increased by 6 per cent. 





P. C. A. AIR CARGO SERVICE 


Appointment of Howard Willard as manager of the con- 
tract cargo section of Capital Airlines-P. C. A.’s air cargo de- 
partment has been announced by J. J. O’Donovan, vice presi- 
dent. He said the airline would intensify its contract air cargo 
operations and that expansion of the airline’s equipment in re- 
cent months had provided increased facilities for special ship- 
ments of commodities on a special contract basis. He said this 
service was in addition to the airline’s regularly scheduled cargo 
operations. 


PAN AMERICAN BEGINS N. Y.-B. A. FLIGHTS 


In a statement calling attention to inauguration of air 
transport service on its New York-Buenos Aires route on July 
15, Pan American World Airways said that this was “the initial 
step” in a program contemplated by it, calling for a multiple 
daily ‘‘aerial commuter service’ to all Latin American capitals, 
for transportation of 2,000,000 passengers annually between 
cities of the western hemisphere, and for movement by air of 
about 30,000,000 pounds of freight annually. 

One objective of this program, said Pan American, was to 
link all Latin American markets directly with U. S. industrial 
centers. It added that another objective was to reduce travel, 
shipping and air mail rates to Latin American destinations to 
the levels of domestic rates. 

The New York-Buenos Aires schedule, requiring only 38 
hours, provided for stops at San Juan, Puerto Rico; Port of 
Spain, Trinidad; Belem, Brazil; Rio de Janeiro, Brazil; Mon- 
tevideo, Uruguay, and Buenos Aires, Argentina, Pan American 
said. 


T. W. A. SERVICE TO AFRICA AND ASIA 


Operation of the first commercial air schedule ever flown 
between the United States and southwestern Asia began July 
9, Jack Frye, president of Trans World Airlines, announces. 
Service will be on a weekly basis each Tuesday from Washing- 
ton and New York to Dhahran, Saudi, Arabia via Newfoundland, 
Ireland, France, Switzerland, Italy, Greece and Egypt. Planes 
will depart from Washington at 10:35 p.m. EST. Flying time 
for the 7,538-mile route will be 28 hours. 

On July 7, T. W. A. started the first commercial air service 
between the United States and the north African coast—Algiers, 
Tunis, Tripoli and Cairo. This service, which will operate from 
Washington, Philadelphia, New York, and Boston, via New- 
foundland, Ireland, Portugal, and Spain will also be on a weekly 
basis, with flights starting from Washington on Sundays, 10 p.m. 
EST. 

T. W. A.’s international division recently celebrated its first 
anniversary. The company has a fleet of 17 four-engine planes 
in international operations and has 48 Constellations on order. 
The airline is presently operating 14,633 miles of international 
routes. Service to Palestine, Iraq,.and India is planned for the 
near future. The airline’s international division employes 2,800 
persons. 
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(District Court, S. D. New York.) Shipowner was not 
bound to use the highest degree of care, nor to furnish best 
appliance in outfitting new ship, but was bound to exercise rea- 
sonable care to make sure that appliance was in safe condition 
for the use to which it was to be put by stevedores. 


Shipowner was not negligent nor was ship unseaworthy be- 
cause steam winch on new ship operated stiffly so that winches 
failed to operate simultaneously and swinging draft of steel 
caused injuries to stevedore’s legs. .(Ivusich vs. Cunard White 
Star 65 Fed. Supp. 412.) ‘ 


(Circuit Court of Appeals, Fifth Circuit.) In libel by 
charterer for loss of cargo of bananas, statement by master of 
vessel made after his discharge was hearsay and inadmissible 
against owners of vessel. 


In libel of charterer for loss of cargo of bananas, state- 
ment of master of vessel while in charge of vessel, in reporting 
to charterer what had become of cargo after stranding of vessel 
and why he had not delivered it at Miami, was in line of mas- 
ter’s duty and was admissible against owners of vessel. 


Evidence was insufficient to support finding that stranding 
of vessel while under charter was caused by unseaworthihess of 
vessel, so as to entitle charterer to recover from owners for 
loss of cargo. 

ere charter was of entire ship to haul bananas from 
Haiti to Miami, Fla. for charterer, the vessel was not a “com- 
mon carrier” but was a “private contract carrier,” so that the 
Harter Act did not apply directly. Harter Act. Secs. 1-5, 7, 46 
U. S. C. A. Secs. 190-195. 

The public policy to be considered in enforcing in a federal 
court at Miami, Fla., a charter of an entire ship to haul bananas 
from Haiti to Miami, which charter agreement was made at 
Miami is that of the United States. 46 U. S. C. A. Secs. 183, 187; 
Harter Act Secs. 1-5, 7, 3, 46 U. S. C. A. Secs. 190-195, 192. 

Where charter agreement to haul bananas from Haiti to 
Miami, Florida, contained provision that in event vessel while 
enroute with cargo was required to put into another port for 
repairs for longer than 48 hours the vessel and owners should 
not be liable for any loss or damage to cargo, but in such 
event the freight money should not be considered earned for 
that voyage, enforcement of the provision when need for re- 
pairs was caused by negligent stranding of vessel was not con- 
trary to public policy of the United States. 46 U. S. C. A. Secs. 
183, 187; Harter Act Secs. 1-5, 7. 3, 46 U. S. C. A. Secs. 190-195, 
192. (The Monarch of Nassau, 155 Fed. Rep. 2d. 45.) 

(Supreme Court of South Carolina.) Federal legislation 
relating to liability of carriers for loss of and damage to goods 
moving in interstate commerce is supreme and supersedes all 
state laws which formerly governed the matter. Interstate 
Commerce Act, Sec. 20(11). 49 U. S. C. A. Sec. 20(11). 

The rights and liabilities of parties to an interstate ship- 
ment depend upon acts of Congress, bill of lading and com- 
mon-law rules as applied and accepted in federal tribunals. 
ae, Commerce Act, Sec. 20 (11), 49 U. S. C. A. Sec. 
20(11). 


Regardless of ordinary shipper’s lack of information con- 
cerning tariffs and schedules or freight carriers and his inabil- 
ity to understand them, under federal law, shipper of goods 
moving in interstate commerce is charged with constructive 
knowledge of the applicable tariffs and schedules of rates filed 
with Interstate Commerce Commission and is conclusively pre- 
sumed to have known the provisions of applicable tariffs and 
schedules whether there is one rate for carriage of his par- 
ticular kind of goods or alternative rates based upon agreed or 
declared value. Interstate Commerce Act, Sec. 20(11), 49 
U.S. C. A. Sec. 20(11). 

That only an expert can understand tariffs and schedules 
of carriers of freight is more or less a matter of common 
knowledge. 

Where an interstate carrier of goods has filed schedules 
establishing alternative rates dependent upon value, the ship- 
per is bound to know the relation established by them between 
values and rates. Interstate Commerce Act, Sec. 20(11), 49 
U. S. C. A. See. 20(11). 

Evidence established that carrier had established more than 
one rate on household goods and personal effects based on 







TRAFFIC WORLD 


value per pound, so that carrier’s liability was limited by rate 
at which shipper declared the goods and shipped them. Inter. 
state Commerce Act, Sec. 20(11), 49 U. S. C. A. See. 20(11), 
Where applicable tariffs governing shipment of household ( 
goods and personal effects provided for more than one rate 
and shipper is conclusively presumed to know such rates, car- 
rier need not specifically call to shipper’s attention the fact of 
multiplicity of rates or shipper need not have actual knowledge 
of such choice, it being sufficient if choice would have been 
given shipper had he demanded it. 
While a choice of rates must be made to appear before a 
carrier can successfully claim benefit of a limitation and relief 
from full liability for damage to goods shipped, where bill of 
lading signed by both parties recites that lawful alternate rates 
based on specified values were offered, such recitals constitute 
- admission by shipper and sufficient prima facie evidence of 
choice. 
Where shippers signed bills of lading in blank after goods 
were weighed and listed thereon but before agreed or declared 
value clause was completed, the rate inserted and the carrying 
charge computed, and shipper, after completion of bill, paid 
freight charges on basis of minimum valuation of 10 cents per 
pound, all parties thereto were bound by valuation in the ab- 
sence of fraud. 
The valuation shipper declares determines legal rates 
where there are two rates based upon valuation and shipper 
cannot thereafter overthrow declared valuation by evidence 
aliunde the contract so as to obtain a recovery in a suit for loss 
or damage in excess of maximum valuation declared. Inter- 
state Commerce Act, Sec. 20(11), 49 U. S. C. A. Sec. 20(11). 
In light of mandatory requirement that carrier issue a 
receipt or bill of lading for property received for transportation 
and presumption that law was obeyed, absence of positive testi- 
mony that bills of lading were delivered to shipper after shipper 
had signed them and handed them to rate clerk for calculation 
of freight charges was not indicative that bills of lading were 
not redelivered to shipper. Interstate Commerce Act, See. 
20(11), 49 U. S. C. A. See. 20(11). 


Where a contract of carriage fixes value of a shipment at so 
much per pound and rate is calculated on such agreed value, the 
recovery, in case of partial loss, is limited to agreed value, per 
unit, of that part of shipment which was lost, for consignor is 
stopped from asserting any unit to have a greater value than 
the per unit value declared. Interstate Commerce Act, Sec. 
20(11), 49 U. S. C. A. Sec. 20(11). 


Where bills of lading disclosed a declared value of goods 
shipped at not exceeding 10 cents per pound and under applic- 
able tariff, released value was deemed to relate to each article 
separately and not to shipment as a whole. shipper was entitled 
to recover only 10 cents per pound for each pound of goods lost 
or damaged, plus a refund of freight charges on goods actually 
lost and damaged. Interstate Cimmerce Act, Sec. 20(11), 49 
U.S. C. A. Sec. 20(11). 


Where a contracting party is in position to learn contents 
of a written contract and thereby protect himself by reading 
it or having it read, one who is unable to read must have in- 
strument read to him before signing it and one who can read 
must read it before signing. and one who signs contract before 
. eae filled out is bound thereby in the absence of 
raud. 


From evidence that alternative rates predicted on declared 
value were filed by carrier with Interstate Commerce Commis- 
sion and were being used by carrier, court would presume that 
such rates had been approved by Interstate Commerce Commis- 
sion. 


That an interstate carrier is conducting its affairs in viola- 
tion of law cannot be assumed merely because contrary has 
not been established by proof, since such a carrier must comply 
with strict requirements of federal laws or become subject to 
penalties, and in respect to transaction in ordinary course of 
business, it is entitled to persumption of right conduct. 


Courts must assume that tariffs and schedules of carriers 
certified to by Interstate Commerce Commission have been ap- 
proved by that body. (White vs. Southern Ry. Co., 38 South 
Eastern Rep. 2d. 111). 





CAPITAL AIRLINES-PCA EXPANSION 


Expansion of the equipment of Capital Airlines-PCA In 
recent months provides increased facilities for special ship- 
ments of commodities on a special contract basis, in addition 
to the airline’s regularly scheduled cargo operations, J. J: 
O’Donovan, airline vice-president, reports. In the past year the 
airline has developed volume shipments of cargo which had 
previously moved by other\forms of transportation—such 4s 
furs from Milwaukee east, and perishables from the south to 
northern outlets. Howard Willard has been named manager 0 
the contract cargo section of the airline, 
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Back in 1848 ‘“‘North Western”’ trans- To its almost century-long experience 
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railroad in the West—a load of wheat 
from the Des Plaines river to Chicago. 


r goods 
leclared 
arrying 
ll, paid 
nts per 
the ab- 












1 rates 
shipper 
vidence 
for loss 
_ Inter- 
(11). 

issue a 
ortation 
ve testi- 
shipper 
culation 
ng were 
ct, Sec. 


in handling shipments of every conceiv- 
able size, shape and quantity, ““North 


ant at so 
alue, the 
alue, per 
signor is 
lue than 
\ct, Sec. 


Western” also provides the equipment 


Today, 98 years later, the Chicago and best suited to any particular commodity 
North Western System is still engaged — or material. 

in transporting freight — thousands of 

carloads — with bills of lading showing _—_ Briefly, it’s your kind of service, whether 
everything from apples to zithers. 
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Typical application shows how 
Stanley Steel Strapping saves 
time and money in this auto- 
mobile axle manufacturer’s 
Shipping Department. 


Automobile Axles 
become | Easy-to-Ship “Package” 
with STANLEY STEEL STRAPPING 


Whatever the size or shape of your prod- 
ucts you can ship them quickly, easily, 
safely with Stanley Steel Strapping. 


Stanley Steel Strapping methods give 
strength without bulk to any crate, reel, 
bale, case or carton—band awkward-to- 
handle pieces into compact, easily-loaded 
units. 

To save time in your Shipping Depart- 
ment—to give your shipments full pro- 
tection against hard knocks in transit, use 
Stanley Steel Strapping. Tools, reels and 
all accessories for every application are 
included. The Stanley Works, Steel 
Strapping Division, New Britain, Conn. 


STANLEY 


STEEL STRAPPING AND 
CAR BANDING SYSTEMS 
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LOSS OF OR INJURY TO GOODS 


(Municipal Court of Appeals for the District of Columbia.) 
The disposition of a motion for a new trial is not subject to 
review unless an abuse of discretion is shown. 

Evidence as to a telephone conversation between plaintiff 
and representative of, defendant motor carrier relating to re- 
consignment of a shipment which it has for plaintiff was ad- 
missible, where plaintiff testified that he recognized voice of 
one with whom he had telephone conversation. 

In action to recover value of a shipment of canned ham 
allegedly damaged or lost through negligence of defendant 
motor carrier, evidence supported finding that defendant’s rep- 
resentative had contracted with plaintiff for reconsignment of 
the shipment, notwithstanding defendant’s testimony that it 
had a rule that any order for reconsignment was required to be 
in writing and that no such writing appeared in its files. 

An agreement entered into by motor carrier with a con- 
signee for reconsignment of a shipment was not without con- 
sideration merely because no charge was paid by consignee in 
advance, where it appeared that there was an implied agree- 
ment that consignee would pay reasonable cost of such re- 
delivery. 

Where motor carrier entered into agreement with consignee 
for reconsignment of shipment under such circumstances that 


-there was an implied agreement that consignee would pay rea- 


sonable cost of such redelivery, carrier was a “bailee for hire” 
and was not a mere “gratuitous bailee,”’ so as to be liable only 
for gross negligence. 

Even if motor carrier was a gratuitous bailee when mak- 
ing a reconsignment of a shipment of canned ham at con- 
signee’s request, evidence that despite labels giving plain warn- 
ing that merchandise was canned meat and perishable and 
should be kept refrigerated, when it was ultimately returned 
to consignee all five cases had been opened and some cans were 
missing and all the rest completely spoiled supported charge of 
gross negligence of carrier, so as to render it liable for value 
of the shipment. (W. T. Cowan, Inc. vs. Wagshal, 47 Atlantic 
Rep. 2d. 94.) i 

(District Court, S. D. New York.) Where bill of lading 
bore stamp “shippers load and count,” shipper, which had 
not ordered pre-icing and which did the loading, assumed full 
responsibility therefor and railroad did not assume responsibil- 
ity of knowing condition of meats, degree of temperature they 
required, or how much pre-icing the car should have. 

Under the Interstate Commerce Act, railroad is liable for 
any loss, damage or injury caused by railroad to shipment of 
goods by rail interstate. Interstate Commerce Act Sec. 20, 49 
U. S. C. A. Sec. 20. 

Under the Interstate Commerce Act, responsibility as- 
sumed by carrier is fired by agreement made and contained 
in bill of lading, in accordance with published tariffs and 
regulations. Interstate Commerce Act Sec. 20, 49 U. S. C. A. 
Sec. 20. 

Icing orders given by shipper to railroad were not reason- 
ably in advance under tariff rule when they were given on the 
morning on which car was loaded by shipper with perishable 
meats. Interstate Commerce Act Sec. 20, 49 U. S. C. A. Sec. 20. 


Where icing orders were given by shipper to railroad on 
morning on which perishable frozen meat was loaded into com- 
paratively warm car, and loading was done by shipper under 4 
“shipper load and count” bill of lading, and railroad furnished 
reasonable protective service of kind and extent requested by 
shipper, loss to meat was caused by acts of shipper for which 
railroad was not responsible. Interstate Commerce Act See. 
20, 49 U. S. C. A. Sec. 20; Bills of Lading Act Sec. 21, 49 
U.S. C. A. Sec. 101. 

Where loading of perishable meat was done by shipper 
under a “shippers load and count” bill of lading, the obligation 
was placed.on shipper of seeing that car was properly loaded. 
Bills of Lading Act Sec. 21, 49 U. S. C. A. Sec. 101. ; 

A railroad is not required to have expert at loading points 
to advise shippers concerning proper car temperature at which 
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Sree rails attracted the Riddles of Temple, Texas, like a magnet. 
The father and three sons already were helping to keep Santa Fe 
wheels rolling when the fourth son — Henri — turned seventeen and 
became a file clerk on the home line in September, 1911. 


Came World War I and Henri seized an opportunity to join the 
first motorcycle company of the U.S. Army. 


The Kaiser licked, Henri somehow managed a couple of years 
away from tracks, engines and cars — with the Texas Company at 
Houston. But the magnet pulled again in August, 1922, and he returned 
to the Santa Fe as chief clerk in the traffic department at Houston. A 
year later he accepted a similar job with the Wabash and, in February, 
1925, he joined the KCS as traveling freight agent at Houston. 


Next, he was commercial agent for our lines at San Antonio, then 
general agent at Lake Charles, La., after which he returned to Houston 
as general agent in July, 1944. 


Henri Riddle describes his territory as “a small slice of Texas 
about 500 miles long and from 50 to 100 miles wide,” including, besides 
Houston, Galveston, Lufkin, Corpus Christi, Texas City and Browns- 
ville. Its products — too varied for complete listing — include oil, 
lumber, iron and steel manufactures, paper, sulphur, livestock and 
fruits and vegetables, including fine citrus fruits. 


All of these things, as Henri puts it, “help to spread KCS engines 
and cabooses farther apart.” For that spreading . . . for the friendship 
shown by other Texans to Henri Riddle and to all of us... our 
sincerest appreciation! 


JOHNSON O. COUCH 
Asst. Vice Pres.—Traffic 
. Kansas City, Mo. 


GUY B. WOOD 
Vice Pres, — Traffic 
Kansas City, Mo. 


OUR HOUSTON OFFICE 
702-3 Bankers Mortgage Bldg. 
Preston 4276 


Henri H. Riddle . General Agent 
Nola G. Stripling . Assistant General Agent 
Frank E. Parker . Traveling Freight Agent 
Hugh R. Lamb. . » « « Chief.Clerk 
GloriaGibson ... Secretary 
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to load many different kinds of perishable commodities, but 
each shipper is supposed to know condition of his own com. 
modity and the requisite amount and period of pre-icing, if 
any, that the commodity requires. 

A railroad does not have duty of warning shipper that he 
should wait a certain length of time after car is iced before 
loading his perishable goods into refrigerator car. 

Evidence of custom is not admissible to vary the terms of 
filed tariffs of railroad. 

The filed tariffs of railroad are binding on both shipper 
and carrier and may not be waived or varied. Interstate Com- 
merce Act, Sec. 20, 49 U. S. C. A. Sec. 20. 

Under tariff rule that condition of perishable goods was not 
guaranteed by carrier, carrier is required to furnish only rea- 
sonable protective service and kind of extent requested by ship- 
per, and not any additional service allegedly based on a custom 
prevailing at place of shipment. Interstate Commerce Act See, 
20, 49 U. S. C. A. Sec. 20. (Standard Hotel Supply Co. vs Penn- 
sylvania R. Co., 65 Fed. Supp. 439.) 

(Supreme Court of Oklahoma.) A bill of lading issued by 
carrier, showing that railroad car was to be loaded with bulk 
salvage wheat received in “apparent good order,” meant that 
the carrier received the wheat knowing it to be salvaged grain 
and in a damaged condition, but still in good order at the time 
of the receipt for the purpose for which intended, although 
unfit for human consumption. 

A railroad accepting bulk salvage wheat in apparent good 
order for shipment as livestock feed, and shipping such wheat 
during rainy season in an open car which was delayed in transit 
for six days, and delivering wheat in a wet and burned condition 
so as to be worthless for livestock feed, was liable for the loss 
caused by the delay in transit. A judgment rendered in an action 
at law tried to the court will not be disturbed on appeal where 
there is competent evidence to support such judgment. (Fleming 
vs. Blubaugh, 169 Pacific Rep. 2d. 289.) 





(Kansas City Court of Appeals. Missouri.) On appeal, pos- 
sible misjoinder of causes of action in one count of petition was 
waived where petition was not attacked by demurrer, motion, 
or answer. Mo. R. S. A. Sec. 847.66. 

Where case was tried before court without a jury and after 
the new civil code became effective, question of the sufficiency 
of the evidence to support the judgment could be raised on ap- 
peal whether or not the question was raised in the trial court. 
Mo. R. S. A. Sec. 847.114 (d.) 

In action by consignee of vegetables against a motor car- 
rier, evidence supported finding that after rejection of the ship- 
ment by the consignee, the consignee and the carrier agreed 
that the consignee would sell the produce for the carrier’s ac- 
count and apply the proceeds on the invoice price thereof. 

In action by consignee of vegetables against motor carrier 
on contract entered into after goods were rejected by consignee 
because of deterioration, that consignee would sell produce for 
defendant’s account and apply the proceeds on the invoice, the 
action was one of contract, and interest was allowable on 
amount due from date carrier was informed of amount claimed 
as damages. 


In action by consignee of vegetables on contract entered 
into between consignee and motor carrier after rejection of 
deteriorated shipment, that consignee would sell the produce 
for defendant’s account and apply the proceeds on the invoice, 
recovery of amount of freight was properly allowed where ship- g, 
per had paid the freight and sent consignee invoice for value of 
produce plus the freight, which consignee paid. (Helm vs. Riss 
and Company, 194 S. W. Rep. 2d. 713.) 


TOWMOTOR WINS DIRECT MAIL-AWARD Tf 
Towmotor Corporation, of Cleveland, won first award for 
its direct mail advertising campaign at the annual exhibit spon- 
sored by the National Advertising Agency Network when that 
group held its convention recently in Colorado Springs, Colo. 





FRISCO LINES INDUSTRIAL DEVELOPMENT 
During the first half of 1946, 158 new industries have been 
established in the territory served by the Frisco Lines, repre- 
senting a total investment of $2,411,725, J. R. Coulter, chief 
traffic officer, has announced. This compares with 84 industries 
established during the same period a year ago, with an invest: 
ment of $1,894,420, the Frisco official said. s 


USES FOR ACME STEELSTRAPPING 


The use of Acme steelstrapping in the packing and shipping 
of aluminum pigs, blood plasma, steel drums and pail, rocket 
motors and other commodities is pictorially presented in the 
current issue of Process News, published by the Acme Steel Co. 
of Chicago. Free copies may be obtained from the company. 
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truck operator, as to his intrastate business, was a common (Uni 

carrier exempt from provisions of Emergency Price Control § the cou 

Bor, J, Act was a mixed question of law and Pas den eae ye within c 

5 = legal meaning of term “common carrier,” and upon nature of § is within 

~~ ee Says — - 65¢ $5.50 | business which he conducted. Emergency Price Control Act § action is 
8%x11 in.; 100 sheets to pad of 1942, Sec. 302(c), 50 U. S. C. A. Appendix, Sec. 942(c); B facts cle 

No. 2208R Standard for Loss & Smith-Hurd Stats. Ill. c. 954%, Secs. 240-282. but beyo 
Damage Claims .............0. 65¢ = 55.50 Under Illinois law, a “common carrier” is one who under- In d 
8%x11 in.; 100 sheets to pad takes for the public for hire to transport from place to place § certificat 
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Nee LD eeort Co. Inspece 39: | carrier so as not to come within exemption of Emergency Price ff be grant 
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arranged for operator to deliver farmers’ milk, ag evo = a. 

ator was paid by ‘dairies’ checks, where operator hauled mi e 
‘First with the Newest Forms"’ MH O R D E R’ Ss IN . for farmers as public carrier. Emergency Price Control Act § Stfong ci 
? of 1942, Sec. 302(c); 50 U. S. C. A. Appendix, Sec. 942(c);  portatio 
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carrier within 'exemption of Emergency Price Control Act where pm. OC 
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Illinois under the Illinois Truck Act. Emergency Price Control — alr 
Act of 1942, Sec. 302(c), 59 U. S. C. A. Appendix, Sec. 942(c); eas 
Smith-Hurd Stats. Ill. c. 95%, Sec. 247. . mgs 
Common carriers of goods need not undertake to carry by pi “+ 
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ot. > a as within meaning of the common law. Smith-Hurd Stats. Il. . 
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by deducting from farmers’ accounts, and who voluntarily estab- Gvil a 
lished regular rates which he charged for services to all alike Sees 4 
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Emergency Price Control Act. Emergency Price Control Act bli h 
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Smith Hurd Stats. Ill. c. 95%, Secs. 240-282. (Bowles V8 Bi quireq 
Wieter, 65 Fed. Supp. 359.) 
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agencies, a trial de novo in district court upon the record was 
required on an appeal from a determination of the Public 
Service Commission and also a trial de novo was required upon 
gn appeal from the district court to the Supreme Court, where 
statement of the case and specifications of error demanded a 
review of the entire case. R. C. 1943, 28-2732, 28-3219, 28-3221. 

Evidence established that daily freight service by “hotshot” 
car attached to a daily passenger train and tri-weekly service 
by way freight with pickup and delivery service on 1.c.1. ship- 
ments provided reasonably adequate service to territory, so as 
to require denial of application of motor carrier for certific te 
of public convenience and necessity to operate in the territory, 
where there was no evidence of special circumstances requiring 
additional service, and it appeared that there was a possibility 
that granting of additional service would materially imp2ir 
existing service to a part of the territory. R. C. 1943, 49-1814 
49-1815. (Application of Midwest Motor Express, 23 N. W. Re». 

. 49.) , 

: (United States Court of Appeals, District of Columbia.) 
The courts must make certain that a legislative enactment is 
within constitutional limitations, that the executive program 
is within statutory limitations, and that a disputed executive 
action is within terms of legislative mandate, fairly based on 
facts clearly found, and no arbitrary, capricious or fenciful, 
but beyond that the courts cannot go. 

In determining which of two applicants should be granted 
certificate of public convenience and necessity authorizing oper- 
ation over a new air route established by government authori- 
ties, the Civil Aeronautics Board was final arbiter of paramount 
public interest. Civil Aeronautics Act of 1938, Secs. 2, 401(a,d), 
49 U. S. C. A. Secs. 402, 481(a,d). , 

Findings of Civil Aeronautics Board that the overruling 
public interest in determining which of two applicants should 
be granted a certificate of convenience and necessity authorizing 
operations over a new air route established by government au- 
thorities between Denver and Los Angeles was the continued 
existence of applicant to which Board awarded certificate as a 
strong competitive and economic force in national aircraft trans- 
portation was not obscure because of an uncertainty as to 
whether through service contemplated over new route would be 
connecting or interchange, where Board found that whichever 
service was to be used, such applicant should be awarded the 
route because of the injury it would suffer if award were other- 
wise. Civil Aeronautics Act of 1938, Secs. 2, 401(a,d), 49 U.S. 
C. A. Secs 402, 481(a,d). 

Findings of Civil Aeronautics Board that operation over a 
new air route established by government authorities between 
Denver and Los Angeles by applicant to which it awarded cer- 
tificate of public convenience and necessity would be econom- 
ically sound and that an award of certificate to petitioner would 
have been seriously injurious to applicant to which certificate 
was awarded were supported by evidence. Civil Aeronautics 
Act of 1938, Secs. 2, 401(a,d), 49 U. S. C. A., Secs. 402, 481(a,d). 

Where problem was to choose which of two applicants 
should be granted a certificate of public convenience and neces- 
sity authorizing operations over a new air route established by 
government authority between Denver and Los Angeles, findings 
of Civil Aeronautics Board that award of certificate to one of 
the applicants would be economically sound and that public in- 
terest would thereby be served in that it would aid in continu- 
ation of such applicant as a strong competitive and economic 
force in national air transportation was a sufficient foundation 
for the choice, without an attempt to compute the result in 
dollars. Civil Aeronautics Act of 1938, Secs. 2, 401 (a,d), 
49 U. S. C. A., Sees. 402, 481(a,d). 

The selection of operators for new air route established by 
government authorities is a task for administrative judgment. 
Civil Aeronautics Act of 1938, Secs. 2, 401(a,d), 49 U. S.C. A., 
Secs. 402, 481(a,d). 

That airlines company which was awarded certificate of 
public convenience and necessity authorizing operation over a 
new air route on ground that paramount public interest re- 
quired continued existence of such company as a strong com- 
petitive and economic force in national air transportation 
would have remained solvent and larger than some of the other 
airline companies, even if it lost traffic as predicted over new 
route, did not show that Civil Aeronautics Board improperly 
awarded certificate to such company instead of to another which 
ee also made application. Civil Aeronautics Act of 1938, 
rong 2, 401(a,d), 49 U. S. C. A., Secs. 402, 481(a,d). (United 

ir Lines vs. Civil Aeronautics Board, 155 Fed. Rep. 2d. 169.) 

























































































































































HIGHWAY BRIDGES ON DAMS 


Without debate on the measure, the Senate on July 17 
passed and sent to the President H. R. 6324, amending and 
supplementing the federal-air road act of July 11, 1916, so as to 
Provide for design and construction of dams permitting use of 
Such dams as foundations for highway bridges (see Traffic 
World, June 22, p. 1886). 
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E. M. Ebert, director of the Commis- 
sion’s bureau of inquiry for the past 
four years, and assistant director for 
the preceding 12 years, completed 40 
years of service with thé Commission 
on July 12, and retired that day. He 
joined the Commission as a temporary 
clerk in 1906, and has been with the 
bureau of inquiry since, 1908. 


Eugene C. Potter has been appointed 
assistant general freight agent, Chicago 
& Illinois Midland Railway Co., with of- 
fices in Chicago. . 

R. T. Watt has been appointed per- 
ishable traffic manager, Missouri Pacific 
Lines, with headquarters in St. Louis, 
Mo. He succeeds M. W. Dancy, who has 
been assigned to other duties at his own 
request. W. J. Kavanaugh has been 
named district manager perishable traf- 
fic, at Chicago. V. C. Knorst has been 
appointed foreign freight agent, at Chi- 
cago, succeeding M. J , Friedkin, resigned. 

C. F. Bigelow has been appointed 
general passenger agent, Southern Rail- 
way System, with headquarters at Char- 
lotte, N. C. He succeeds R. H. Graham, 
deceased. C. M. Hill has been named as- 
sistant general passenger agent, at 
Asheville, succeeding Mr. Bigelow. R. H. 
Hamilton has been advanced to assistant 
general passenger agent, at Atlanta, 
succeeding Mr. Hill. 

* * * 

J. W. Friend has been appointed gen- 
eral auditor, San Francisco and Napa 
Valley Railroad, with headquarters at 
Napa, Calif. He succeeds H. J. Hoffman, 
deceased. 

* * * 

Vance N. Wilson has been named 
supervisor, tank car section, traffic de- 
partment, Pennsylvania Salt Manufac- 
turing Co. He will maintain headquar- 
ters in Philadelphia. 


Andrew R. McDonald, former presi- 
dent of the National Association of Rail- 
road and Utilities Commissioners, died 
July 11, at his home, in Madison, Wisc. 


L. Harold Anderson has resigned as 
president, California Railroad Commis- 
sion. He has accepted a position as vice- 
president, Pacific Gas & Electric Co., 
effective August J ‘ 


C. R. Hook, Jr., has been appointed 
assistant to the president, for personnel, 
Chesapeake & Ohio, Pere Marquette and 
Nickel Plate railroads. He will maintain 
headquarters in Cleveland. 

* * * 

H. Gifford Till has been appointed to 
the newly-created position of director, 
industrial research and development, 
Missouri-Kansas-Texas Lines, with head- 
quarters in Dallas, Tex. 

* * * 

George R. Branch, superintendent, 
western division, Rock Island Lines, was 
decorated an “Honorary Officer of the 
British Empire,” July 11, by Baron In- 
verchapel, ambassador from the Court 
of St. James. ee 


Richard W. Mead, traffic manager, 





Franklin Research Co., Philadelphia, has 
joined the faculty of the Academy of 
Advanced Traffic, Philadelphia. 


R. W. Willis, assistant chief engineer, 
Chicago Burlington & Quincy Railroad 
Co., Chicago, has been honored by his 
railroad. In tribute to his 47 years’ serv- 
ice, the hump-retarder yard at Gales- 
burg, Ill., has been named “Willis Yard.” 


Robert R. Wilson, senior partner and 
general manager, Potts Wilson Co., Fort 
Worth, Tex., has been elected a director 
of the Fort Worth & Denver City Rail- 
way Co. He succeeds J. W. Willis, re- 
tired. Mr. Willis had been a director 
of the road for over 30 years. 


A. B. Chapman has been appointed 
engineer and superintendent, bridges 
and buildings, Chicago, Milwaukee, St. 
Paul & Pacific Railroad Co., with head- 
quarters in Chicago. He succeeds Gun- 
nar Tornes, who retired following forty 
years’ service. C. H. Winter has been 


named superintendent of transportation, 
eastern lines, with headquarters in Chi- 





Kathryn E. Garrigan, Mid-Eastern 
Trucking Terminal, was elected presi- 
dent of the Wom- 
en’s Traffic Club 
of Reading, Pa., 
at its recent an- 
nual dinner meet- 
ing, held at the 
Angelica Country 
Club. Other offi- 
cers elected are: 
First vice-presi- 
dent, Edith J. 
Ellis, New York 
and Penna Motor 
Express Co., Inc.; 
second vice-presi- 
dent, Arlene Dun- 
dore, Container 
Corp.; secretary, 
Mary A. Ward, 
Reading Compressed Steel Co.; treas- 
urer, Dorothy E. Walley, Millway Knit- 
ting Mills; and assistant secretary, Irene 
Matyoranis, Luden’s Inc. 





Kathryn E. Garrigan 





The Transportation Club of Louisville 
will hold its annual stag outing, July 23, 
at the Louisville Boat Club. 





The Trafficmen’s Association of Amer- 
ica, Chicago, Ill., held its annual golf 
outing, July 17, at White Pines Golf 
Club, Bensenville, Ill. 





The Traffic Club of New York will 
hold its annual summer outing, July 23, 
at the New York Athletic Club, Travers 
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cago. W. R. McPherson has been ad- 
vanced to assistant superintendent of 
transportation, lines east of -Mobridge, 
S. D. Mr. McPherson will also main- 
tain headquarters in Chicago. 


Robert T. Hoopes, former Army in- 
telligence officer, has been. appointed as- 
sistant to Richard E. Fell, eastern region 
vice-president, Capital Airlines—PCA, 
He will make his headquarters in New 
York, where the airline’s eastern region 
offices are maintained. Hewitt R. Mc- 
Gowan, Warren Cerrone, Douglas Ef, 
MacDonald and Robert H. Werner have 
been appointed traffic representatives, 
with offices in New York City. 


Prescount A. Tolman, director of sales, 
Eastern Air Lines, has been promoted to 
general traffic and sales manager. He 
will maintain headquarters at New York 
City. Mr. Tolman is a veteran with more 
than 10 years’ service with the air line. 

George D. Knox has been appointed 
supervisor of ticket offices, Northwest 
Airlines, with headquarters at St. Paul, 


Minn. 
* * * 


Samuel A. Dunlap, manager, Texas 
Transport and Terminal Co., Houston, 
Tex., has been awarded the King’s medal 
“for service in the cause of freedom” by 
the British government. He is one of 22 
Texans receiving English decorations for 
wartime services. 


Island, N. Y. Vincent G. Berdolt, foreign 
freight traffic manager, Wabash Rail- 
road Co., will be in charge of the events. 
The club will hold a golf tournament, 
July 30, at the Hackensack Country 
Club, Oradell, N. J. 





The Cincinnati Traffic Club will hold 
its annual outing, July 25, at the Summit 
Hills Country Club. J. Edw. Fixari is 
chairman of the committee in charge. 





The Indianapolis Traffic Club held its 
third golf tournament, July 20, at the 
Sarah Shank Course. 





The Transportation Club of St. Paul 
and The Traffic Club of Minneapolis held 
a joint golf party, July 15, at the Mid- 
land Hills Golf Course, St. Paul. 





The Los Angeles Transportation Club 
held its regular luncheon meeting, July 
15, at the Biltmore Hotel. The annual 
picnic will be held Juy 27. 





The Traffic Cub of Brooklyn will hold 
its annual outing, July 24, at the Engl 
neers Club, Roslyn, Long Island. Charles 
L. Costello, Luckenbach Steamship Co. 
Inc., is chairman of the entertainment 
committee. 





T. L. Berry, traffic manager, Maxwell 
Steel Co., was elected president of the 
Traffic Club of Fort Worth, Tex., at its 
recent annual election. Other officers 
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are:. First vice-president, Ed. Carson, 
city freight agent, Cotton Belt Railroad; 
second vice-president, W. Earl Lovell, 
traffic manager, Williamson Dickie Mfg. 
Co.; and secretary-treasurer, Robert M. 
Duke, traffic manager, Nash Hardware 
Co. Directors elected are: Ed. L. Miller, 
Miller Truck Lines; W. J. Snell, Well 
Machinery & Supply Co.; Ross Ferrier, 
Delta Air Lines; W. P. Hudgins, Hudgins 
Cartage Co.; and I. Scott McConnell, 
Armour & Co. 

The Transportation Club of the Roch- 
ester, N. Y., Chamber of Commerce held 
its annual invitation golf outing, July 18, 
at the Brook-Lea Country Club. 

The Traffic Club of Chicago will hold 
its second golf outing, July 24, at the 
Calumet Country Club. 


The Junior Traffic Club of Kansas City, © 


Mo., held its regular meet'ng July 10, at 
the Pickwick Hotel. C. H. McGregor, 
industrial . economist, Federal Reserve 
Bank, spoke on the business outlook. 
The annual picnic will be held July 28, 
at Swope Park. 


The Traffic Club of Pittsburgh will 
hold its first open invitation golf outing 
since 1941, at the Pittsburgh Field club, 
July 25. A. J. Wyant, general freight 
agent, Akron, Canton & Youngstown 
Railroad is in charge of the program. 


The Junior Traffic Club of San Fran- 
cisco will hold its regular meeting, July 
30, at the Bellvue Hotel. Two movies 
“The Man Behind the Wheel” and ‘The 
Skill Behind the Man,” will be shown 
by the Fruehauf Trailer Co. 


Connecting Carriers—Liability of De- 
livering Carrier for Loss or Dam- 
age on Initial Carrier Where Initial 
Carrier Has Gone Into Bankruptcy 


Texas.—Question: I note your answer 
to Texas under the above caption, on 
page 1903 of the June 22 issue of the 
Traffic World, and would like to raise 
a further point in regard to this ques- 
tion. 


In the case referred to, if the claimant, 
after having filed his claim with origi- 
nating carrier A, and failing to receive 
payment, elected to file this claim with 
carrier B, would this second filing of 
the claim be considered insofar as carrier 
B is concerned, a new claim, and would 
the claim be allowable since carrier B 
received the claim several months after 
the statutory period of limitation had 
expired. 

While the claim was in the possession 
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of carrier A, this carrier went into bank. 
ruptcy without having passed the claim 
on to carrier B and during this time the 
statutory period of limitation ran out. 

Answer: In the last paragraph of ou 
answer, to which you refer, it is stated 
that under the decision on Oregon. 
Washington R. & N. Co. vs. McGinn, 
258 U. S. 409, 42 S. Ct. 332, a claim can 
be filed with either the delivering or 
originating carrier and the filing with 
either carrier binds the other. 

As the filing of the claim with carrier 
A, the initial carrier, was a filing of the 
claim with carrier B, the delivering car. 
rier, the second filing of the claim with 
carrier B would, in our opinion, be a 
nullity. 

Since the filing of the claim with car- 
rier A was a filing with carrier B, re 
covery may be had against carrier B 
without further filing of the claim with 
that carrier, unless it be held that carrier 
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Bis not liable because it has no recourse 
against carrier A, owing to the bank- 
yuptcy of carrier A. 





Damages—Freight Charges 





Wisconsin.—Question: We made a 
prepaid freight shipment from point A 
to point C through interchange point B, 
by motor carriers D and E. At point B 
and on E’s dock a fire destroyed the 
merchandise. 

Claim was filed for the invoice value 
of the goods plus the freight charges, 
with the origination carrier D, and they 
eventually forwarded us a check for 
the invoice value of the goods, but re- 
fuse to return us the freight charges. 
Of course we made a duplicate shipment 
to replace the destroyed goods on which 
freight charges were also prepaid. We 
cited a parallel case where another mo- 
tor carrier had returned us the freight 
charges, and also quoted them portions 
of page 23, Volume 2, Industrial Traffic 
Management by G. Lloyd Wilson. This 
sayS in part: 
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The extent of the full loss may be deter- 
mined by any one or several of a number 
of criteria: 1. Invoice value of the goods 
plus freight charges, if paid. ... 





However, carrier D contends E’s in- 
surance company will not allow the 
freight charges, and that D is not in- 
volved anyway—also, that the freight 
charges are included in the invoice value 
of the goods and therefore have been 
recovered. 


We contend that the carriers have not 
performed their duty of transporting 
the goods to the consignee and have not 
obtained signed delivery receipt for 
same. Therefore they are not entitled 
to the transportation charges. 


Can you advise us just what the cor- 
rect position is on this question and au- 
thority for same? 


Answer: Ordinarily the measure of 
damages for loss of or injury to goods 
is the market value at point of destina- 
tion, less freight charges if not paid. In 
humerous cases this principle is laid 
down, among which are the following: 
Y.& M. V. R. Co. vs. Shell, 265 S. W. 
8; Zimmers vs. Southern Ry., 92 Sou. 
437; Liberty Sales Co. vs. Director-Gen- 
eral, 198 N. Y. S. 253; Orange National 
Bank vs. Sou. Pac. Co., 110 Sou. 329; 
Waters vs. Beckers, 186 N. W. 167; For- 
est Green Farmers Elec. Co. vs. Davis, 
270 S. W. 394. 


»dn the voluntary settlement of claims, 
the invoice price is a convenient basis 
for determining the amount of the claim. 


If the origin invoice price is used, the 
freight charges should be added thereto, 
inasmuch as, if the destination price is 
used, they are included therein on the 
theory which underlies, as we under- 
stand, the use of the invoice value, name- 
ly, that it represents approximately the 
Market value at point of destination. 
_ Where the market value at destination 
8 used, the freight charges, if not paid, 
are to be deducted from the amount 
thereof, on the thory that the transporta- 
tion of the goods results in enhancing 
the value of the goods. If the origin 
Mvoice price without the addition of 
freight charges is used, the shipper nec- 
€ssarily is deprived of any enhancement 
i value of the goods resulting from the 
transportation of the goods and there- 
fore Should, in our opinion, receive in 
addition to the invoice price the amount 
of the freight charges which will result 
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in an approximation of the market value 
at point of destination. 


Tariff Interpretation—Compliance With 
Tariff Provision By Shipper 


Alabama.—lIn our answer to Alabama, 
on page 59 of the July 6, 1946, Traffic 
World, under, the above caption, refer- 
ence is made to three reports of the Com- 
mission. See, in addition, the report in 
Hughey Bros. vs. Yazoo & M. V. R. Co., 
200 I. C. C. 709, which relates specif- 
ically to an allowance for the weight of 
dunnage dependent upon the specification 
in the shipping order of the weight of 
material used. 


Freight Charges—Liability of Consignor 
for Charges in Addition to Those 
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Prepaid Where No Recourse Clause 
of Bill of Lading Signed 


Pennsylvania. — Question: Shipper 
“A” made a shipment from Reading, Pa., 
to New York City, Pier 14, consigned to 
a steamship. Arriving at the Pier, time 
consumed in delivery was 142 minutes. 
The time allowed, in accordance with 
Middle Atlantic States Motor Carrier 
Conference, Inc., Freight Tariff 10-E 
and supplements thereto, is 100 minutes. 
The delay in time resulted in a deten- 
tion charge for 42 minutes or a charge 
of $2.40. 

Shipper “A” refuses to pay the deten- 
tion charge, giving as his reason that 
he signed the no recourse clause in the 
original bill of lading. 

The shipment was prepaid, as all ship- 
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ments to the pier in New York City 
move on that basis. 


Kindly advise if I am in error in try- 
ing to collect these charges or if the 
shipper is in error in assuming that his 
signature to the no recourse clause re- 
lieves him from paying detention 
charges. 


Answer: In its decision in Illinois 
Steel Co. vs. Baltimore & Ohio R.R. Co., 
320 U. S. 508, the Supreme Court held 
that the consignor was not liable for 
charges in excess of the amount of the 
prepaid charges on the shipment cov- 
ered thereby. The statements of the 
courts in this case indicate that the 
decision would be applied to the addi- 
tional charges which are the subject of 
controversy in the instant case, whether 





In keeping with the stepped-up 
tempo of world commerce, the Ala- 
bama State Docks System at Mobile, 
Alabama, is constantly adding new 
improvements to cargo handling 
equipment, modernizing facilities 
and streamlining methods .. . all to 
better serve the nation's industrial 
and agricultural shipments to and 
from coastwise, intercoastal and for- 
eign ports. 

The Alabama State 
Docks system is recog- preted 
nized as one of the 
most modern and effi- 


cient seaport terminals 


ALABAMA STATE DOCKS & TERMINALS 


such charges were incurred by the con- 
signor or consignor. 





a booklet illustrating the 
many advantages afforded 
your shipments when 
moving via Alabama State 
Docks system. 








Tariff Interpretation—Household Goods 
Rating Applicable to Articles Ten- 
dered as Such 

Alaska.—Question: A question has 
arisen as to proper rating on shipments 
of household goods on one bill of lading 

and releases to the value of 10 cents a 

pound where said shipment contains 

used articles which if rated separately 
would take a lower rate. In cases of this 
kind, the lower rates have been applied. 

The following shipment is an example 

of the above: 


1 crate used electric refrigerator rated 
second class. 

1 crate used’ washing machine rated second 
class. 


in the country. Wide slips for easy 
docking and undocking of ships, and 
ample room for tugs handling barges; 
three tracks at shipside on the con- 
crete apron wharfs; wide, well-lighted 
sheds, protected by dry-pipe sprin- 
kler system. 

Concrete floors for easy handling 
of goods with tractors, trailers, lift 
trucks and other equipment; fire- 


proof concrete steel 


FREE BOOKLET 
Write C. E. Sauls, Direc- 
“Facts About 
Alabama State Docks’ — 


construction, with un- 
derwriters fire protec- 
tion system; fuel and 
fresh water connections 
at each berth. 


MOBILE 4, ALABAMA 
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11 crates, barrels, boxes household goods § sification 

















rated first class. Rule 33 o 

On referring to the Consolidated uw 
Freight Classification, Number 16, I be- faane of 
lieve the above rating erroneous and fift tal ' 
the shipment should be rated at first | ™°?'* tb 
class. As we have had a number of Hoes tt 
similar shipments, your opinion is re. id itee 
spectfully requested as to the proper Semin 
rate. 

Answer: If the shipper tenders a = her 
shipment as household goods and signs | ° 3 , 
the released value notation in the bill betty 
of lading, it is our opinion that the , am red 
household goods rate should be applied ie the 
and damages for injury to the shipment ll the 
would be limited by the released valua- at of 





tion provision. 

The signing of the released valuation 
notation would be indicative of the 
tender of the shipment as_ household 
goods, for the reason that released valu- 
ations are not provided for in connec. 
tion with the articles when shipped in- 
dividually and not as component parts 
of a household goods shipment. 

However, if certain of the articles are 
listed on a separate bill of lading and 
tendered to the carrier as a shipment of 
such articles, without being released to 
a stated value, charges on those articles 
should be assessed on the basis of the 
classification ratings thereon. 

This is the principle of finding 20 of 
the Commission in its report in Investi- 
gation and Suspension Docket 76, 25 
LC.C. 442, reading as follows: 


If all the pieces constituting a completed 
article are offered as one shipment, under one 
bill of lading, the freight charge should be 
calculated upon a rating for the completed 
article. This does not prevent a shipper from 
billing separately each constituent part at its 
respective rating. 
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Transit—Diversity of Ownership of In- 
bound and Outbound Shipments At 
Transit Point 


Mississippi.—Question: We _ recently 
had an instance where we actually paid 
the freight charges on a carload ship- 
ment, surrendered the original freight 
bill to cover various outbound ship- 
ments, only to be informed several 
months after the outbound shipments 
had moved, that the freight bill surren- 
dered was not good for transit, because 
of the fact shipper had filed a transit 
claim. 

Investigation developed that the orig- 
inal order notify bill of lading had a 
notation “transit claim to be filed,” but 
the railroad failed to show this informa- 
tion on the destination freight bill. 

We would appreciate your giving us 
any information you can regarding the 
point in question, i. e., who is really en- 
titled to the transit privilege. 

Answer: With respect to this ques 
tion, see the reports of the Commission 
in Duck River Grain Co. vs. Nashville, 
C. & St. L. Ry. Co., 160 I.C.C. 28 and 
Sawdust Sales Co. vs. Baltimore & 0. 
R.. Co.,. 136 LCC. 263. 


Under the report of the Commission 
in the case first cited above, the party 
to whom order bills are negotiated 3 
entitled to transit. It appears that the 
shipments to which you refer moved on 
such a bill of lading. 


Liability of Carrier Under Rule 33 of 
National Motor Freight Classification 


Indiana.—Question: We would like to 
have your opinion as to the extent of 4 
carrier’s ability in the handling of Ex- 
perimental Test Shipments moving 0 
a permit granted by the National Clas- 
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d goods sification Board under the provisions of in which they are offered, and that, 
Rule 33 of National Motor Freight Clas- where goods tendered are insufficiently 
: sification No. 8. packed, the carrier is not liable for loss 
lidated J” we have a situation at hand where or injury due to such defect, even though 
>» I be. fifths of liquor were packed in experi- the defect in the packing is apparent; 
us and mental cartons and a_ considerable Rixford vs. Smith, 52 N. H. 355, 13 Am. 
at first | mount broken in transit. R. 42; Ross vs. Troy & B. R. Co., 49 Vt. 
ber of Does the National Classification Board 364, 2d Am. R. 144; but in view of the 
1S Te- Fiold itself out as an umpire in the fact that the carrier is entitled to reject 
Proper } iotermination of the ultimate cause of defectively packed goods tendered for 
such damage, as well as passing on the shipment, the rule supported by the 
ders a] .gaptability of the test containers? weight of authority is that, if it accepts NOTE—Items in the docket marked with at 
d signs |" tt appears that the motor carrier auto- for transportation goods which is knows pt tg 4th 
the bill matically puts himself in a bad position are deficiently packed, or which by the cn ths. Gatmedation’s dhcbit of Getus lait han 
poe. when accepting such test shipments, un- exercise of reasonable — it ar have nereta shown will not bear asterisks when they 
: less the carrier receives consideration observed were defectively packed, it as- o appear. Current cancellations and postpone- 
ieee come ee eee Maui crcaee | Seman oe Me eeeteneame 
even . - ee ey Saas 
Do you have any previous decisions attaches, and it is subject to all the lia- ey oll le elie 
aluation | pertaining to thi@ subject and to Rule bilities usually attaching to an ordinary MC 58941, Sub. 2—S. F. Heller, Stroudsburg, 
of the 33 of the Classification ? shipment of the same character, S. Val- act carrier spplicetion. ies 
usehold | answer: One of the exceptions to the — entine & Co. vs. Atchison, T. & S. F. Ry. Wacieaten, Mi. 3.. cauanan cnccier to. 
ed valu- carrier’s common-law liability arises in Co., 220 Ill. App. 188; Robinson vs. New plication. 
connec- f cases where the injuries are due to the York Cent. R. Co., 282 N. Y. S. 877; July, 22—Atianta, Ga.—State Comm.—Exam- 
oped in- fimproper packing of the goods by the | Gehrke vs. American Ry. Express Co., Mc 103926, Sub. 8—W. T. Mayfield, Atlanta, 
nt parts shipper. Carpenter vs. Baltimore, etc. 240 N. W. 321. Ga., common carrier application. 
. R. Co., 64 Atl. 252; Atlantic, etc. R. Co. The above is a statement of the law saty, Sagan, La.—Fed. Bldg.—Jt. Bd. 
eg are | vs. Jacob’s Pharmacy Co., 68 S. E. 1039; _ relative to a carrier’s liability for goods Mc 106016, Sub. 1—B. L. Ladner and W. D. 
ing and {Greenwald vs. New York Cent. & H. accepted for transportation defectively Powers, Picayune, Miss. 
ow rs Em. Co., 159 N. Y. -* 15. Accordingly, packed. — , July 22—Boston, Mass.—New P. O. Bldg.—%Jt. 
: if goods are improperly packed and this Under Rule the carrier does not «2a: ics 4 
| yy: fact is not apparent or known to the car- _— waive its rights by accepting goods in i ti tee Ton mae ek 
S of the | rier, it is not liable for loss or injury re- experimental packages. rier application. 
sulting in the ordinary course of han- It is our opinion that, under the pro- ey Sa ae pte — ow P. O. Bldg.— 
1g 20 of f dling and transportation from such im- __ visions of Rule 33, a carrier is not liable Mc.73648, Sub. 9—C. P. Burrill, Brockton, 
Investi- | proper packing, if it is itself free from if it can show that the loss or injury Mass., common carrier application. 
16, 25 | negligence. Zerega vs. Poppe, 30 Fed. was due to insufficiency of the package, July_ 22—Boston, Mass.—New P. O. Bldg.— 
Cas. No. 18, 213; Mitchell vs. No. Pac. even in those jurisdictions in which it is St SS Trucking, Wal 
completed |S. S. Co., 213 Pac. 293; Devinne Hallen- held that a carrier is liable for loss of ey Mg B cecianees onetien ‘aautestaen. 
under one f beck Co. vs. Autotyre Co., 154 Atl. 170. or injury to goods accepted for trans- July 22—Cairo, 11l.—County Ct.—Jt. Bd. 105: 
should be} Some decisions hold without qualifica- portation in insecure packages. See MC 1506, —_. 8—Dixie Greyhound Lines, 
completed } tion that the full duty of the carrier is Eastbound Perishables in Unauthorized see ee ae _vu. s. Ct—It 
pper from * : ars ° y attanooga, nn, ° ° ° ° 
ort ae simply to carry goods in the condition Containers 225 I.C.C. 293. Bd. 106: 
p of In- 
nents At 
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That’s one good reason to Ask Your Consignee 
to SPECIFY CLIPPER EXPRESS 








informa- Here are 10 reasons why it’s a good business nuy: 

bill. 1. Speeds delivery. 2. Dealers cash in while the de- 

haat = mand lasts. 3. Dealers can operate on smaller inven- 
x = tories. 4. Less loss through obsolescence. 5. Quicker 
turnover. Good for you, too—6. Creates new markets, 

his ques widens old ones. 7. You can manufacture for all 


ymmission 
Nashville, 
>. 28 and 
ore & O. 


markets at one time. 8. Cuts down on warehousing 
abroad. 9. Less tied-up capital. 10. Simplifies docu- 
ments and bookkeeping. 

For information on Clipper Express call Railway 
Express Agency, Inc. Pickup in every city and prin- 
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MC 94201, Sub. 16—Bowman Transportation 
Co., Attalia, Ala., common carrier appli- 
cation. 

July 22—Chicago, I!!1.—Hotel Morrison—Com- 
missioners Aitchison, Mahaffie, Splawn, 
and Alldredge: 

Ex Parte 162—Increased railway rates, fares 
and charges, 1946. 

Ex Parte 148—Increased railway rates, fares 
and charges, 1942. 

July 22—Chicago, IIl.—Sherman Hotel—Ex- 
aminer Cunningham: 

MC 105573, Sub. 1—Eldon Miller, Iowa City, 
la., contract carrier application. 

July 22—Evansville, ind.—U. S. Ct.—Exam- 
iner Weaver: 

Fourth Section Appl. 21746—Class and com- 
modity rates from and to Taylor, Ind. 
July ne City, N. J.—Hotel Plaza— 

Examiner Rosenbaum: 

MC 16682, Sub. 26—Mural Trucking Service, 

ae York, N. Y., common carrier applica- 
tion. 

July 22—Laredo, Tex.—U. S. Ct.—Jt. Bd. 77: 

MC 106744— Transportes Internacionales, 
Monterrey, Nuevo Leon, Mexico, common 
carrier application. 


July, | canna Va.—vU. S. Ct.—Jt. Bd. 


(39238, Sub. ee Stage Line, Inc., 
“harlottesville, 

MC 1504, Sub. 70-—Atiantic Greyhound Corp., 
‘Charleston, W. Va., common carrier ap- 
plication. 

* MC 1504, Sub. 76—Atlantic Greyhound Corp., 
Charleston, W. Va., common carrier ap- 
plication. 

July 22—Minneapolis, Minn.—U. S. Ct.—Ex- 
aminer Wilkinson: 

Finance 11484—Duluth, South Shore & At- 
lantic Ry. reorganization. 

July 22—Newark, N. J.—State Comm.—Ex- 
aminer Flood: 

MC 29613—Wm. T. Fletcher & Sons., Inc., 


— N. J., common carrier applica- 
on, 


July 22—Newark, N. J.—State Comm.—ZJt. 
Bd.. 67: 


MC 60169, Sub. 9—Freedman Motor Service. 
Inc., Metuchen, N. J., contract carrier ap- 
plication. 

July 22—New York, N. Y.—641 Washington 
St.—Examiner Konigsberg: 

FF-122—Carloader Corporation, freight for- 

warder application. 
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July 22—New York, N. Y.—641 Washington 
St.—Examiner Driscoll: 

vax J 106818—P. R. Trucking Co., Astoria, 
I., N. Y., common carrier application. 

port 22—Toledo, O 0.—U. S. P. O.—Jt. Bd. 57: 

MC 106908—G. Deshler, Sand Creek, Mich., 
contract carrier application. 

MC 17495, Sub. 4—Michigan Central Broker- 
age Co., Lansing, Mich., contract carrier 
application. 

is th creer la.—Fed. Bldg.—Jt. Bd. 


MC 82345, Sub. 1—Platte Truck Line, Den- 
ver, Ia., common carrier application. 
ee Kan.—Hotel Lassen—Jt. 


MC 3102, Sub. 4—W. C. Shaw, Hutchinson, 
Kan., ‘extension, new route. 
July, 22—Wichita, Kan.—Hotel Lassen—Jt. Bd. 


MC 106828—H. C. Main, Caldwell, Kan., 
common carrier application. 
July 23—Allentown, Pa.—Hotel Traylor—Ex- 
aminer Parker: 
MC 48754, Sub. 2—D. J. Frantz, Coplay, 
Pa., common carrier application. 
MC 106940—T & L Trucking Co., Bethlehem, 
Pa., contract carrier application. 
July 23—Anniston, Ala.—Federal Building— 
dt. Ba. 15t: 
MC 35384, Sub. 1—Anniston Motor Express, 


—_— Ala., common carrier applica- 
on 


July 23—Birmingham, Ala.—Thomas Jefferson 
Hotel—Examiner Cheseldine: 
MC 104149, Sub. 141—Osborne and Co., 
Birmingham, Ala., common carrier appli- 
cation. 


July 23—Boston, Mass.—New P. O. Bldg.— 
Examiner Brady: 
MC 64016, Sub. 1—T. E. Andreson, Swamp- 
scott, Mass., common carrier application. 
July 23—Chicago, I!l.—Sherman Hotel—Ex- 
aminer Cunningham: 
MC 52657, Sub. 347—Arco Auto Carriers, 


Inc., Chicago, Ill., common carrier appli- 
cation. 


July 23—Detroit, Mich.—Hotel Fort Shelby— 
Examiner Hanrahan: 

MC 52633, Sub. 22—Mathews Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation. 

July 23—Jersey City, N. 


J.—Hotel Plaza— 
Examiner Rosenbaum: 
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MC 106819—Raineri Transport, New York, 
N. Y., common carrier application. 

July 23—Louisville, Ky. —Kentucky Hotel 
Examiner Weaver 

1. & S. 5395—Transit Tar, Louisville a 
other border points. 

July 23—Newark, N. 
Bd. 119: 

MC 21315, Sub. 1—Jack Trucking Co., J 
sey City, N. J., common carrier appli. 
cation. 

July 23—New York, N. Y.—641 Washington— 
Examiner Driscoll: 

MC 106891 Gagnon’s General Trucking, 
Pearl River, N. Y., common carrier ap 
plication. 


July 23—Roanoke, Va.—Hotel Patrick Henry 


—Jt. Bd. 196: 
MC 104383, Sub. 2—W. R._ Firebaugh, 
common carrier applica- 


J.—State Comm.—Jt, 


Roanoke, Va., 
tion, 

July 23—Wichita, Kan.—Hotel Lassen—Ex. 
aminer Gaffney: 
MC 88685, Sub. 3—L. E. Whitlock Truck 
Service, Stafford, Kart 


July 24—Atlanta, Ga.—State Comm.—Jt. Bd, 


99 
MC 104589, Sub. 3—J. L. Lawhon, Atlanta, 
Ga., contract carrier application. 


July §  ecaee Ga.—State Comm.—Jt. Ba, 


MC 66562, Sub. 739—Railway Express Agen- 
cy, Inc., New York, N. Y., common car. 
rier application. 


July 24—Boston, Mass.—New P. O. Bldg.—It, 
Bd. 69: 


MC 83253, Sub. 1—J. J. Mudge & Son, 
— Mass., common carrier applica- 
tion 


July 24—Boston, Mass. —New P. O. Bldg.—It. 
Bd. 20: 


MC 106829—G. St. Pierre, Winchendon, 
Mass., common carrier application. 


July 24—Chicago, ill.—Sherman Hotel—IJt. 
Bd. 149: 


MC 30600, Sub. 58—The Santa Fe Trail 
Transportation Co., Wichita, Kan., com- 
mon carrier application. 

ey Se, itt,—Sherman Hotel—Jt. Ba, 


MC 104598, Sub. 5—Joe Picha, Bradley, II, 
contract carrier application. 


ER Soring the WEST 


and SOUTHWEST 


J 0 N E 8 STEVEDORING CO. 


Contracting Stevedores 


WESTERN 


FREIGHT HANDLERS, INC. 


Terminal Operators 


Working hand-in-hand with modern, efficient equip- 
ment to give you balanced service anywhere in the 
San Francisco Bay area. 


MAIN OFFICE: 311 California St. 
San Francisco 4; Phone: GA 0250 


124 N. El Dorado Street, Stockton, 
California; Phone: Stockton 5-5918 
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Freight, shipped to and from points in 
Minnesota, South Dakota, Iowa and IIli- 
nois, moves Faster via 
THE MINNEAPOLIS & ST. LOUIS RAILWAY 

and its Peoria Gateway 

The clock in the picture symbolizes Time saved by rout- 

ing freight through this great Traffic Gateway to the East 

and South. The Map shows the strategic network of M. & 


St. L. lines, on which modern equipment, rolling over 
heavy-duty tracks, provides 


Fast Dependable Freight Service for the Midwest 


74e MINNEAPOLIS & ST. LOUIS Rittway 


GENERAL OFFICES NORTHWESTERN BANK BUILDING 


e MINNEAPOLI 2, MINNESOTA 
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July 24—Detroit, Mich.—Hotel Fort Shelby— 
Jt. Bd. 73: 


MC 29883, Sub. 2—Fairall Trucking, Lin- 
= Park, Mich., contract carrier appli- 
cation. 


July 24—Detroit, Mich—Hotel Fort Shelby— 
Jt. Bd. 23: 


MC 22497, Sub. 9—Allisbaugh Trucking Co., 
Wabash, Ind., contract carrier application: 
July ee pag ras N. J.—Hotel Plaza— 
Examiner Rosenbaum: 
MC-106822—Box Sadage, Northport, N. Y., 
common carrier application. 
MC-106833—-T. Gibney, New York, N. Y., 
common or contract carrier application. 
maga i: ep Tex.—Lubbock Hotel—Jt. 


* MC 35320, Sub. 33—T. I. M. E., Lubbock, 
Tex., common carrier application. 
say Ss —" City, la.—Hanford Hotel—Jt. 


MC 106693—N. Smith, Rake, Ia., common 


earrier application. 
scsi 3 tamale N. J.—State Comm.—Jt. 


MC 107021—Mel’s Mountain Service, Brook- 
lyn, N. Y¥., common carrier application. 
July 24—New London, Conn.—Fed.. Bldg.— 

Examiner Konigsberg: 
W-939—-New London Freight Lines contract 
carrier application. 
anid aa” Ce Orleans, La.—Jung Hotel—Jt. 


MC 1501, Sub. 10—Greyhound Corp., New 

Orleans, La., common carrier application. 

July 24—New York, N. Y.—641 ashington 
St.—Examiner Driscoll: 

MC 70765, Sub. 16—H. W. Taynton, Wells- 
boro, Pa., common carrier application, 
July 24—Roanoke, Va.—Hotel Patrick Henry 

—Jt. Bd. 245: 

MC 61947, Sub. 9—Consolidated Bus Lines, 
Inc., Bluefield, W. Va., common carrier 
application. 

July 24—Roanoke, Va.—Hotel Patrick Henry 
—Jt. Bd. 292: 

MC 106835—Anglin and Shelton, Stuart, Va., 

common carrier application. 


July 24—Scranton, Pa.—Casey Hotel—Exami- 
ner Parker: 
MC 106613, Sub. 2—D. Johnson, Lenoxville, 
Pa., common carrier application. 
MC 107042—F. S. Todd, ke Como, Pa., 
contract carrier application. 
a Walla, Wash.—U. S. Ct.—Jt. 



















































































































































































































































































MC 106922—Cambern Moving & Storage, 


for Dependable 


Walla Walla, Wash., common carrier ap- 
plication. 
sii, Sipagcersgecna tae La.—U. S. Ct.—Jt. Bd. 


MC 50544, Sub. 33—The Texas & Pacific 
Motor Transport Co., Dallas, Tex., com- 
mon. carrier application. .__ ; 

July 25—Atlanta, Ga.—State Comm.—Exam- 
iner Yardley: 
88300, Sub. 8—Dixie Transport Co., 
— Fla., common carrier appli- 
cation. 


July 25—Boston, Mass.—New P. O. Bldg.—Jt. 
Bd.. 18: 


MC 75652, Sub. 2—Reynolds Brothers Trans- 
portation Co., Brockton, Mass., common 
carrier application. 

ec i ete nee 0.—Hotel Cleveland—Jt. 


MC 103370, Sub. 17—Best Motor Lines, Dal- 
las, Tex., common carrier application. 
at ae oncord, N. H.—State Comm.—Jt. 


MC 31441, Sub. 7—E. N. Narcoptte, Raymond, 
N. H., common carrier application. 


July 25—Concord, N. H—State Comm.—Jt. 
Bd. 114: 


MC 34564, Sub. 4—A. J. Daroska, Pittsfield, 
N. H., common carrier application. 
—_ N. Y¥.—U. S. Ct.—Jt. Bd. 


MC 2589, Sub. 10—C. A. B. Y. Transporta- 
tion Co., Cleveland, O., common carrier 
application. 

July 25—Jersey City, N. J.—Hotel Plaza—Ex- 
aminer Rosenbaum: i 

MC 106115, Sub. 1—S & G City Trucking 
Co., New York, N. Y., common carrier 
application. 

MC 106660—Hank’s Express, Brooklyn, N. 
Y., common carrier application. 

July 25—Lansing, Mich.—Olds Hotel—Exam- 
iner Hanrahan: 

MC 35974, Sub. 2—Boer’s Transfer, Holland, 
Mich., common carrier application. 

July 25—Newark, N. J.—State Comm.—Ex- 
aminer Flood: 

MC 21694, Sub. 2—F. H. D. Trucking Co., 
Beosniye. N. Y., common carrier appli- 
cation. 

July 25—New York, N. Y.—641 Washington 
St.—Examiner Driscoll: 

MC 106850—S. G. Trucking, Newark, N. J., 
common carrier application. 

July 25—Paducah, Ky.—U. S. Ct.—Jt. Bd. 25: 

MC 104966, Sub. 1—F. Stokes, Hickman, 

Ky., contract carrier application. 


WAREHOUSING 


















and Merchandise Distribution in 


e CHICAGO 
e KANSAS CITY 
e LOS ANGELES 


use the unsurpassed facilities of 


CROOKS 


TERMINAL WAREHOUSES, nc. 


Chicago—433 W. Harrison St. 
Kansas City—1104 Union Ave. 
New York Office—271 Madison Ave. 


associated with 
VERLAND TERMINAL WAREHOUSE CO. 


1807 E. Olympic Blvd., Los Angeles 


for additional detailed information see 
TRAFFIC WORLD WAREHOUSE SECTION LISTINGS 
















In its modern shops at Milwau- 
kee, Wisconsin, The Milwaukee 
Road builds its own rolling stock 
including all-welded, plywood- 
lined box cars that carry heavier 
pay loads with less dead weight. Milwaukee Road men design 
*em, build ’em and roll ’em. It’s a sombination that can’t be beat. 


THE MILWAUKEE ROAD 


TRAFFIC WORLD 


MC 106888, Sub. 1—W. P. Hendley Transfer 
Co., Mayfield, Ky., common carrier ap- 
plication. | 

ey ee ee, Wis.—Fed. Bldg.—Jt. Ba. 


MC 107001—Behling Truck Service, Franks. 
. ville, Wis., common carrier application, 
oy 25—Washington, D. C.—Jt. Bd. 261: 
C 12335—Nationwide Moving Co., Wash- 
ington, D. C. 
sae, Roars Ga.—State Comm.—Jt. Ba. 


MC 58923, Sub. 15—Georgia Highway Ex- 
press, Atlanta, Ga., common carrier ap- 
plication. 

a a ie Atlanta, Ga.—State Comm.—ZJt. Bd, 


MC 105577, Sub. 2—Harper Transfer Co., 
Athens, &a., contract carrier. 

July 26—Birmingham, Ala.—Thomas Jefferson 
Hotel—Examiner Cheseldine: 

MC 106936—Whitman’s Black & White Cab 
Co., Inc:, Birmingham, Ala., common car- 
rier application. 

July 26—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Jt. Bd. 14: 

MC 89917, Sub. 4—Missala Stages, Jasper, 
Ala., common carrier application. 

* MC 107196, Sub. 3—Missala Stages, Inc., 
Jasper, Ala., common carrier application, 
as Wma eae Mass.—P. O. Bidg.—Jt. Bd, 


MC 75874, Sub. 10—Boston & Maine Trans- 
portation Co., Boston, Mass., common car- 
rier application. 


July 26—Columbus, O.—Old P. O. Bidg.—It. 


Bd. 61: 
MC 44947, Sub. 5—Deioma & Meininger, 
Dover, O., contract carrier application. 
July 26—Columbus, O.—Old P. O. Bldg.—Z3Jt. 
Bad. 117: 
MC 5883, Sub. 14—Trucking, Inc., Detroit, 
Mich., common carrier application. 
July 26—Concord, N. H.—State Comm.—It. 
Bd. 114: 
MC 105251, Sub. 1—R. Collins, Rochester, 
N. H., common carrier application. 
MC 105420, Sub. 1—E. L. Powers, Hooksett, 
N. H., common carrier application. 


. July 26—Elmira, N. Y.—U. S. Ct.—Examiner 


Parker: 
MC 81340, Sub. 2—Logan & Alderman, Hor- 
nell, N. Y., common carrier application. 
gs; aaa Conn.—U. S. Ct.—Jt. Ba. 


MC 69275, Sub. 30—M & M Transportation 











Building and Operating the latest 
in Rolling Stock 
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Co., Somerville, Mass., common carrier 
application. 

* MC 47009, Sub. 1—Lowell Trucking Corp., 
Lowell, Mass., common carrier applica- 
tion. 


July 26—Jersey City, N. J.—Hotel Plaza—Ex- 
aminer Rosenbaum: 
MC 105343, Sub. 1—P. F. Baird, Brooklyn, 
N. Y¥., common carrier application. 
July 26—Lansing, Mich.—Olds Hotel—Exami- 
ner Hanrahan: 
MC 105572, Sub. 4—St. Louis Freight Lines, 
St. Louis, Mich., contract carrier appli- 
cation. 


July 26—Lubbock, Tex.—Hilton Hotel—Jt. 
Bd. 16: 


MC 104114, Sub. 15—Willingham Motor 
Lines, San Antonio, Tex. 


July, 26-—Madison, Wis.—State Comm.—Jt. Bd. 


Mc 57641, Sub. 5—Cardinal Lines, Inc., 
Janesville, Wis., common carrier appli- 
cation. 


July 26—Madison, Wis.—State Comm.—Jt. Bd. 
13% 


MC 106586, Sub. 1—Sebastian Laeser, Mon- 
roe, Wis., contract carrier application. 


July 26—Mason City, la.—Hanford Hotel—Jt. 
Bd. 92: 


MC 74796, Sub. 1—Mason City Warehouse 
Corp., Mason City, Ia., common carrier 
application. 

July 26—New York, N. Y.—641 Washington 
St.—Examiner Driscoll: 

MC 106688—Edward M. Rude Carrier Corp., 
Pompton Lakes, N. J. 

July 26—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 17060, Sub. 2—Hasbrouck Heights Van 
Service, Hasbrouck Heights, N. J., com- 
mon carrier application. 


“gl te sma Ky.—U. S. Ct.—Jt. Bd 


MC 104304, Sub. 10—Twelfth Street Garage, 
Paducah, Ky., common carrier applica- 
tion. 

July 26—Paducah, Ky.—-U. S. Ct.—Jt. Bd. 105: 

MC 106888—W. P. Hendley Transfer Co., 
Mayfield, Ky.. common carrier application. 

July 26—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Weaver: 

1. & S. 5403 — Routing citrus fruit juice, 

Florida to Clinton, Ia. 


July +o apg Joseph, MO.—Fed. Bldg.—Jt, Bd. 


MC 106827—A. F. Pauly, Purcell, Kan., 
common carrier application. 
July 26—San Francisco, Calif.—P. O. Bldg.— 
Examiner Linn: 
1. & S. M-2648—Canned goods, beverages, 
glassware, Calif., Nev. 


July 29—Albuquerque, N. M.—Hilton Hotel— 
Jt. Bd. 87: 


MC 36534, Sub. 6—Strong & Harris, Van- 
adium, N. M., contract carrier application. 


ig” > ict Ga.—State Comm.—Jt. Bd. 


MC 1504, Sub. 74—Atlantic Greyhound Cor- 
poration, Charleston, W. Va., common 
earrier application. 

MC 30772, Sub. 24—Atlantic States Motor 
Lines, Inc.. High Point, N. C., common 
carrier application. 


duly, So eh, Mont.—City Hall—Jt. Bd. 


MC 37797, Sub. 7—H. B. Burleson, Red 
Lodge, Mont., common carrier application. 


July 29—Binghamton, N. Y.—U. S. Ct.—Ex- 
aminer Parker: 
MC 30983, Sub. 3—Every’s Express, Oneon- 
ta, N. Y., common carrier application. 


July 29—Birmingham, Ala.—Jefferson Hotel— 
Examiner Cheseldine: 

MC 104819, Sub. 29—Colonial Fast Freight 
Lines, Birmingham, Ala., common carrier 
application. 

July 29—Chicago, Il!.—Morrison Hotel—Com- 
missioners Aitchison, Mahaffie, Splawn, 
and Alldredge: 

Ex Parte 163—Increased express rates and 
charges, 1946. 

July 29—Chicago, i!l.—Sherman Hotel—Ex- 
aminer Hanrahan: 

MC 106478—Trailer Transport, Chicago, Ill. 

ey 1ii.—Sherman Hotel—Jt. 

. oe 

MC 54389, Sub 3—Green County Fast 
Freight, Monroe, Wis., contract carrier 
application. 


Sse reed Colo.—State Comm.—Jt. Bd. 


MC 106018, Sub. 5—Airline Express, Idalia, 
Colo., common carrier application. 
July 29—Fargo, N. D.—U. S. Ct.—Jt. Bd. 158: 
MC 106485, Sub. 2—J. B. Grandadam, Lis- 
bon, N. D., common carrier application. 
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ae tt Dodge, la.—Fed. Bldg.—Jt. Bd. 


MC 52110, Sub. 42—Brady Transfer & Stor- 
age Co., Fort Dodge, Ia., common carrier 
application. 

July Houston, Tex.—Ben Milam Hotel— 
Jt. Bd. 77: 


MC 106756—International Express Limited, 
aa Tex., common carrier applica- 
on. 


JP ee elena pons) Ind.—U. S. Ct.—Jt. Bd. 


MC 105030, Sub. 2—Hepner Trucking Co., In- 
dianapolis, Ind., contract carrier applica- 


tion. 
July serene City, N. J.—Hotel Plaza— 
Examiner Rosenbaum: 


~ MC 93207, Sub 6—Tar Asphalt Trucking 

Co., Inc., Jersey City, N. J., contract 
carrier application. 

July 29—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 179: 

MC 52666, Sub 3—Kansas City Southern 
Transport Co., Inc., Kansas City,. Mo., 
common carrier application. 

July 29—Kansas City, Mo.—Hotel Pickwick— 

Jt. Bd. 52: 

MC 61438, Sub. 9—Kansas City Southern 
Transport Co., Inc., Kansas City,  Mo., 
common carrier application. 

pie, Sey Tenn.—U. S. Ct.—Jt. Bd. 


MC 57782, Sub. 3—C. & T. Coach Co., North 
Wilkesboro, N. C., common carrier ap- 
plication. 

sag $B mend Neb.—State Comm.—Jt. Bd. 


MC 91053, Sub. 1—X. X. Haller Transport 
Service, Litchfield, Neb., common carrier 
application. 

July 29—Madison, Wis.—State Comm.—Exam- 
iner Cunningham: 

MC 106768, Sub. 1—M. Berschems, Madi- 
son, Wis., common carrier application. 

MC 106849—A. Overgaard, Elroy, Wis,, com- 
mon carrier application. 


July 29—New York. N. Y.—641 Washington 
St.—Examiner Flood. 
MC 22273, Sub. 2—Tyrrell Storage, New 
York, N. Y., common carrier application. 
July 29—Oklahoma City, Okla.—Fed. Bldg.— 
- St, 0. BO: 
MC 30250,'Sub. 10—Houston & North Texas 
Motor Freight Lines, Dallas, Tex., com- 
mon carrier application. 





“America’s Most Modern Port” 


The 


ort of olong WSeach, 
Caltfornia 


Fort Rapid: 
Dodge” — 





FORD TRUCKS 





LAST LONGER! 





18% of All Ford V-8 
Trucks Ever Sold Are 


Still in Use! 









































































































































































































































































































































































e SPEED © ECONOMY °¢ 
¢ BROADER MARKETS ¢ 
e REDUCED INVENTORIES ¢ 


CARGO TRAFFIC DEPARTMENT 
510 West Sixth Street, Los Angeles 14 


=—%7)—— 
WESTERN AIR LINES 


26 AMERICA’S PIONEER AIRLINE 1946 


IN SAFETY 
and SERVICE 


—with millions of miles’ experience every 
year in the long distance moving of house- 
hold goods. 


_ 


P. & P.U. Ry. Co. 
and Peoria Gateway 


Everybody's Gateway 
Always Open 


PEORIA-GATE WAY 


Peoria and Pekin Union Ry. Co. 


Koom 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 


"One of America's Railroads 
—In Partnership with All America'' 


July 29—Portland, Me.—Fed. Ct.—Jt. Bd. 70: 
MC 12341—Pine Tree Tours, Portland, Me., 
broker application. 
MC 106820—A. P. Beaulieu, Madawaska, Me., 
common carrier application. 
July e+ a R. 1.—Main P. O. Bldg. 


MC 93257, Sub. 3—Atamian Trucking Co., 
Uxbridge, Mass., contract carrier applica- 


July 29—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 179: 

MC 15318, Sub. 23—Kimbel Lines, Inc., Cape 

Girardeau, Mo., common carrier applica- 

on 

MC 44609, Sub. 33—Missouri Pacific Railroad 

Co., St. Louis, Mo., common carrier ap- 

plication. 

July 29—St. Paul, Minn.—State Comm.—Jt. 

Bd. 96: 


MC 16649, Sub. 1—L. Springsteen, Emerald, 
Wis., common carrier application. 
July, 29-—San Francisco, Calif.—P. O. Bidg.— 
MC 106897—Bee Line Horse Dispatch, Oak- 
land, Calif., common carrier application. 


* July 2o—San Francisco, Calif.—P. O. Bldg.— 


ot, 290. to: 

MC 42487, Sub. 144—Consolidated Freight- 
ways, inc., Portland, Ore., common car- 
rier application. 

—. Wash.—Olympic Hotel—Jt. 


McC 106972—Clark Transfer & Storage, Au- 
burn, Wash., common carrier application. 
July 29—Shreveport, La.— Washington-Youree 
Hotel—Examiner Burns: 
MC 52892, Sub. 5—F. Mathews, Texarkana, 
Ark., contract carrier application. 
July 29—Sioux City, la.—Warrior Hotel—Jt. 
MC 106951—G. H. Hoenke, Parkston, S. D., 
common carrier application. 
MC 106950—F. Thill, Parkston, S. D., com- 
mon carrier application. 
wae Fla.—State Comm.—Jt. 


MC 33292, Sub. 3—Alaga Coach Lines, Inc., 
Dothan, Ala., common carrier application. 
July 29—Washington, D. C.—Examiner En- 
gelhart: 
* MC F-3173—The Cincinnati Street Railway 
Co., control, The King Brothers Co. 
July  c0—Atlanta, Ga —State Comm.—Jt. Bd. 


MC-FC 22973—Bowan ‘Transportation Co., 
Attalla, Ala., transfer (portion), A. B. Cc. 
Truck Lines, Inc., Atlanta, Ga. 

July, 30—Atlanta, Ga.—State. Comm.—Jt. Bd. 


MC-FC 22974—Tri-State Freight Lines, a 4 
tanooga, Tenn., transfer (portion), B. 
C. Truck Lines, Inc., Atlanta, Ga. 

July 30—Atlanta, Ga.—State Comm.—Exam- 

iner Yardley 

MC-C 537—_Bilt “Watkins and Watkins Motor 
Lines, Inc., investigation of control, A. B. 
C. Truck Lines, Inc. 


July 30—Binghamton, N. Y.—U. S. Ct.—Ex- 
aminer Parker: 
MC 52886, Sub. 1—I. E. Wilcox, Roscoe 
New York, contract carrier application. 
a N. Y.—U. S. Ct.—Jt. 


MC _106985—Severson Trucking Co., Wind- 
N. Y., contract carrier. 
July 30—Biuetield, W. Va.—U. S. Ct.—Jt. Bd. 


MC 31381, Sub. 2—Atlas Transfer Co., Hin- 
ton, Ww: Va., contract carrier application. 
July, 30—Bluefield, W. Va.—U. S. Ct.—Jt. Bd. 


MC 104898, Sub. 1—O. Boothe, Cedar Bluff, 
Va., common carrier application. 
July 30—Chicago, iii1.—Sherman Hotel—Ex- 
aminer Hanrahan: 
MC-F 2985—J. Bridge, Lecrone- 
Benedict Ways, Inc., Dolhun 
Freight Lines, Inc. 
my a hicago, ilt.i—Sherman Hotel—Jt. 


MC 52989, Sub. 1—Joyce Trucking Com- 
pany, Chicago Heights, Ill., contract car- 
rier applicat 

a a Wr raha City, N. J.—Hotel Plaza—Jt. 


MC 80428, Sub. 5—H. L. and F. McBride, 
—. N. Y., common carrier applica- 
on. 

MC 107046—Custer Carrier, 
New York, N. Y., 
plication. 


July 30—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 36: 


MC 976, Sub. 2—R. E. Mars, Centralia, 
Kan., common carrier application. 

MC 84574, Sub, 2—L. Brimer, Onaga, Kan., 
common carrier application. 

July 30—Manitowoc, Wis.—Municipal Bldg.— 
Jt. Bd. 96: 

MC 53087, Sub. 10—Clipper City Transit 
Coax; Manitowoc, Wis., common carrier ap- 
plication. 

July 30—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 23523, Sub. 1—Ajax Van Lines, Inc., 
— O., common carrier applica- 

on. 


control; 
purchase, 


Staten Island, 
contract carrier ap- 


TRAFFIC WORLD 


mated! hg er City, Okla.—Fed. Bidg— 
MC 63414, Sub. 2—M. Pakan, McLean, Tex,, 
common carrier application. 


ty erent. Me.—Fed. Bldg.—Jt. Ba, 


MC 28368, Sub. 3—F. G. Congdon, Portland, 
Me., common carrier application. 
July 30—Portland, Me.—Fed. Bldg.—Exam. 
ee Brady: 
106864—-York Transportation Co., Ine; 


Fork Village, Me., contract carrier’ appli- 


cation. 
July 30—Portiand, Ore.—Multnomah Hote]— 
Jt. Bd, 172: 


MC 52350, Sub. 1—Gray Rock Lines, Fossil, 
Ore., common carrier application. 
a, 30[Pertland, Ore.—Multnomah Hotel— 


MC 106301, Sub. 2—Ferris McCoy Truck 
Service, "Hood River, Ore., common ear. 
rier application. 

July 30—Providence, R. 1.—P. O. Bldg.—IJt. 
Bd. 232: 

MC 1130, Sub. 6—Interstate Busses Corp, 
Springfield, Mass., common carrier. 
July 30—Reno, Nev. —Chamber of Commerce 

—Jt. Bd. 78: 

MC 30005, Sub. 11—Nevada California Trans- 
portation Co., Reno, Nev., common ear- 
rier application. 

i 30—Rutland, Vt.—U. S. Ct.—Jt. Bd. 189: 
C 105728, Sub. 3—C. P. Lanfear, West 
re Vt., common carrier applica- 
tion 


a, “Ig et Lake City, Utah—State Comm.— 
Bd. 207: 


me. 66562, Sub. 747—Railway Express Agen- 
cy, Inc., New York, N. Y., common car- 
rier application. 

July 30—San Francisco, Calif.—P. O. Bldg.— 
Examiner Linn: 

MC 12338—Murray Travel Service, San 
Francisco, Calif., broker application. 
July 30—Schenectady, N. Y.—Fed. Bldg.—Ex- 

aminer Konigsberg: 

* 290490, Sub. 1—New York State Fruit & 
Vegetable Shippers & Receivers Assn. ys. 
Ill. Cent. et al. 

July 30—Shreveport, La.—Washington-Youree 
Hotel—Jt. Bd. ‘164: 

MC 29957, Sub. 50—Southern Bus Lines, 
Inc., Shreveport, La., common carrier ap- 
plication. 


July 30—Springfield, Mass.—Fed. Bldg.—Jt. 
Bd. 187: 


MC 96542—O. L. Berard, Readsboro, \Vt., 
common carrier application. 
July 30—Terre Haute, Ind.—Fed. Bldg.—Ex- 
aminer Harrison: 
MC 81715, Sub. 1—C. C. Jordan, Crawfords- 
ville, Ind., common carrier application. 
oy 30—Washington, D. C.—Examiner Sni 
er: 


t: 
—ee Packing Co. vs. 
et al. 
July 30—Washington, 
mondson: 
28857—-Celotex Corp. vs. T. & N. O. et al. 
July 31—Binghampton, N. Y.—U. S. Ct.—Ex- 
aminer Parker: 

MC 12345—Clark’s Travel Agency, Bing- 
hampton, N. Y., broker application. 
July 31—Birmingham, Ala.—Thomas Jefferson 

Hotel—Examiner Cheseldine: 
MC-11207, Sub. 54—Deaton Truck Lines, 
Inc., Birmingham, Ala. 


Refrigerated 
Sewice 


Thermostatically Operated. 
Call or write for our new 


PERISHABLE SCHEDULE 


L. &N. 


D. C.—Examiner Dia- 


STANDARD 
FREIGHT Une INC. 


General Offices: 
2500 W. Taylor St., 
Chicago 12, Ill. 


SEEley 0330 


Ma 


The m 
publishec 
maps de 
nent and 
of shippe 
are uniqu 
shippers 
it would | 
carriers ¢ 


Sar 
Establishe. 


Genera 


Branch C 


Daily O 

Dieg 
NUMBER 
INSURANC 


3,000 and 
and 15,000; ' 


icuthers, 


A 














RLD july 20, 1946 213 







































3ldg.— 
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73| MOTOR TRANSPORT SECTION 
call PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 
., Ine, 
r appli- 
a Maps Oe Albed “Diets Unique Key fo Maps in This Sods 
Hotel— 
“il The maps in this section are different from maps quem Daily INTER- and INTRAstate service. 
°n “* | ublished in any other medium. They are special wees Daily INTERstate service (no INTRAstate). 
“s—It. Fnaps designed by TRAFFIC WORLD'S map depart- semmmmmae Daily coordinated rail-motor sernce. 
| Corp.. Ement and keyed in accordance with the specifications Irregular or special service routes 
mmerce Hof shippers. Hence, these maps and the allied data cncenee: Connecting: tines 


eeececece Ferries. 


a Trans- fgre unique in that the material is presented in a way 








non car- shi all th t told TRAFFIC WORLD @ O Principal points served. [ Terminal cities. 
ppers over the country to 

Ba. i: fi would be most helpful to them in selecting highway nm seed — ar oe ee oe : 

applica: Rrariers and routing freight. ators when their routes extend into other states. 

Comm.— - 

non ea CENTRAL & WESTERN STATES 

. Bldg.— 

ice, San 


ion, San Diego Forwarding Company A Reliabl e S ource 


Fruit & fi] General Office: 305 W “‘A”’ Street, San Diego 12, California 
. ES EE “With th eat number of trucks operating at the 
Virgil B. Windle, President 1 e gr number pe g 


yn-Youree 


Bea Branch Office: 301 S. Santa Fe Ave., Los Angeles 13, California} | present time, information from a reliable source as to the 


Phone—Madison 7501 er . . 
Bldg.—J. [Daily Overnight Express Service Los Angeles to San responsibility of truck operators is of considerable value 
oro, Vt., Diego and Pool Car Distribution in San Diego to shippers. 
31dg.—Ex- | NUMBER OF UNITS: 25; 17 open stake, 2 closed, 4 open semis, 2 tractors. 
rawfords- HS000 end 50,000 (Nat, ‘Autownebile and. Casualty; Preserty Decmage 10,008 (Stove and Range Mfr.) 
‘mong and 15,000; Wo: kingmen’s Compensation (California Compensation). \ F : 
ASSOCIATION MEMBERSHIPS: Truck & Warehouse Assn., Local Cartage| | St. Louis, Missouri 


L. & N. National Conference, Los Angeles Transportation Club, Foreign Trade Association 
of Southern California. 


Keep this up.” 


liner Dia- 


O. et al. 
. Ct.—Ex- 











ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, MO, 
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gna conte Cor : sigh 
COLORADO JIKANSAS L_. ST. LOUIS =gie]Meducs mT 28 vears in business. 
city 50} Tas th N East St. Louis ff Serving the Indus- 


EEley 0330 






OKLAHOMA ARKANSAS LOUISIANA ) a 


: trial Middle West 
and ‘TEXAS OKLAHOMA and TEXAS lf TRAFFIC WORLD — CHICAGO 

















Serial Page 214 


Watch Display advertisements on the 
index page of TRAFFIC WORLD. 


HAECKL’S EXPRESS, Inc. 


806-814 S. Seventh St. Hamilton, Ohio Phone: 1813-1814 
Chas. Haeckl, Pres. P. M. Shepherd, T. M. J. B. Conroy, V. P. 
Elmer Haeckli, Secy.-Treas. R. B Hall, G. M. 
**Miles Ahead’’ overnight service for Chicago, Indianapolis, Cincin- 
nati, Dayton, Springfield, Columbus, Hamilton, Middietown, Xenia 
and many smatier Ohio and indiana points 












Cargo insurance: 
per unit 


$250,000 


Units: 56 tractors, 31 vans 
29 open tops, 6 flats, and 
36 straight trucks 







Wolcott Monticello 
hemagon © — @___9 —__ 










OHIO 


TERMINALS: 


Chicago, Ill. 
Phone: Virginia 0010 
Cincinnati, Ohio 
Phone: MA. 1790 
Columbus, Ohio 
Phone: Main 6806 


Dayton, Ohio 
Phone: Adams 6276 


Hamilton, Ohio 
Phone: 1813-1814 


Indianapolis, Ind. 
Phone: R. 2868 

Ss sansale Ohio 
Phone: 2-6201 


Xenia, Ohio 
Phone: 375 












Tariffs Participated in: 


Cen. & Sou. Mtr. Frt. Tariff Assn. 
Central States Motor Frt. Bureau 
Eastern-Central. Motor Carriers Assn. 
Middliewest Motor Frt. Bureau 
Ohio Motor Freight Tariff Committee 
CALL STATIONS: 
Middletown, Ohio, Phone: 2-5001 


Wilmington, Ohio, Phone: 2415 
71. more thad CVUCP 2. we ee ce «@ 


is the time to keep the details of your operation 








before the leading shippers of the country. 
Listings in this motor transport section are set- 
up in accordance to specifications of shippers. 
Advertising rates are extremely low. Write for 
full details. 


MOTOR TRANSPORT SECTION 


CENTRAL STATES 


WALTER MULLADY, President 





A AER See 














Transport Section Page nsport Sect 





DECATUR CARTAGE CO., INC 
OF INDIANA 


Decatur 
Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. 
Telephone—Victory 6000 


R. A. BAENSCH, V. P.-Tram, 


ConeMon CARRIERS Cc. C. Certfs. See SON: P. S. C. I. No. 418A-|. 10 
Sc 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U 
Customs Bond Established 1926. INSURANCE: Cargo, $50,000-$ 100,000; puis 
Liability, $25. 000-$50.000; Property Damage, $50,000. 

Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Ind 
anapolis, St. Louis, Quincy, Peoria and a ‘thousand and one other spots in the great 
_— shown on day and make ibe by our great fleet of mo 
a transportation service w bility amply pes 
MIDWEST, DECATUR I: IS BEST.” 


















PENNSY 


























that EROR & SHIPME 





Clemans Truck Line, Inc. 









Established 1929 Incorporated 193 ae 
815 E. Pennsylvania Ave., South Bend, Ind. non he 
A. C. Clemans, Pres., A. C. Scheetz, T. M. " 
C. L. Jones, Secy.-Treas. Tel. 39381 ~~ 

Lay! 





COMMON CARRIER: I. C. C. Certificate No. M-2136 —P, S: 
C. I. Nos. 692-A-2-3-4-5-6-7 inanstete Sasi ee S. C. 1. Nos, 
693-A-2-3-4 Interstate Indiana—M. P. U. C. No. C-548 Inter. 
state-Michigan. 

SERVICE: Ov 

Kokomo, LaPorte, 
Indiana; Battle Creek, Grend R 
Michigan and Louisville, Ky. a. 
tween Gra . Michigan, and Louisville, 
NUMBER UNITS: Sesatenn 54; Trailers 60, (39 w vans, 20 open, 

1 flat); 26 Trucks (17 vans, 9 open). All Company owned. | 


INSURANCE: Cargo 50,000 and 100,000 —— rey od 
America); Public Liability, 25.000 and 100,000; P: peste Sa 
e. 10,000; Workingmen’s Compensation, (Michiga 


Liability Co.) 
SAFE—COURTEOUS—SERVICE 











ight eavion between, Elkhart, Indianapolis, 

outh on Rochester, 
=. Three Rivers, 
sints served b 









VIRGINIA 













Complete ix 
sists of var 
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These Features 
Make This Section 


Distinctive and Efficient to Use} --F-e 


Cc. 
I. GRAPHIC PRESENTATION OF hace 
OPERATIONS ieee 
1. The maps are prepared by THE TRAFFIC WORLD— es “ 
all according to one key—and are therefore uniform. 
ll gt key NORV 


2. The maps show accurately the routes covered by each 
line and the points of interchange. 


3. The maps show which routes are INTERstate and 
which are INTRAstate. You see at a glance if any one 
line can do the job you want done. 


II. EASY TO USE—EASY REFERENCE 


i. An alphabetical index of companies. 


2. Grouping of advertisements so that lines serving, in 
general, the same areas are together. 


Iii. FACTUAL UP-TO-DATE COPY 


Data, including maps, are kept up-to-date by a monthly 
check-up with each advertiser. 



































MOTOR TRANSPORT SECTION 


nsport Section Page 3 CENTRAL & EASTERN STATES Serial Page 215 


tion Page 
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Tidewater Express Lines, Inc. 


Warner and West Streets 
Baltimore 30, Maryland 
O. M. Bulla, Traffic Manager Call Saratoga 8050 


‘Maps and Information in this Section 
Superior to Any Other Type Published!’’ 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwau- 
kee, Wis., wrote this: 


“In the issue of the Traffic World which is 
published in the third week of each month, 
you have a Motor Transport section. We find 
that the maps and information which is pub- 
pam = N ma — lished in this section to be superior to any - 
; other publication of this type, which we have 
seen. 


c 
20. 


W tua 








>.-Traf : 
, 418A-1-19 
6-RX: U. 


Inc. 


pra ted 1934 

nd, Ind. “We would like to be advised if the maps and 
, T. M. other information which you show in the 
9381 


gee Motor Transport section are available under 
5. C1 1, New separate cover. If not, what suggestions do 

nter- 1 aq 
nz. /] » ania eh, you have relative to filing these pages to make 


I Rockers <_—- them readily available for reference works?” 


Carde 
‘hree Rivers Sonia 
\ts served b 



























VIRGINIA 


It is little wonder that this typical leading shipper finds 
































. 20 | is Church OOSCOEY WASHINGTON ° . 
onion tuys. ———e MARYLAND this motor transport section so helpful—information and 
See _— maps are set up according to shippers’ specifications. 
say Fo 


Complete insurance coverage—Dependable refrigerator service—Equipment con- 
sists of vans, open tops and refrigerators—Semi trailers capacity to 36,000 lbs. 


e OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde, 402 
orwa ruc DT Se Sorin st. Pine 2561) Defiance (Phone 556): Elyria, 124 Maple Bt. 
(Phone 3484) ; Fremont. 109 E. State St. (Main 2825); Lorain. 202 11th 
C h St. (Phone 4135): Mansfield. 398 N. Main St. (Phone 21606): Medina. 
‘ce ° ; 254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwalk. 
r 
Satisfy stecant ustomers wit J 36 Wondlawn Ave. (Phone 266): Sandusky, 30 W. Perkins St. (Phone 
Norwalk Service 2276): Toledo, 145 8. St. Clair St: (Adams 4291): Vermilion (Phone 
U 3363): Warren (United Terminals) (Phone 4886). 

} S@a| J. F. Ernsthausen COMMON CARRIER MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 106); Battle 

President Creek, 

.CC Certifieate No 7109 

























220 S. Calmy St. (Phone 2-5107); Bay City. foot of First St. 
(Phone 6228). Detroit. 175 8. Campbell St. (Vinewd 2-1435): Flint. 






C. W. Hoke 1812 Beach St. (Phone 41659) ; Grand Rapids. 338 Wealthy Ave. (Phone 
Vice-President 8-6427) ; Jackson, 336 8. Otsego Ave. (Phone 7483) : Kalamazoo. 116 West 
Bush St. (Phone 22423): Lansing, 904 E. Hazel St. (Phone 49401): 
Established 1921 Monroe, 715 8. Telegraph Rd. (Phone 1032): Pontiac, 375 N. Cass Ave. 
Incorporated (Ohio) (Phone 29201): Saginaw, 142 Davenport St. (Phone 6228). 
INDIANA TERMINALS—Auburn, 334 W. 9th St. (Phone 618-3); Elk- 
gL D— 36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466): Ft. Wayne, 1122 Sherman 
‘ Telephone—266 St. (Anthony 4262)- Goshen. 1201 §. 10th St. (Phone 111); Hammond, 
niform. 1055 Indianapolis Blvd (Whiting 783); Kendallville, 900 8. Main St. 
NORWALK OHIO (Phone 390); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
y each ? City (Phone 687): South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745): Pittsburgh, 202 Penn Ave. (Phone At-5887). 
te and 
ny one 
ring, in < 
» INSURANCE Co.). *Blanket Employees Bond “e, 
&kCargo, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded LFS 
a ns. Ce, WPublic Liskils 5 by new A. T. A. bond. EQUIPMENT - 
t; or. s (309 mpan . Hhanipne'y 
nonthly Goonvonaation, anal Licballt Insur- TARIFF AGENCIES 432 cronies (all oon oar: seas’ 
ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (139 company owned) .  Comapatio 


Insurance Co. & The Travelerg Liability Ohio Motor Frt. Tariff Bureau 













TRAFFIC WORLD By 90, 19 


rédverttsers 


Educational Courses 


IN THIS ISSUE 1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 

qualified to prepare for practice. Includes Freight Forwarder Act. 
JULY 20, 1946 COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill, 








MI 






















Situations Wanted 














Acme Steel Co............... teen eee eeees 200 NATIVE OF CONNECTICUT—Transportation experience local and 

Alabama State Docks & Terminals............ 206 long distance carriers. Wide acquaintance shippers and freight moving 

UNL OR PRIMM, MOUs oo 6a 0 50s 0 cons ome ocd eu 210 Southern New England. Available to carrier wanting high type repre 

BPRCTICOR AATUROR, ATIC. 6 oss o's BERIT S ad 143 sentation. Address Box 524, Traffic World, Chicago Office. 

Association of American R. R................. 145 

The Atchison, Topeka & Santa Fe Ry. Co....... 208 TRAFFIC MANAGER available, exceptionally qualified, college 
graduate; experienced in all phases of industrial and carrier traffic, 

NINE I ing or eb. nc vonte cine biecce cee 176-177 excellent rate background, recognized ability and references. Address 
Box 522, Traffic World, Chicago Office. 

Chicago Great Western Ry................... 199 

Chicago, Indianapolis & Louisville Ry......... 

° 0. MS © Cele MAUR PS «Ole. O3.0 Od Inside Back Cover For Sale 


Chicago, Milwaukee, St. Paul & Pacific R. R.... 210 






















: FOR SALE—Wall map case, 90 inches wide, two rollers. Address 
Chicago & North Western Ry................. 195 Box 523, Traffic World, Chicago Office. 
epee a IO. bs. aes bale debs dc ees 203 
Crooks Terminal Warehouses, Inc............. 210 
; LOCOMOTIVES 
I TRE ok ean snes oa Sots wis oe bres aoe 208 2—44-Ton, Diesel Electric, 300 H.P. Tractive Effort 26100 lbs. 
Diamond T Motor Car Co............... Facing 144 1—20-Ton, Davenport, 0-4-0, Gasoline Locomotive. New 1941. 
Standard Gauge. 
Brann *Peedatis Oe. 6. 0096. ase. 146 IRON & STEEL PRODUCTS, INC. 
41 years’ experience 
Wate We. ere ce ec ets 198-201-204-211 13450 S. Brainard Ave., Chicago 33, Illinois No. 91 
Priee FANG sccains C0068 Swiide 03 AE As OF Sie 204 “ANYTHING containing IRON or STEEL" Daily 


I I Ceo. icaait Smog ei biless ouegbsts.o-ava ce 







General American Transportation Corp...Facing 145 





















































1100P 
General Tire & Rubber Co.................. 140-41 
ot. agp arene 212 FREIGHT CARS—IMMEDIATE DELIVERY 
Gulf, “Mobile’@ ‘Ohio Ri Rio oe ees 204 16—Express Refrigerator Cars, 40 Ft., 40-Ton. 
Harborside Warehouse Co., Inc......... Back Cover 3—Gondola, all steel, 50-Ton. 150A 
Highway MN. ccna esa easeea o&opactes 144 5—Dump, Kilbourne-Jacobs, Automatic Air, 
EE a ey ee eer ee 200 20-Cu. Yd., 40-Ton: Lift Doors. 
IHinois Central System:................0...0% 211 2—Passenger Cars, 60-Ft., All Steel. 
International Harvester Co................... 193 2—Baggage Cars, 60-Ft., All Steel. 
STOR He BEGCL MPOGUCIB «A: 5.88% wists ieids ce b's otis os 216 64—Flat Cars, 50-Ton, 43 it. 
Jones Stevedoring Co................c0 cece ees 208 22—Hopper, Twin, All-Steel, 50-Ton. 
ennne Cry poutiery Limes: oo. a a 197 61—Hopper. Side-Discharge, 50-Ton. 
Keeshin Motor Express Co................000- 137 7—Box, 50-Ft., ae rs og hed 
LaSalle Extension University................. 201 12—Box, pong prea Sincle ey 
eS SO aR aaeaietaae iol aaitens 211 12—Box, 40-Ft., 40-Ton, Single Sheathed. 
Eom: Ven & Storage. Cou: 2. 65 2 sc. cee cee’ 198 6—Caboose Cars, Steel Underframe. 
Minneapolis & St. Louis Ry................... 209 64—Tank, 8,000 and 10,000 Gallon. 
Missouri Pacific Lines... 6%. .6.065..0%. Front Cover 
Motor Transport Section..................... 213 IRON & —_—. —— TS, INC. 
—_ nage cer sates care, EMG i605 A a. ol 13450 S. Brainard Ave., Chicago 33, Illinois 
ori Ri ISS a are eae aera « ” 
whe ances «ned Ahmet’ ha9 200 See Cees er oF een 
Richmond, Fredericksburg & Potomac R. R..... 138 
I NE oo cig sino scorn me amere-owsxiateeis 207 
Gan: DS reeisdo: PortORe sk is 216 
SEOMD -E POMIC LAMICS. ec cc tween cs 212 
au Me OEE Sos a a sco ae seca bw bien 196 e 
Stumepemer ‘COP. 2... ose se es Inside Front Cover Th P ri { S F 
‘Tee ee YOCOM oS. es ke Sc cern 207 e 0 0 all Francisco 
NET oo os using nocd hu den Pores ond 142 230A 
Transcontinental & Western Air, Inc........... 201 425 
Oa Aree rey tan 205 
Western Air Lines, Inc...........0...eeeeeee. 212 * Center of Pacific Coast Shipping * 0A 
MS OP IN 6.8 5 oie fF etincan ys CBEST Oe oo ob ewe 139 


for a Century 





Local fr 
the sche. 





This Advertisers’ Index is pened as @ reader convenience and BOARD OF STATE HARBOR COMMISSIONERS 


not os part of the advert contract. The inclusion of this 













inden ts @ last-minute operat and although we try to make Ferry Building, San Francisco, Calif. 
it err or gree ', we cannot be responsible for any errors or failure 
to tasert. No allowances will be made for any errors or omissions. 




























Nuly 20, 1946 





Effective July 21st 
MPROVED FREIGHT SCHEDULES 


WILL PROVIDE 


Yloxt Day Delwory 


college BETWEEN ALL COMBINATIONS OF 


ONON STATIONS AND JUNCTIONS 
* 


THROUGH SCHEDULES ARE SHOWN BELOW | 




















Address 




















| 
No. 91 No. 73 No. 75 No. 57 No. 71 STATIONS No. 74 No. 72 No. 56 No. 70 No. 90 | 
Daily Daily Daily Daily Daily Daily Daily Daily Daily Daily 
1100P 1205P 1201A 1000P Chicago 430P 815P 600A 500A | 
530P Michigan City “700A 
150A 250 850 Monon 130 610 415 405 200 | 
230 305 930 1155 Monon 110 600 400 
335P 430A 1030P 1245A Lafayette 1205P 505P 240A 305A 
355P 530A 125A 100A Lafayette 1030A 450P 210A 250A 
507 650 230 200 Crawfordsville 903 357 104 147 
559 758 318 248 Greencastle 735 305 1212A 1255A 
725P 945A 435A 405A Bloomington 530A 120P 1040P 1120P | 
740P 1030A 450A 420A Bloomington 400A 105P 1020P 1105P | 
827 1150 534 504 Bedford 300 1223 935 1023 | 
850 1235P 555 525 Mitchell 230 1158 910 958 | 
900 1250 607 537 Orleans 210 1145 900 945 | 
940 130 640 610 Salem 130 1114 815 914 
1100P 250P 800A 730A Louisville 1201A 1000A 700P s00P 
No. 47 No. 46 
Daily Daily 
Ex Sn Ex Sn 
230A 615A Monon 215P 130A 
425 907 Frankfort 1110 1132 
600A 1250P Indianapolis 815A 1000P 





Local freight trains will operate in both directions over all lines daily except Sunday, and will be effectively coordinated with 
the schedule shown herein. 


: ! : - F. W. KUHN, General Freight Agent 
Fon furthor information apply fo: 608 S. Dearborn St., Chicago 5, Illinois 








PERISHABLE FOODS are fresh when they’re entrusted to 
the bracing chill of Harborside cold-storage ...and they’re just as fresh 


when they are withdrawn, weeks or months later. 


All the factors which impair freshness are arrested by the scientifically 
controlled refrigeration of this great warehouse. Each perishable product 
is whisked by careful, skilled attendants to its frosty vault, where proper 
cooling, freezing, or sharp-freezing temperatures are rigidly maintained. 


Correct ventilation and humidity complete the ideal preservative climate. 


We are still unable to offer you our cold- and dry-storage facilities to 
the extent we should like. However, “it won’t be long, now” ...and in 


the meantime, please keep asking. 


Direct connections with the Pennsylvania Railroad, and with all other 
lines, via lighterage ... 16-car placement at one time. Eight minutes to 


Holland Tunnel and trunk highways. Low insurance rates. 


ax - Espa 
Re Ry 
sae te 


HARBORSIDE | 


"WAREHOUSE COMPANY, INC. 
AERIAL SURVEYS, INC. 34 EXCHANGE PLACE, JERSEY CITY 3, N.J. 


PHOTO BY FAIRCH:ILD 





